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time and mileage. DECATUR has the equipment 
- - » modern, up-to-the-minute, complete and ex- 
pertly piloted. And DECATUR has the organiza- 
tion ... a veritable army of expert traffic engi- 
neers, pilots, dispatchers, helpers handlers . . . 
highly skilled and thoroughly schooled in getting 
things dane, keeping goods moving, smoothing out 
bottle-necks, keeping traffic flowing swiftly to 
destination. @ These are what it takes to make 
and maintain a truly great, always dependable 
transportation service. These are DECATUR fea- 
tures ... salient characteristics that have won for 
us the patronage of hundreds of the Nation's most 
prominent shippers. These are the superiorities by 
which we'll prove to you, too, that for "SHIP- 
MENTS MIDWEST, DECATUR IS BEST." 
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The Seaboard Air Line Railway family 
comprises many thousands of employees 
living in various parts of the six states 
served by the system. At work or play, in 
their homes, at church or in shops and on 
the street, these men and women of the 
Seaboard organization are no different 
from the people who live and work around 
about them. 


~ 


In short, Seaboard employees are an 
integral part of their community life. As 
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such, they share that mutually friendly 
interest in the welfare of others which 
makes for neighborliness in every sense 
of the word. 

As with the individual, so it is with the 
entire organization. Never forgetting that 
our primary function is to provide the 
public with adequate transportation, the 
Seaboard will likewise strive in the future 
as in the past to fulfill its role as a builder 
and a neighbor wherever we serve. 
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Only part of the Job... 


@ Huge and vital as it is, the load of military 
materiel being transported by America’s rail- 
roads is only part of our tremendous wartime 
job. Record-breaking amounts of industrial and 
civilian supplies must also be delivered, quickly 
and dependably. 


We of the Nickel Plate Road are giving our 
very best to the task. But that, too, is only part 
of the job. For it is your best—the splendid 
cooperation of you shippers and receivers— 
that’s helped us get so much out of every car. 


NickeL R 


By heavier loading and unloading—and by 
better labeling, packing and handling—you’ve 
helped enormously to make each precious piece 
of rolling stock do a lot of extra duty. And that, 
in the face of continued manpower and equip- 
ment shortages, grows more important daily. 


Every railroad in America owes you a big 
vote of thanks. Here is ours—with the earnest 
hope that you’ll keep up the fine work! Only by 
our combined efforts can we lick the big job 
still ahead. 


ATE ROAD 


CLEVELAND 1, OHIO 
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We have printed in our Open Forum a number of 

communications inspired by the editorial, “An 
Unrecorded War Casualty,” in the Traffic World of 
June 9. A lot of other interesting mail on the subject 
of railroad wartime courtesy—or the lack of it—has 
come across the editorial desk, not for publication in 
the Open Forum, on which we should like to comment. 

For the most part, these letters are from railroad 
officials. Generally they admit that the treatment of 
railroad passengers these days leaves something to be 
desired in the way of graciousness, but practically all 
of them call attention to the fact that others besides 
railroad folk need a little prodding on the subject. With 
this view we readily agree. In fact, we pointed out in 
the original editorial that courtesy is at least as hard 
to find in hotels and retail stores as it is on the railroads. 

It happened, however, that we were writing about 
conditions on railroads; and, in perfect honesty, it must 
be admitted that, however bad the condition may be 
elsewhere, that constitutes no justification for neglect— 
if there is neglect—of the matter by railroad officials. 
Two wrongs still don’t make one right. 

One of our correspondents, who writes that “the 
tailor, the laundry, the hotel, the grocery store, the res- 
taurant, etc.,” should “take a tip” from what we wrote, 
encloses a pamphlet by Elmer Wheeler on the subject. 
Mr. Wheeler says: 

“T have a little black book. In this book I am care- 
fully listing all discourtesies, insults, impoliteness and 
bad service rendered me by business today under the 
excuse of ‘there’s a war on.’ 

“When the war is over, I plan to take out my little 
black note book to see whom to do business with—what 
tailor, laundry, hotel, grocery store, restaurant, and so 
forth. Where I was high-hatted, or otherwise mauled 
around under the guise of wartime conditions, then I 
plan to transfer my business elsewhere.” 

While there are, perhaps, few travelers who are 
keeping such black books and who are equally objective 
in their intention to confer postwar business favors in 
strict accordance with their contents, undoubtedly there 
are a lot of unwritten notes in the black book of memory 
of all of us. It should be little consolation for a railroad, 
for instance, to know that, along with its name in that 
| book there are the names of a lot of other business 
enterprises. It is its own business which should exclu- 
Sively interest the railroad. 








































More About Railroad Courtesy 
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If our correspondence is any indication, a number 
of railroads are really concerned about the matter and 
are doing something about it. The Santa_Fe, for in- ; 
stance, is distributing among its employes a bookley 2) 
called “‘Discourtesy,”’ by Dale Carnegie. In addition, i 
is showing at employe meetings a motion picture, “The 
Time Is Now,” dealing with the need for courtesy 
among those employes. The subject is at the top of the 
docket of all employe meetings. 

From the Chicago, Burlington & Quincy comes a 
snappily written and illustrated booklet, the front page 
of which bears the legend: “Are these passengers really 
necessary? Well, they are... tous!’ This is also being 
distributed among all the workers on the system. It 
stresses the need for courtesy now to insure postwar 
business. There are inexperienced passengers these 
days, too, it says, who cause trainmen all kinds of annoy- 
ance. But what is to be done about them? 

“‘As the girl says in ‘Oklahoma,’ what are we going 
to do? Spit in their eye?” 

“Naturally, we can’t do that,” it continues. “We 
can’t even be a little curt or too busy to do helpful 
things to ease their wartime journey, because our fu- 
ture depends on them. They are the people who will 
keep our engines rolling, our passenger cars filled, our 
jobs secure in the world that’s coming. . . . Will they 
be traveling by train? ... Or will they say: “Thank 
heavens, we can thumb our nose at the train now! We 
can take our vacations by car’.” 


HIS BOOKLET is particularly notable because of the 
adroit way in which it links up the best interests of 
the Burlington with those of its workers. It says: 

“When the railroads and the railway brotherhoods 
face postwar competition and postwar problems, will 
the public support their aims because they remember 
their splendid war achievements? Or will they say: 
‘Serves them right. Those pickle-pusses who pushed us 
around are getting just what’s coming to them. No 
wonder their trains are half empty.’ 

“Right now we wouldn’t miss them if some of these 
passengers stayed home. But when we get our new 
Zephyrs, when we are able to put more fun back into 
travel, we’ll be mighty glad to see them. In fact, we 
shall need them, if our investments and our jobs are to 
be secure.” 

One more example: L. W. Horning, vice-president, 
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Why So Many Owners say “Buy the Fruehauf Endgate” 


e Loads from Ground Level - - No lifting onto gate. 


e Lifts Up to 1 Ton-- No extra work necessary to center loads. 
e Tapered Loading Lip - - Easy to run hand trucks on. 


e One Control Lever - - Starts or stops the flow of hydraulic power. 
e Stops Automatically - - at ground and truck or Trailer floor level. 


e Safety Valve - - Eliminates danger of overloading. 


e Loads at Any Height -- Can be stopped at any desired height up 


to truck-bed or Trailer-floor level. 


e Balanced Weight - - No tail-end over-loading. 
e Simple to Install - - Mounted to frame independently of any body 


fastenings. 


e Scientific Construction - - Built to endure - - engineered for trouble- 
free operation - - proven in 12 years’ use - - fully guaranteed. 







FOR 





FRUEHAUF TRAILER COMPANY 


Worlds Largest Builders of Truck-Trailers 
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- DETROIT 32 


Service in Principal Cities 
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personnel, New York Central System, writes to tell 
about the program of public relations training it has 
been carrying on, in cooperation with the New York 
State Department of Education, among all classes of its 
employes. The course, he says, has been attended by 
more than 25,000 New York Central workers. He also 
points out that the subcommittee on labor and personnel 
of the railroad committee for the study of transporta- 
tion, sponsored by the Association of American Rail- 
roads, has issued a number of reports on railroad per- 
sonnel practices and employe public relations training 
which contain much good material on the subject. 


IMILAR WORK, we know, is going on on other rail- 
roads. We know it now. When we wrote our editorial 
a few weeks ago, we suggested, not only that that sort 
of thing be done, but that some noise be made about it 
so that the traveler suffering under discourtesies might 
know that railroad executives were not unaware of his 
plight. It might be a good thing if some of these wise 
and clever little pamphlets were passed out among pas- 
sengers as well as among railroad employes. 


There can be no question but what these efforts are 


having a good effect. Fortunately, it is not necessary to’ 


rely on one’s impressions for that opinion. Some months 
ago the magazine “American Business” conducted a 
courtesy poll in which it sought to have its readers say 
which railroad, among other agencies dealing with the 
public, was “the most hospitable.” Surely, it is more 
than a coincidence that the three railroads we have 
used as examples were included among the top ten. 

Like Abou ben Adhem, the name of the Missouri 
Pacific led all the rest. We do not know what that rail- 
road is doing, specifically, to keep its workers on their 
toes, but we are willing to bet that it is doing much and 
doing it well. The same might be said of the others 
among the first ten, not already mentioned. We think 
they all deserve mention, in the order in which the 
ballot indicated. Following the Missouri Pacific came 
the New York Central. Then, in order, came the Santa 
Fe, the Illinois Central and the Union Pacific (those 
two tied), the Southern Pacific, the Baltimore & Ohio, 
the Burlington, the Chicago and North Western and the 
Great Northern. 

The magazine remarks on the fact that, of the first 
ten, only two were eastern railroads. In an earlier 
tabulation, it also notes that “many famous railroads 
... did not receive one vote.” 

It is heartening, indeed, to discover that a keen 
awareness of the problem exists among the railroads. 
The obstacles of shortage of manpower and the pres- 
ence of many inexperienced and temporary workers 
still exist. This adds to the difficulty of the solution. 
With awareness and earnestness, however, it is perhaps 
not too much to hope for measurable improvement 
soon. Maybe, when the war is over and the railroads 
again start looking for business, few of them will be 
found noted in those black books. 





Truck W. and I. Bureaus 


Within recent weeks there has been established by 

highway transportation operators in Michigan a 
weighing and inspection bureau. We understand it has 
begun to function and bids fair to do a good job. Those 
far-sighted truckers who joined in the project and are 
supporting it are to be commended for their interest 
in the welfare of their industry. 

No one, we believe, will deny the need for such 
organizations in the highway transportation field. 
There is, however, room for some expression of disap- 
pointment that the development should be taking place 
in such narrow geographical limits. We would have 
thought that the industry had learned something, from 
its early struggles in rate making and publishing, about 
the unwisdom of attempting to perform such essential 
functions in restricted fields. With a clear field to work 
in, there were some who hoped that the weighing and 
inspection functions in the highway field could have 
been organized along national lines. 

Some months ago, the Central States Motor 
Freight Bureau, through its board of directors, took 
steps toward the organizing of such work under an offi- 
cial, to be housed and financed by it, who should 
exercise more or less supervisory functions over weigh- 
ing and inspection bureaus set up and controlled by the 
member units of that Central States organization. So 
far as we know, nothing definite has been done to carry 
out that purpose, and even if there were, much of the 
value of national organization would be lost should the 
bureaus, such as that organized in Michigan, remain 
relatively autonomous. 

The best job along that line done by the industry 
was the setting up of the national classification board 
by the American Trucking Associations, Inc., and the 
compilation of a single National Freight Classification 
controlled and supervised by that body. 


HE NEWS last week that Joseph C. Colquitt had been 

appointed chairman of the National Motor Freight 
Classification Board was heartening. No one will deny 
his qualifications for the job. It may be asking too much 
of him and of the board now to add to his and its mani- 
fold and important duties to assume also the organiza- 
tion and conduct of a highway weighing and inspection 
bureau along national lines. 

If that is impracticable, the A. T. A. ought to go 
about it some other way. But it ought to tackle the job 
before a series of regional bureaus have been organized 
and are functioning. 


If it waits too long, it will be difficult to unify the 
work. One can’t blame those who do the pioneering 
for hesitating to turn the fruits of their labors and 
their money over to another organization who ap- 
proaches the problem later and with less audacity than 
they displayed. 
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Class Rate Developments 


Attorneys and traffic officers of the western railroads who 
have been meeting in Chicago for the past week, discussing 
what form of relief will be asked from the Commission’s recent 
decision in its Class Rate Investigation, Nos. 28300 and 28310 
(see Traffic World, June 23, p. 1680), began June 26 to draft 
a petition to the Commission embodying their position. Traffic 
officers for the various western lines have completed studies 
showing the results on their lines of the application of the class 
rate decision. 

While the western lines will join with eastern and southern 
carriers in preparing and submitting to the Commissoin a uni- 
form freight classification for the entire country, the Western 
Association of Railway Executives decided to oppose the deci- 
sion, and so announced June 16 through a statement issued by 
the association chairman, W. H. Dana. Mr. Dana said that “the 
decision would result in much greater revenue loss to the 
western lines than it would to the lines in either the east or the 
south” and indicated that western carriers may ultimately need 
“a revision upward of rates on agricultural products and other 
important commodities.” 

Justus Cramer, chairman of the California Railroad Com- 
mission, has called a meeting of the state railroad commissioners 
of eleven western states, to be held June 29-30 in Reno, Nev., 
to examine the impact of the class rate decision on industry in 
that section. 


Western Railroads for Uniform Classification 


Wallace T. Hughes, chairman, Law Committee for Western 
District Railroads, Chicago, has addressed the following letter 
to Secretary Bartel, of the Commission, expressing willingness 
of the railroads of the western district to undertake the task 
of preparing a uniform classification, “without prejudice”: 


The Law committee representing the Class I railroads of the 
Western District has been authorized to inform the Commission that 
these lines are willing, at the Commission’s instance, to undertake the 
task of preparing a uniform classification, in collaboration with the 
railroads of the east and south, without prejudice as to the views of 
these lines with respect to the uniform scale or the measure of rates 
which should be applied in connection with a uniform classification. 


Official Territory lines had previously expressed their will- 
ingness to prepare a uniform classification in collaboration 
a railroads of the other territories (see Traffic World, June 


Central Shippers Consider Reopening Petition 


Arthur H. Schwietert, chairman of the Central Territory 
Rate Conference, has called a meeting of the steering commit- 
tee of the conference for Chicago, July 7, to consider in its final 
form a petition for reopening and reconsideration and modifica- 
tion of its order to be filed with the Commission in the class 
rate cases. The committee, at an earlier meeting, recommended 
that state groups of shippers and state governmental authorities 
in the conference’s area join in such a petition. It is expected 
that the state groups and officials will have taken action by the 
time of the coming Chicago meeting (see Traffic World, June 
23, p. 1681). 

It was understood that somewhat similar action was taken 
at a meeting of shippers and state authorities at Columbus, O., 
June 27, under the leadership of Hugh S. Jenkins, Ohio state 
attorney general. Some of those present, however, it was said, 
were not possessed of sufficient authority to join in a move on 
the spot for the filing of a reopening petition. It was decided 
that any public statement regarding the meeting would be is- 
sued by Attorney General Jenkins. Such a statement was not 
forthcoming at the time this was written. 


Bartel Answers Queries 


Secretary Bartel has answered inquiries touching on the 
effect of the Commission’s decision in No. 28300, Class Rate 
Investigation, 1939, bearings on its effect on commodity rates, 
and on exception ratings. 

Edward H. Pollaci, Jr., an attorney of Brooklyn, N. Y., 
asked questions as to commodity rates and exception ratings. 
In reply, Secretary Bartel said, in part: 


Your first question is whether the Commission will continue to hold 
that a commodity rate which exceeds a class rate is prima facie un- 
reasonable. I cannot answer this question definitely, except to say 
that there is no indication that the Commission will not continue to fol- 
low that principle. 

Your second question reads as follows: 

“‘Where an exception reads that an article takes a percent of the 
class rate, will it, after the effective date of the above 10 per cent order, 
will the article take 10 per cent or the increased or decreased class 
rate, or will it take the percentage of the class rate applying before 
the effective date of the above order?’’ 

Where an exception provides that an article takes a certain per 
cent of the first-class rate it will not be required to be changed by the 
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interim order. For example, an exception in official territory that pro- 
vides for rates made 25 per cent of the first-class rates, would not be 
required to be changed by the order, and the 25 per cent would be 
applied to the first-class rate as it was before the effective date of 
the order. 


J. P. Reese, traffic manager, R. M. Hollingshead Corpora- 
tion, Camden, N. J., tuld the Commission’s secretary that it 
was “our understanding that the increase of 10 per cent in 
Official Territory will not apply to shipments moving on ex- 
ceptions to Official Classifications. We are particularly inter- 
ested in this for the reason that much of our raw material in- 
bound originates in Official Territory and moves on exception 
ratings. Also, many of the items manufactured by us and 
shipped out as finished merchandise move on exception ratings.” 

In reply, Secretary Bartel said that “the increase of 10 
per cent in class rates in Official Territory does not apply to 
articles moving on exception ratings.” 


Car Supply and Food Shortage 


“No feed mill in the northeastern section (of the United 
States) has reported the loss of any production whatever be- 
cause of a lack of grain or a lack of cars for shipments of its 
outbound product,” said W. C. Kendall, chairman of the car 
service division of the Association of American Railroads, in a 
statement answering declarations made by governors of 13 north- 
eastern states, after a “food conference” in New York City, to 
the effect that “a railroad bottleneck” was preventing shipment 
of sufficient feed grain to the northeastern states. 

The governors, who conferred at the invitation of Gov- 
ernors Dewey, of New York, and Baldwin, of Connecticut, said 
that the main railroad bottleneck was at Buffalo, N. Y.; that 
there had been a shortage of 3,678 box cars at Buffalo on June 
21, and that, as a result of that shortage, only 151 cars had 
been loaded that day with grain for domestic use. They said, in 
a statement they issued, that grain for the northeast meant 
milk and eggs, and that milk and eggs meant the best possible 
protection for the diet of the people of their states. 

Mr. Kendall’s answering statement follows: 


Figures dealing with the railroad car supply at Buffalo as a factor 
in the animal feed supply of the northeastern states, contained in the 
statement issued by the Conference of Governors of those states oe 
apparently were prepared without knowledge of the entire situation. 

The statement emphasized the fact that on one day 151 carloads 
of grain for domestic use were shipped from Buffalo, but overlooks 
the fact that on the same day 478 cars were loaded at Buffalo with 
grain products, of which animal feed constitutes the largest part. 
During the preceding week, moreover, .the total loadings of grain and 
grain products for domestic use at Buffalo averaged approximately 
650 cars a day. 

The statement as to a reported shortage of 3,678 cars at Buffalo 
does not refer exclusively to domestic grain shipments. By far the 
larger part of this number is shortage in filling orders for cars placed 
well in advance for future movement of grain for export. 

The general situation as to the movement of grain and grain 
products is tight all over the country. It should be borne in mind 
that the railroads now have nearly 16,000 fewer box cars than they 
had when the war began, and that an increasingly large proportion 
of the cars they have are no longer suitable for the handling of grain 
and grain products. Nevertheless, the fact is that no feed mill on 
the northeastern section has reported the loss of any production what- 
ever because of a lack of grain or a lack of cars for shipment of its 
outbound product. 


Industry Terminal Tariff 


The chief traffic officers of the nation’s railroads, who have 
prepared a proposed general rail tariff to govern terminal serv- 
ices at industries (see Traffic World, May 19, p. 1311), have 
incorporated one change of importance to shippers, having to 
do with the disputed 15-minute delay period beyond which a 
charge would be made. Framers of the tariff have extended the 
15-minute period to 30 minutes before any penalty charge for 
interference starts to run. ; 

Following are other changes in the proposed tariff: 

1. The tariff will not apply on coal at mines, iron ore at 
mines, beehive coke at ovens, and cars at docks when traffic 1s 
interchanged with water carriers. ‘ 

2. The tariff will apply on L. C. L. freight in trap car serv- 
ice. 

3. All other changes are only for purposes of clarification. 

According to L. R. Capron, vice-president, traffic, Burling- 
ton Lines, member of the Western Traffic Executives’ Commit- 
tee which represented the western railroads in attendance at 
the public hearing on the proposed tariff held at the Palmer 
House, Chicago, May 17, the western lines will publish individual 
tariffs governing terminal services. The eastern lines, he said, 
are considering publishing an agency tariff. No further public 
meetings on the tariff are scheduled at present. 
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Morrell Terminal Allowance 


The Commission, division 3, has issued a cease and desist 


‘order in a decision in John Morrell & Co. Terminal Allowance, 


Ex Parte 104, Practices of Carriers Affecting Revenues and 
Expenses, Part II, Terminal Services, requiring the Rock 
Island, the Burlington, the Milwaukee, and the Wabash to 
cease payment of an allowance to the industry for plant serv- 
ices at Ottumwa, Ia., on or before September 26. 


The Commission found that the existing line-haul rates of 
the respondent carriers and the Wabash (the latter serving the 
plant through the Milwaukee) covered delivery and receipt of 
shipments at interchange tracks, that the transportation serv- 
ices of the carriers began and ended at those interchange tracks, 
and that the movements by the Morrell Co. and the respondents 
between the interchange tracks and the points within the Mor- 
rell Co.’s plant were plant services that it was not the duty of 
respondent carriers to perform. It found further that payment 
of an allowance for services performed by the industry, and 
the movement by respondents of livestock and livestock cars 
beyond the interchange tracks without adequate compensation 
in addition to the line-haul rates, provided a means by which 
the industry enjoyed a preferential service. 


It observed that pooling arrangements for the switching 
services might not be entered into by the carriers without the 
Commission’s approval, and that “if it is not the duty of car- 
riers individually to switch an industry, such an obligation can- 
not be created by the pooling of services.” 


Rejecting the contention that the tracks over which the 
company functioned were a model of simplicity and efficiency, 
it said a different picture of the alleged adequacy and sim- 
plicity of the plant system of plants was obtained ‘when viewed 
with the question in mind... namely, whether the carriers 
acting individually would be prevented from performing the 
switching services arising out of and attending interstate trans- 


portation each at its own convenience without interruption or 
interference.” 


In discussing at length the track layout within the plant, 
the report said it was considered a violation of section 6(7) of 
the interstate commerce act and of the Elkins act that, in addi- 
tion to building and furnishing the company with certain plant 
tracks without compensation, respondents had continuously 
since 1895 maintained the tracks at their own cost and expense. 
This, it said, was “a matter justiciable in another form but in 
order to avoid any misconception that by silence with respect 
thereto we inferentially or otherwise. sanction or condone the 


unlawful rebate concession or discrimination, attention is called 
to it here.” 


It observed that, if the volume of livestock delivered at 
the plant approached 50 or 60 cars a day, as stated in the prior 
report, and was divided between three carriers entering the 
plant from opposite directions, it was apparent that the cars 
could not be placed for unloading at docks served by single 
tracks with a maximum of 11 cars without interference. 


The division concluded that the frequent “and what may 
be termed special deliveries of livestock” were for the benefit 
of the industry and not made at the ordinary operating con- 


venience of the carriers without interruptions and interfer- 
ences. 


After noting ownership of cars by the industry, the report 
observed that “the cost of maintenance of private cars includes 
the cost of providing a place for storage of those cars when not 
in use and the cost of switching cars to and from such facilities 
Incident to such storage to the same extent as it does the cost 
of switching private cars to and from the repair shop,” adding 
that “there is no material difference in principle.” It, therefore, 
rejected respondents’ contention that ownership expenses on 
which the mileage allowance for such cars was determined did 
not include anything from switching to and from the cleaning 
tracks, but only for the cost of labor and material used in the 
actual cleaning, for the reason that no charge for such switch- 
ing had ever been made. 

Saying it was not shown where, when or how the tank cars 
were cleaned, or how they were handled between the inter- 
Change tracks and the loading points, the report said the same 
principles announced in connection with refrigerator cars ap- 


plied to tank cars furnished by the shipper for which it received 
an allowance. 


Weighing Practices 


After discussing weighing practices at the plant, and saying 
that it had not been specifically stated that the inbound ship- 
ments were not weighed by the railroads before delivery, the 
report observed that section 3(2) of the act prohibited the 
delivery of freight at destination until all tariff charges had 
been paid, except under such rules and regulations as the Com- 
mission might prescribe. It continued: 


The rules and regulations prescribed by the Commission do not 
permit the delivery of freight and the collection of charges at some 
indefinite date after delivery, based on weights ascertained by the 
consignee. Therefore, it cannot be assumed that respondents deliver 
the freight and relinquish possession thereof without knowing the 
charges due thereon. On the evidence we conclude that the weighing 
of the inbound shipments and possibly the outbound shipments of 
grease and tallow is for the benefit of the industry and that the line- 
haul rates do not include such services. 


Saying it might be true, as claimed by the industry, that 
there were no “coordinated processes” in the industry so far 
as its manufacturing practices were concerned, the report said 
it was clear and apparent that a high degree of coordination 
of switching was necessary to meet its shipping needs. 

“We agree with the conclusion in the prior report herein 
that ‘it clearly appears from the record that the services nec- 
essary to effectually maintain the coordinated processes of 
(switching) the industry far exceed those that carriers are 
obligated to perform under their line-haul rates, and there is, 
therefore, no basis in law for an allowance,’” said the report. 
“We also conclude that the delivery of livestock at the unload- 
ing docks under the conditions set forth above is in excess of 
the services the carriers are obligated to perform at their line- 
haul rates.” 

The report said the findings as to the other respondents 
automatically disposed of the issues as they affected the 
Wabash, “for it necessarily follows that if it is unlawful for 
the Milwaukee to pay the allowance to Morrell & Co., it is 
equally unlawful for the Wabash to do so.” 





Grain Through Gulf Ports 


The Commission, in a report and order, has set October 1 
as the date when rates on grain and grain products prescribed 
by it in a prior decision on further hearing, 255 I. C. C. 5, must 
be put into effect on that traffic from Oklahoma, Texas, south- 
ern Kansas, southeastern Colorado and eastern New Mexico 
to north Atlantic ports (see Traffic World, June 23). The re- 
port notes that the rates originally found unreasonable Aug. 1, 
1940, are still retained in the tariffs of defendants. 


; The report and order on further consideration were issued 
in No. 28090, Tex-O-Kan Flour Mills Co., et al., vs. Abilene & 
Southern Railway Co., et al. Commissioner Johnson participated 
In its disposition and Commissoner Barnard did not particpate. 
Commssioners Porter, Lee, Miller and Patterson dissented, Com- 
missioner Porter saying his reasons for disagreeing with the 


majority report were set forth in its decision on further hearing, 
255 I. C. C.-44. 


In arriving at its decision, the Commission rejected a con- 
tention of certain defendants and interveners that, in the ab- 
sence of water service, it had no authority to require the de- 
fendants to establish the joint rates prescribed. As a reult of 
the defendants’ contention that the Commission’s order was 
vague and indefinite, the Commission said that “we have com- 
pletely restated and revised our conclusions, and clarified the 
order accordingly.” Its findings were as follows: 


Upon further consideration we find that the assailed rates from 
points in Oklahoma, Texas, southern Kansas, namely that part of Kan- 
sas south of the main line of the Union Pacific Railroad through Topeka 
and Salina, southeastern Colorado, namely Colorado points on the Atchi- 
son, Topeka & Santa Fe Railway. south of Las Animas and east of 
Prichett, and eastern New Mexico, namely New Mexico points in Col- 
fax, Mora, Union, Harding, Quay, Curry, and Roosevelt Counties, for 
dock delivery to the north Atlantic ports, Norfolk to Boston, inclusive, 
over routes through Houston and Galveston, are and for the future will 
be unreasonable. 

We further find that the establishment of joint through rail-and- 
water rates from and to these points will be in the public interest and 
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constitutes the most appropriate and effective means for making the 
unlawful through rates conformable to law. 

We further find that joint rail-and-water rates made on the follow- 
ing bases shall be maximum reasonable rates for the future: 

(a) From the points in the above-described origin territory from 
which the domestic rates to Houston and Galveston are those shown 
in column A of the following table, rates to the north Atlantic ports as 
shown in column B: 


Column A Column B 
ee EE” AO og 5.6 5, a ocainad is eis oes s0les 6.0aGie am 55 cents 
| ES occ cease O06 case wee a bclee saben 56 cents 
RNP, on. 5 oo wii. 0rs/5.0 avai eioe Siale we eic we ee Sw 57 cents 
eee I TO ~~ UIIS £5. 55 sa oid cole: dipile #0: clla.d'%s 00's 2 40b,4.0-016.0 0.010 58 cents 
re A CIES 5 5 ng cao 0 dia chud: bial de, 0lasio 0186 W8ps bbe Noe 59 cents 
OE ot I 5. 55 c's Gio 40.018 6 vie. Ge vies bu 6.08 Babee 60 cents 
ee nr <M ss. daca mew 6 A iviswinves.<dw.cs scans s 61 cents 
vr  M  . ..  na cnet ove se ecsbe bees 60 case e 62 cents 
oe MS ok osc iew d's waleig ob cia ediae secs bia 63 cents 
ee OD MUN os oad clelaseclee 60 sunc ee eebeciaead 64 cents 
re i. |e so din alc cade o6leé qs odeleneee 64 0b alae 65 cents 
rr Me Cr Ge ONE 66s i524. 6.0% wuss vnaia Rbieelsincs vale oes 66 cents 
ee GRIN RT AAD NNO no on. 50 esl 0.0 0b 6,00:4.0.0.6:0,0)0 500506 acer a. 0d 67 cents 
nM NNN ME: ONO ig 5 5 aiaicie o.o.c'e Sb cc choe nw oeseend saad 68 cents 
es I TURNED 5: co:& 6.0610. 010 a4 )d pine nlé, oie 0.0 bed was piore 69 cents 


(b) From the points in the above-described origin territory from 
which the domestic rates to Houston and Galveston are greater than 
46 cents, rates which are the same amounts in cents per 100 pounds over 
the 69-cent rate as such domestic rates to Houston and Galveston are 
in excess of the 46-cent rate. 

Defendants will be expected to continue in effect the present mini- 
mum weights and transit arrangements and to establish over routes 
through the ports of Corpus Christi, Beaumont, Texas City, Lake 
Charles, and New Orleans, rates that bear the same relations in cents 
per 100 pounds to the rates prescribed through Galveston and Houston 
as are found in the present adjustment. 

The defendants will also be expected to observe as maxima at in- 
termediate origins outside the scope of the complaint the rates herein 
prescribed from farther distant origins over reasonably direct routes. 


The order struck the names of Lykes-Coastwise Line, Inc., 
and Mooremack Gulf Lines, Inc., on the ground that they had 
discontinued service and cancelled their tariffs. 


After referring to the fact that the rates found unreasonable 
were still in the defendants’ tariffs, the report continued: 


When the water service is restored such rates will, in the absence 
of further changes in accordance with law, again be made applicable 
to shipments of grain from the southwest to the north Atlantic ports. 
We think it would be grossly unfair to the complainants to place upon 
them the added burden of initiating further proceedings to prevent the 
application on their traffic of the rates which we have found unreason- 
able or to secure the benefit of the maximum reasonable rates pre- 
scribed. In the event conditions change to such an extent that the 
rates prescribed become less than maximum reasonable rates, we be- 
lieve it only fair that the burden should be on the defendants to bring 
such changes to our attention and, pending the determination of that 
matter to apply rates no higher than those prescribed based on the 
conditions shown by this record to have existed prior to the temporary 
suspension of water service. 

Obviously we have no intention to require the defendants to hold 
themselves out to accept shipments of these commodities for transpor- 
tation over these routes during the existing situation and we believe 
that only under a strained interpretation can our order be so construed. 
Nevertheless, in order to make our order certain in this respect we will 
add a proviso which specifically authorizes the defendants to limit their 
undertaking in connection with the rates prescribed so as not to con- 
stitute a holding out to transport shipments by water during the tem- 
porary suspension of water service. 


Joint Rates “Desirable” 


The Commission said through routes had long been main- 
tained by the defendants between the southwest and the At- 
lantic seaboard of the rail-water routes by way of the Gulf 
ports. After describing the types of rates maintained, it said 
the prescription of maximum reasonable through rates lower 
than the combination of the separate rail and water factors to 
and from the Gulf ports showed the desirability of joint rates 
as the most appropriate and effective method of eliminating the 
unlawful situation found to exist. Having concluded that the 
through rates were unreasonable, it said, the Commission could 
have prescribed merely the maximum reasonable through rates 
without requiring their establishment as joint rates, leaving to 
defendants the determination of the method of publication. 
However, it said, “it is clear that such a requirement would 
have been productive of further controversy without the pre- 
scription of divisions or determination of the amount by which 
each of the separate factors should be reduced to equal the pre- 
scribed through rates.” It said the examiner, on further hear- 
ing, had recommended the prescription of proportional rates 
to and from the Gulf ports. This, it continued, satisfied none 
of the parties. 

“It would not have resulted in a practicable rate break 
without the contemporaneous reduction of the inbound local 
rates to the same level as the proportional rates,” the Com- 
mission said. “The local rates to the ports are not here in 


,amended certificate. 
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issue. Furthermore, the local rates could not be changed with- 
out reopening the western grain rate investigation, In which 
they were prescribed.” 

Earlier in the report, the Commission observed that com- 
plainant’s prayer for joint through rates had met strong oppo- 
sition from the “intervening miles to the north.” Throughout 
the proceeding, it said, those interveners had insisted that the 
grain rates assailed were properly made by combinations of 
separate rail and water factors to and from the ports, that 
each of those factors was reasonable, and that in any event 
joint rates should not be established. 

In its discussion of the contention that the establishment of 
joint rates at the present time was not in the public interest 
since such rates could not be used because of the lack of steam- 
ship service, the Commission said: 


Generally during this temporary lack of vessels the water carriers 
under our jurisdiction have attempted to keep their tariffs revised to 
reflect the general basis of rates of other carriers now handling the 
traffic which normally moves over the water routes. Such action as- 
sumes that the conditions which obtained prior to the cessation of 
steamship service will recur when service is resumed. So far as we are 
aware there has been no objection, and we have acquiesced in that 
policy as in the public interest. It would not be in harmony with that 
policy and would be contrary to the public interest if we were to per- 
mit the continuance in the tariffs of rates found by us, after prolonged 
consideration, to be unlawful based on conditions which existed prior 
to the temporary suspension of water service. It would be just as 
logical to permit the cancelation of all other rail-water rates prescribed 
by us and vacate our outstanding orders respecting such rates as apply 
over the suspended ocean routes. The cancelation of these and other 
water adjustments might also reasonably require the drastic revision 
of the rail and motor carrier rates between points normally served 
by ocean routes. We do not believe that such a general rate upheaval 
is required because of changes in the conditions under which the com- 
merce of the country must be conducted for the indefinite period until 
the cessation of enemy activity and the return of government controlled 
vessels to their common carrier owners reopen the usual routes of trade. 


Foss Water Authority 


By a report and second amended certificate and order 
effective Sept. 10, in W-587, Foss Launch & Tug Co. Extension 
—Car Ferry, the Commission, division 4, has cancelled the prior 
The effect is to change to permanent 
authority the temporary authority granted in the prior certi- 
ficate to perform freight-car ferry service (1) between Seattle 
and Tacoma, Wash., on the one hand, and Shelton, Wash., on 
the other, and (2) between Seattle and Port Gamble, Wash. 
Prior reports 250 I. C. S. 817; 260 I. C. C. 103; 260 I. C. C. 395. 

The applicant was authorized to continue, under tempor- 
ary authority, the transportation of explosives and ammunition 
between Tacoma and Ostrich Bay, Key Port, and Indian Island, 
Wash. However, as to the applicant’s desire to be placed in a 
position to acquire all new business that might arise on Puget 
Sount other than on presently authorized routes, the division 
said that, though the desire was understandable, it was not 
supported by proof of public necessity. 

“Applicant’s desire to move empty cars in non-revenue 
service between points between which it has no authority to 
transport loaded freight cars, is in the interest of that efficient 
and economical operation which is embraced in the national 
transportation policy,” said the report. “Where empty cars are 
in possession of a car ferry operator under per diem arrange- 
ments with connecting railroads it opens up no new routes for 
the transportation of revenue freight. If strictly limited to such 
non-revenue movements, it is, in our opinion, an operation not 
requiring a certificate of public convenience and necessity and 
therefore will not be embraced in the certificate that will be 
granted herein.” 


The division also refused a request of the Northern Pacific 
that a limitation be placed on the commodities that might be 
carried in freight-car ferry service, saying it had been the Com- 
mission’s practice to impose no such limitation as to the com- 
modities that might be contained in the cars transported, in 
view of the highly specialized character of car-ferry service. 


SOUTHBOUND CAROLINA FREIGHT AUTHORITY 

By a report and order in MC F-2690, C. G. Beam—Control; 
Carolina Freight Carriers Corporation—Purchase—Whippet 
Motor Lines Corporation, the Commission, division 4, has 
authorized the acquisition by Carolina of certain operating 
rights southbound from New England. 

The report observed that certain of Carolina’s claimed 
rights in its “grandfather” case, October 31, 1944, having been 
denied, it was required to discontinue operations from New 
England points, except East Walpole, Mass., and a small part 
of Connecticut, to points in the south, representing a loss of 
about 40 per cent of its total general commodity traffic mov- 
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ing southbound, originating in the territory it was no longer 
permitted to serve. 

The loss of that traffic resulted in an unbalanced operation, 
it said, and that Carolina believed if the situation was not cor- 
rected by acquiring operating rights authorizing it to resume 
such operations, it would be obliged to discharge certain _em- 
ployes. Under the unified rights to be acquired, it said, Caro- 
lina would resume the single-line southbound movement it 
formerly provided, permitting more efficient use of equipment. 

The involved agreement provides for the payment of $10,000 
for the Whippet operating rights, authorizing transportation 
between New York City and points in New Jersey on and north 
of New Jersey highway 33, on the one hand, and, on the other, 
points in Connecticut, Rhode Island, and Massachusetts. 
















St. Johns River Joint Rates 


I. and S. M-2452, Increased Joint Class Rates—St. Johns 
River Line. By the Commission, division 3. Proposed schedules 
ordered canceled on or before August 1, and proceeding dis- 
continued. Found not shown just and reasonable minimum 
class-rate restrictions, proposed by respondent motor common 
carriers, parties to an agency tariff of the Southern Motor 
Carriers Rate Conference, for application of joint-line motor 
common-carrier traffic from points in the south to points in 
Florida, on shipments moving over the lines of the St. Johns 
River Line Co. There were serious doubts, said the division, 
regarding the lawfulness of minimum rate stops. Where, how- 
ever, continued the division, they were proposed or were main- 
tained on reasonable bases, they might be countenanced, in 
the war period at least, as an emergency measure to insure 
that the motor-carrier revenues would be sufficient to meet 
operating costs and provide some profit. It said that although 
class-rate stops already were maintained to a certain extent 
over the river line company’s through routes under considera- 
tion in the instant proceeding, the proposed stops would have 
the effect of further nullifying the normal classification rat- 
ings, by classifying as either third or four class all articles nor- 
mally accorded lower ratings. Likewise, the division continued, 
the same stops would not be applied on both truckload and 
less-than-truckload traffic, although truckload traffic ordinarily 
was less expensive to transport. Consequently, it said, it would 
seem that if the proposed stops were reasonable for less-than- 
truckload quantities, they would be too high for application on 
truckload shipments. Moreover, said the division, the applica- 
tion of the proposed third- or fourth-class stops would depend 
on whether a particular shipment was destined to a point served 
directly by the river line company. The division said that the 
differences in the typical third- and fourth-class rates shown in 
an appendix attached to the report were 30, 34, and 39 cents a 
100 pounds. No evidence was adduced, said the division, to show 
that the cost incurred in interchanging shipments was as great 
as the differences between the third- and fourth-class rates. 















































































































































PORTO RICAN FORWARDER ACQUISITION 


The Commission, by an order in FF-121, Porto Rican Ex- 
press Co.—Acquisition by Foreign Freight Carloadinf Cor- 
poration, has approved acquisition of forwarder rights of Porto 
Rican by Foreign Freight Carloading Corporation, the latter 
an organization set up to take over the forwarding operations 
of Porto Rican subject to regulation by the Commission (see 
Traffic World, June 16, p. 1594). 

The order requires that the authority granted be exercised 
on or before August 22, at which time, on consummation of the 
transaction, the order said a permit would be issued to Foreign 
Freight Carloading Corporation, cancelling one of August 5, 
1944, now outstanding in the name of Porto Rican. 















DELTA WATER CERTIFICATE REVOCATION 


The Commission, division 4, by an order in W-502, Delta 
Transportation Co. Common Carrier Application, has required 
the carrier to show cause, in writing verified under oath, within 
30 days, why the certificate granted it November 3, 1942, should 
not be vacated and set aside, and the application dismissed. 

The order said correspondence had been returned by the 
Post Office Department with the notation, “Return to sender— 
this company no longer exists,” and that the one-time vice-presi- 
dent of the carrier had advised the Commission that its equip- 
ment had been disposed of, that the corporation had been dis- 
solved, and that all operations as a water carrier subject to the 
act had been discontinued. 


















WEYERHAEUSER LINE CERTIFICATES 


_ _The Commission has issued amended certificates and orders 
in W-417, Weyerhaeuser Steamship Co., Weyerhaeuser Line, 
Common Carrier Application, and W-617, Pacific Coast Direct 
Line, Weyerhaeuser Line, Common Carrier Application, with the 
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agreement of the applicants, to include a limitation confining 
applicants to the use of self-propelled vessels. 

The amended certificates and orders were made effective 
September 15. 

In W-417, the authority is for the transportation of com- 
modities generally, including lumber, from certain ports on the 
Pacific Coast via the Panama Canal to certain ports on the 
Atlantic coast. In W-617, the authority is for the transportation 
of commodities generally from certain ports on the Atlantic 
a via the Panama Canal to certain ports on the Pacific 

oast. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 44790, Sub. 6, C. Maughan and T. Maughan, Moorhead, 
Minn. Certificate granted. Automobiles, trucks, and trailers by 
truckway and driveaway service, from St. Paul, Minneapolis, 
and Duluth, Minn., and Fargo, N. D., to Billings and Lewiston, 
Mont., over irregular routes. 

*MC 87541, Sub. 2, H. Goldman, Inc., Boston, Mass. Cer- 
tificate granted. Household goods, over irregular routes, (1) 
between points within 50 miles of Boston (other than those 
within 10 miles of Boston), on the one hand, and, on the other, 
points in Conn., Del., Me., Md., Mass., N. H., N. J., N. Y., Pa., 
R. I., Va., Vt., and the District of Columbia, and (2) between 
Boston and points within 50 miles of Boston, on the one hand, 
and, on the other, points in IIll., Ind., Mich., O., and W. Va. 

*MC 105134, Austin L. Yeager, Clearfield, Pa. Certificate 
denied, Commissioner Lee dissenting. (1) Processed cheese, 
cheese and dairy products, fire brick, fire clay, clay products, 
building materials, leather, and leather products, from Clear- 
field and points within 15 miles thereof, to points in Del., Md., 
N. J., N. Y., O., R. 1, Va., W. Va., and the District of Columbia, 
traversing Connecticut for operating convenience only, and (2) 
raw cheese, pimentos, boxes, rejected materials, and chemicals 
used in the processing of cheese, from points in Del., Md., N. J., 
N. Y., O., R. L., Va., W. Va.,’and the District of Columbia to the 
Clearfield area, over irregular routes. 


ANDERSON FORWARDER ACQUISITION 


The Commission, division 4, by an order in FF-81, Carl E. 
Anderson, Maury W. Latker, and Leo E. Anderson, Acquisition 
of Carl E. Anderson, has authorized acquisition of the operat- 
ing rights of Carl E. Anderson by a partnership composed of 
the latter and Maury W. Latker and Leo E. Anderson, provided 
the authority is exercised on or before August 20. 

The order said a permit would be issued on consummation 
of the transaction, superseding the permit issued November 
26, 1943, authorizing the following forwarder operations: 

Chinaware, earthenware, porcelainware, stoneware, pottery, sheet 
steelware, glass and glassware from points in California to points in 
North Dakota, South Dakota, Nebraska, Colorado, Oklahoma, Texas, 
and points in the United States east of such states, and commodities 
generally from points in Connecticut, Delaware, Illinois, Indiana, Ken- 
tucky, Maine, Maryland, Massachusetts, Michigan, New Jersey, New 
York, Ohio, Pennsylvania, Rhode Island, Tennessee, Vermont, Virginia, 
West Virginia, and the District of Columbia, to points in Arizona, 
California, Colorado, Idaho, Montana, Nevada, New Mexico, Oregon, 
Texas, Utah, Washington, and Wyoming. 


D. C.-VA. PASSENGER FARES 


The respondent bus lines and street car line in No. 28991, 
Passenger Fares Between District of Columbia and Nearby 
Virginia, have been ordered by the Commission to establish the 
fares found reasonable by the Commission in that proceeding, 
256 I. C. C. 769, on or before July 15. 

The proceeding involved interstate transportation of pas- 
sengers between all points in the District of Columbia, on the 
one hand and, on the other, the Pentagon Building, the Navy 
Arlington Annex, the Army Air Force Annex, and Washington 
National Airport in Virginia, and Virginia intermediate points. 

The instant report said the injunction aganst enforcement 
of the Commission’s order, granted June 12, 1944, was dissolved 
June 22, in compliance with the mandate of the Supreme Court 
of the United States pursuant to its opinion in United States 
vs. Capital Transit Co. No. 663, October term 1944 (see Traffic 
World, June 2, p. 1457). 


BUS-RAIL AFFILIATION QUESTION 


The Commission, by Commissioner Porter, has granted a 
petition for further hearing in MC F-2593, Greyhound Corpora- 


tion—Control; Central Greyhound Lines, Inc.—Control and 
Merger—Enders Bus Lines, Inc. Hearing has been assigned be- 





1720 


fore Examiner John S. Higgins, July 18, at the Hotel Sherman, 
Chicago, Ill. 

The Greyhound Corporation and Central Greyhound asked 
for the further hearing to demonstrate that Central Greyhound 
was not affiliated with the New York Central Railroad Co. 
Examiner William L. Fulton had recommended denial of the 
application, and further that the Commission find Central Grey- 
hound was affiliated with the New York Central. He said the 
record was devoid of evidence showing how the transaction 
would enable the railroad to use service by motor vehicle to 
public advantage, and that such service would not unduly re- 
strain competition (see Traffic World, June 16, p. 1592). 


RELEASED RATES ON ENGINES 

The Commission, by Commissioner Aitchison, has issued 
an order in Released Rates Application MC-413, denying the 
petition of C. F. Jackson, agent, on behalf of all carriers par- 
ticipating in the National Motor Freight Classification, Jack- 
son’s MF-I. C. C. No. 14, I. C. C. No. 14, FF-I. C. C. No. 14, 
for authority to establish and maintain rates for the transpor- 
tation of internal combustion engines of the airplane type, de- 
pending on the value declared in writing by the shipper or 
agreed on in writing as the released value of the property. 

Previously, the Commission denied Agent Jackson’s motion 
to amend his application (see Traffic World, June 16, p. 1584). 


L. & N.-I. C. CONSTRUCTION 

By an order in Finance No. 14536, Louisville & Nashville 
Railroad Co. Construction, the Commission, division 4, has ex- 
tended from June 30, to August 31, the time in which the L. & 
N. should complete construction of a railroad line in Muhlen- 
berg county, Ky., intended to serve two coal mines owned, 
respectively, by the Kirk Coal Mining Co. and the W. A. Wick- 
liffe Coal Co. The L. & N. had informed the Commission that 
it would be unable to complete the construction within the time 
fixed in its certificate (see Traffic World, Dec. 16, 1944, p. 
1559). 


TENNESSEE CENTRAL BONDS 


The Commission has extended until June 30, 1947, the time 
in which the Tennessee Central Railway Co. may pledge and 
repledge $260,000 of 4-per cent first mortgage bonds, series A, 
as collateral security for notes issued by it. The extension was 
granted, on petition of the railroad, by a supplemental order 
in Finance No. 13962, Tennessee Central Railway Co. Bonds, 
and modifies the Commission’s order of April 20, 1943. 


ST. LOUIS-SAN FRANCISCO REORGANIZATION 


The Commission, division 4, has issued an order and notice 
of submission of plan of organization in Finance No. 10008, St. 
Louis-San Francisco Railway Co. Reorganization, providing that 
holders of named securities on July 12 will be entitled to vote 
on the plan. 

Copies of ballot forms and other submission material were 
attached to the order, and an accompanying statement of Sec- 
retary Bartel, of the Commission, said that “the present release 
is solely for service upon parties to the proceedings for their 
information.” He said copies of the plan and other requisite ma- 
terial would be mailed to the creditors entitled to vote on or 
about July 12. 


Motor Rate Complaint Procedure 


The Commission has accepted, docketed and served a 
complaint involving alleged past unreasonableness of motor 
carrier rates in which the complainant, although it had not 
filed suit for alleged damages due to unreasonableness of the 
rates, said it would do so and would “earnestly endeavor to 
prosecute” the suit in accordance with the findings of the 
Commission. 

At the Commission it was said thus indicated a willingness 
to consider an agreement to file suit for damages in cases in- 
volving motor carriers rates in the past as in substantial con- 
formity with its suggestion MC C-352, Bell Potato Chip Co. vs. 
Aberdeen Truck Line, et al., embracing I. and S. M-2119, Po- 
tato Chips in the Pacific Northwest. In those proceedings, which 
the Commission selected for consideration of a suggested pro- 
cedure, it observed that it had authority to pass on the lawful- 
ness of rates on past shipments under part II of the interstate 
commerce act, but that it had no power to award reparation. 
43. 1..C. C. 337. 

In order to eliminate frivolous complaints, the Commis- 
sion suggested that adversary proceedings involving past un- 
reasonableness, unjust discrimination, or undue prejudice under 
part II should not be brought before it prior to the institution 
of a suit in court in which damages were sought predicated on 
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the unlawfulness alleged in the complaint. At the same time, 
it observed that “in proceedings presenting the issue of appli- 
cability of rates it is a well-established doctrine that considera- 
tion by us prior to court action is essential where it is necessary 
to inquire into questions of fact or to construe terms in a tariff 
used in a special or technical sense.” 

The complaint accepted has been docketed as MC C-495, 
Armour & Co., dba New York Butchers’ Dressed Meat Co. vs, 
United Transportation Co. of Rhode Island, and was filed on 
behalf of the complainant by Paul E. Blanchard, Armour at- 
torney. 

It was pointed out at the Commission that a recent com- 
plaint, coincidental with being served, had been dismissed in 
so far as it related to reparation, on the ground that it did not 
state reasonable grounds for investigation and action With ref- 
erence to rates alleged to have been charged in the past. In this 
proceeding, it was explained, the complainant had said nothing 
either about having instituted suit or an intention to institute 
suit for damages. The case was MC C-491, Rhea Manufactur- 
ing Co., Milwaukee, Wis. vs. Acme Fast Freight, Inc., et al. 


Railroad Abandonments 


Great Northern 


On findings that the line had been operated at a loss in the 
past and could not be operated profitably in the future, the 
Commission, division 4, by a report and certificate in Finance 
No. 14663, Great Northern Railway Co. Abandonment, granted 
authority to the Great Northern to abandon its so-called Nei- 
hart branch extending from Armington, Mont., to Neihart, 
Mont., about 38.22 miles. The abandonment certificate, dated 
June 25, was issued to become effective 40 days after that date. 
The authorization was made subject to conditions for the pro- 
tection of employes of the applicant, the same as those set 
forth in Finance No. 14426, Chicago, Burlington & Quincy Rail- 
road Co. Abandonment, 257 I. C. C. 700. 

The Commission said that, by assuming the out-of-pocket 
costs of handling traffic were equal to 40 per cent of the rev- 
enues, the net loss to the applicant resulting from operation of 
the Neihart branch would be shown as $38,261, $33,849 and 
$49,175 for 1942, 1943 and the first eight months of 1944, respec- 
tively. It said that lead, zinc, gold and ‘silver were mined on 
property tributary to the railroad, and that if the branch was 
abandoned “the cost of moving the ore by trucks either to the 
nearest mill or to Armington, the nearest rail point, would be 
so high that the operation of any of the mining properties in 
question would be unprofitable.” It noted that several farmers 
and land owners urged that the branch be continued in opera- 
tion. In its conclusions, it said: 


The record shows that for several years the branch has been oper- 
ated at a substantial loss, and that the revenues reasonably to be 
expected from future operation will not be sufficient, by a considerable 
amount, to meet the normal operating costs, without regard to the 
expense of necessary repairs. The businesses which supplied most of 
the traffic during the past have discontinued all use of the line. Nothing 
of record indicates that any prospective increase in business activity 
in the community will restore the total volume of traffic to the level 
of 1943, during which year operation of the branch resulted in a loss 
of over $30,000 to the applicant. It is clear from the record that abandon- 


ment of the line would result in inconvenience to the shippers served. 


by it, especially the farmers and operators of mines at several points 
in the tributary territory. The necessary loss from continued opera- 
tion would, however, impose an undue and unreasonable burden upon 
the applicant and upon interstate commerce. 


With respect to the employe situation, the Commission said 
that if the line was abandoned two station agents, two section 
foremen, six section laborers and two brakemen would either 
be discharged or be transferred to jobs on other parts of the 
applicant’s system. It noted that one of the employe repre- 
sentatives urged that the Commission reserve jurisdiction on 
the matter of employe protection, and give the parties an op- 
portunity to adjust between themselves questions of compensa- 
tion for transfers, losses of employment, etc. The Commission 
said it was of the opinion that amicable adjustment between 
the carrier and its employes of difficulties arising in connection 
with “cases of this kind” would be desirable, but that “‘it is 
our view, however, that conditions for the protection of the 
employes should be imposed.” 


C. A. & S. 

_ The Commission, division 4, has dismissed, by an order in 
Finance No. 14935, Chicago, Attica & Southern Railroad Aban- 
donment, an application of the railroad, William Fabricant, 
agent, and Dulien Steel Products, Inc., for permission to aban- 
don a line of railroad extending from Veedersburg to Morocco, 
a be Secretary of War had asked the Commission to take 

is action. 


The railroad was bought as scrap, but the Commission 
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found that public convenience and necessity did not permit the 
abandonment, saying the industries dependent on the line had 
showed a public need for continued operation at least for the 
duration of the war. The Commission’s decision was without 
prejudice to renewal of the application after termination of the 
war (see Traffic World, Sept. 2, 1944, p. 549). 


A. C. L. 


In a proposed report in Finance No. 14714, Atlantic Coast 
Line Railroad Co. Abandonment, Examiner R. Romero has rec- 
ommended that the Commission, division 4, permit abandonment 
by the A. C. L. of a 33-mile branch line extending from Sprague 
to Luverne in Montgomery and Crenshaw counties, Ala. 

These counties, said the examiner, were important from the 
standpoint of agricultural production, adding that the testimony 
showed increases in the production of peanuts, cattle, and hogs 
in Crenshaw county and some decreases in cotton and corn, but 
that no substantial volume of such traffic moved over the branch. 

“Tt is obvious that transportation of agricultural products 
is not dependent upon the branch,” said the examiner. “The 
volume of agricultural limestone and other similar commodities 
used for soil improvement is not of significant importance.” 

Operations of the branch had been conducted at substantial 
losses in the last three years and it did not appear that whatever 
additional traffic might be recovered after the war would be 
sufficient to permit profitable operation, continued the examiner. 

The Commission, said the examiner, should impose condi- 
tions for the protection of employes who might be adversely 
affected in the event of abandonment, similar to those in Chi- 
cago, Burlington & Quincy R. Co. Abandonment, 257 I. C. C. 700. 


Yosemite Valley 


Subject to a condition that the railroad remove its track 
and ties between the National Lead Company’s plant and an 
all-year highway, and construct at its own expense on that 
portion of its right of way a highway suitable for the use of 
trucks, without interruption to the rail service until the high- 
way is completed, the Commission, division 4, by a report and 
certificate in Finance No. 14688, Yosemite Valley Railway Co. 
Trustee Abandonment, has permitted the requested abandon- 
ment. 

The line of railroad involved, according to the report, 
extends from Merced to El Portal, 77.7 miles, in Merced and 
Mariposa counties, Calif. The abandonment was protested by 
the War Production Board and the Petroleum Administration 
for War, as well as by National Lead Co. until agreement con- 
cerning construction of the highway was reached. | 

The report said the railroad had lost its principal traffic, 
citing operating revenues of $428,519 in 1942 and $273,075 in 
1943, and $145,710 in the first 10 months of 1944. It said the 
proposed motor operation would enable the lead company to 
continue its shipments of ore. 

The report said representatives of brotherhoods and other 
employes not members of the organization requested that con- 
sideration be given to a dismissal allowance for the railway 
employes based on percentage of earnings over a period of 
years, “having in mind the so-called Washington wage agree- 
ment,” or that the Commission impose conditions similar to 
those in the Burlington abandonment case, 257 I. C. C. 700. 
In cases where abandonment of an entire line of railroad was 
involved, the report said, the carrier could not be compelled to 
remain in business merely for the purpose of furnishing em- 
ployment, citing Susquehanna & N. Y. R. Co. Abandonment, 
202 I. C. C. 81. 


MOTOR FINANCE CASES 
MC F-2862, Hayes Freight Lines, Inc.—Issuance of Notes. 
Authority granted Hayes Freight Lines, Inc., of Mattoon, Ill., to 
issue secured installment promissory notes of aggregate face amount 
$300,000, the proceeds to be applied to the payment of outstanding 


obligations and to provide additional working capital, subject to 
conditions. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 14936, Virginian Railway Co. Oper- 
ation, authorizing acquisition by the Virginian Railway Co. of joint 
use of a branch line of railroad to be constructed by the Chesapeake 
& Ohio Railway Co. in Fayette and Raleigh counties, W. Va. Approved. 

Report and order in F. D. No. 14956, Chicago, Milwaukee, St. Paul 
& Pacific Railroad Co. Trustees Notes, granting authority to issue at 
par not exceeding $5,315,000 of promissory notes in further evidence, 
but not in payment, of the unpaid portion of the purchase price of 
certain equipment to be acquired under conditional sale agreements. 
Approved. 

Report and order in F. D. No. 14816, Southern Railway Co. Trackage 
Rights, authorizing extension of agreement under which the Southern 
Railway Co. operates under trackage rights over the line of the Atlantic 
Coast Line Railroad Co. between Savannah, Ga., and Jacksonville, Fla. 
Approved. 

Supplemental report and order in F. D. No. 9466, Southern Pacific 
Co. Assumption of Obligation and Liability, further modifying order 
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of July 1, 1932, so as to authorize the Southern Pacific Co. to sell 
to the Arizona Eastern Railroad Co. at par and accrued interest, the 
latter company’s first and refunding mortgage bonds, in amounts suf- 
ficient to meet the sinking fund requirements of its first and refunding 
mortgage. Approved. 

Report and order in F. D. No. 14942, Minneapolis & St. Louis 
Railway Co. Note, granting authority to issue at par a promissory note 
for not exceeding $1,439,220 in further evidence of, but not in pay- 
ment of, the unpaid portion of the purchase price of certain equipment 
to be acquired under a conditional-sale agreement. Approved. 


FINANCE APPLICATIONS 

MC F-2884, Harold J. Utter et al., Lexington, Ky., asks authority 
to acquire control of Kentucky-Virginia Stages, Pikeville, Ky. 

MC F-2885, Harold C. Greendyke, dba Greendyke Transport Co., 
Enid, Colo., asks authority to purchase certain operating rights of J. H. 
Harriss, dba Manzanola Transfer Co., Pueblo, Colo. 

MC F-2886, Harold J. Utter et al., dba Western Kentucky Stages, 
Murray, Ky., ask authority to acquire the operating rights and certain 
properties of Jennie W. Van Hooser et al., dba Western Kentucky 
Stages, Murray, Ky. 

Finance No. 14969, Saratoga & Schuylerville Railroad Corporation 
asks authority to issue 1,000 shares of its common stock of the par 
value of $100 a share. The application said $25,500 of the proceeds of 
the proposed issue would be used to purchase from Boston & Maine 
Railroad the latter’s Saratoga-Schuylerville branch, and the remainder 
to be used to meet organization expense, as working capital, and as 
a cash reserve to acquire equipment other facilities and betterments 
to the properties to be purchased. In Finance No. 14967 the applicant 
asked authority to purchase the B. & M. branch (see Traffic World, 
June 23). 

Finance No. 9466, supplemental. Southern Pacific Co. asks authority 
to assume obligation and liability as guarantor of payment of $21,948,000 
first and refunding mortgage bonds of Arizona Eastern Railroad Co., 
and for authority to pledge the bonds. According to the application, 
Southern Pacific was originally authorized on July 1, 1932, to assume 
obligation and liability in respect of the bonds. The total amount is 
now owned by Southern Pacific and the bonds are free and unpledged 
in its treasury, it says. The application is for authority to redeem, 
under the sinking fund provisions of Arizona Eastern’s mortgage, 
$625,948.36 of the bonds, sufficient to exhaust the cash now available 
in the sinking fund, and for authority to sell, at par and accrued 
interest, from time to time in the future to Arizona Eastern, bonds 
in amounts required to satisfy the sinking fund requirements. 

MC F-2887, Washington, Virginia & Maryland Coach Co., Ince., 
Arlington, Va., asks authority to issue $180,000 promissory notes secured 
by chattel mortgage on equipment for the purpose of purchasing addi- 
tional equipment. ; 

MC F-2888, Arthur W. Lee and George V. Eastes, dba Lee & Eastes, 
Seattle, Wash., asks auwority to purchase, and temporarily to operate, 
certain operating rights and property of C. Paul Sandifur and Charles 
H. Sandifur, dba Cater Motor Freight System, Spokane, Wash. 

MC F-2889, Zellie Rochelle, dba Rochelle Motor Coaches, Austin, 
Tex., asks authority to lease certain operating rights of Bowen Motor 
Coaches, Fort Worth, Tex. 

MC F-2890, All American Bus Lines, Inc., Chicago, Ill., asks author- 
ity to issue 10,000 shares of no par value common stock, having a stated 
value of $27.28 a share, to compensate for studies and investigations 
made by Glore, Forgan & Co., and Kebbon, McCormick & Co., invest- 
ment bankers in Chicago, looking to better methods of operation. The 
application says that, as a direct result of the efforts of these com- 
panies, the present stockholders of All American acquired its. stock 
and have elected the present board of directors and the present officers. 
The investment bankers have received no compensation from All 
American in connection with services rendered, the application says, 
that such services will continue to take large amounts of the time 
of certain of the partners of each company and their staff, and that 
the only opportunity for compensation to them will arise if the value 
of the All American stock rises above the price fixed in option agree 
ments with the investment bankers. 

MC F-2891, Emery Transportation Co., of Cincinnati, O., asks author- 


ity to purchase certain operating rights of Nowak Trucking Co., of 
Maywood, Ill. 


PETITIONS FOR REHEARING, ETC. 


MC-C 422, Earl M. Van Tassell, revocation of certificate. Applicant 
asks for reconsideration of order of division 5, of May 29, or, in alter- 
native, for oral argument before entire Commission. 

MC-F 2819, Hamish Turner, dba Carolina Stages, purchase, Eagle 
Bus Lines. Carolina Stages asks for authority temporarily to operate 
motor carrier properties of Eagle Bus Lines. : 

MC-F 2863, Apex Transportation Incorporated, purchase, Kelly Motor 
Lines. Apex Transportation Incorporated asks for authority temporarily 
to operate motor carrier properties of Kelly Motor Lines. 

MC-F 2871, Red Arrow Freight Lines, Inc., purchase, Willie O. 
Brown and Abbie Brown, dba D. L. & W. Motor Lines. Red Arrow 
Freight Lines, Inc., asks for authority temporarily to operate motor 
carrier properties of D. L. & W. Motor Lines. 

MC-F 2663, Wylie Dobbs et al., purchase, James D. Van Hooser 
et al. Applicants ask for reconsideration in matter of acquisition. 

No. 29081, Ecusta Paper Corp. vs. Alton et al. Defendants in 
Southern and Western Trunk-Line territories ask for reconsideration 
by entire Commission of decision of division 2 of April 20, and that 
effective date of order be postponed pending consideration of petition. 

MC-F-2269, J. R. Oden et al., control; Malone Freight Lines, Inc., 
purchase, Howard Hall Co., Inc. Applicants ask for reconsideration 
of order of June 4. 

MC-F-2407, Jacob Gold et al., control; National Transportation Co., 
lease, Capitol Motor Lines, Inc. Applicants ask Commission to modify 
report and order of June 9, 1944, and order of Oct. 11, 1944. 
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MC-F 728, Tri-State Transit Co. of Louisiana, Inc., purchase, Gibbs 
Bus Line, Inc. Tri-State Transit Co. of Louisiana, Inc., asks Commis- 
sion to amend order of May 23, 1939, so as to specifically authorize 
purchase by applicant of certificate issued to Gibbs Bus Line, Inc., 
on November 28, 1938, in MC 60464, Sub. 2. 

MC-F 2302, Archibald H. Stevens et al., purchase, George S. 
Warren et al. Archibald H. Stevens and Hazen H. Stevens, dba Stevens 
Bros. Fireproof Warehouse ask for reconsideration of order of April 2. 


COMMISSION ORDERS 

No. 28190, New automobiles in interstate commerce. Order of Febru- 
ary 6, further postponed so as to become effective September 5, on 
not less than 30 days’ notice. 

MC-C 411, Sub. 1, Freight Transportation Engineers, Inc., et al. 
vs. Great Central Transport Corp. et al. Complaint dismissed without 
prejudice to filing of a motion by Murphy Box Co. to amend complaint 
in MC-C 411 to make it a party complainant. 

MC 23259, Sub. 12, Ruan Transportation Co., extension. Reopened 
for further hearing. 

MC 63517, Sub. 8, Petroleum Carrier Corp., common carrier appli- 
cation. Reopened for further hearing. Order of August 10, 1944, 
vacated. 

W-115, Chotin and Pharr, Inc., contract carrier application. Effec- 
tive date of order of January 29, 1944, postponed to August 7. 

W-551, Blaske Lines, contract carrier application. Effective date 
of amended certificate and order of May 1, postponed to September 24. 

No. 29081, Ecusta Paper Corp. vs. Alton et al. Order of April 20, 
modified to become effective August 27, on not less than 30 days’ 
notice, instead of July 28. 


FORWARDER INSURANCE REGULATIONS 


The Freight Forwarders Institute has asked the Commis- 
sion to postpone from July 2 to August 1 the effective date of 
its order in Ex Parte No. 159, Freight Forwarder Insurance 
for Protection of the Public. 

The petition was filed following denial of a petition for 
reopening, rehearing, reconsideration and postponement of the 
effective date of the order (see Traffic World, June 16, p. 1583). 
The institute says many of its members believed that rule 2(b) 
of the regulations prescribed by the Commission’s order of 
October 11, 1944, did not apply to their operations, and that 
those members had not arranged for the insurance or security 
required by the rule. They would need more time in which to 
comply, the institute said. 

The Commission, Commissioner Rogers, by an order in Ex 
Parte No. 159, has further modified the effective date of the 
Commission’s order in that proceeding so as to become effective 
August 1. 


SANTA FE DINER EMPLOYE PASSES 


Exceptions to the proposed report of Examiner J. P. Mc- 
Grath in No. 29195, Dining-Car Employes’ Union, Local No. 
351 vs. Atchison, Topeka & Santa Fe Railway Co., have been 
filed with the Commission by the local union involved. 

The examiner had recommended that the Commission find 
that it was without jurisdiction in the matter of a complaint 
alleging violation of section 3(1) of the interstate commerce 
act in respect of the Santa Fe’s refusal to issue free passes to 
the union’s members employed in the Santa Fe’s dining-car 
service, and that it dismiss the complaint (see Traffic World, 
May 19, p. 1299). 

“To the contrary,” replied the union, “‘the complaint should 
be considered and granted for the reason that it is within the 
jurisdiction of the Commission to ascertain the existence of 
discrimination and to issue appropriate orders for the purpose 
of eliminating such discrimination in connection with the sub- 
ject matter of these proceedings.” 

The union said it also excepted, among other things, to the 
examiner’s finding that the provisions relating to free trans- 
portation were permissive and not mandatory in so far as they 
related to the giving by railroads of free transportation to their 
employes, adding that the permissive character of the statutory 
provisions extended only up to the point at which the railroad 
exercised discrimination. 

“The union excepts to the statement of the examiner that 
the act lays no duty, either express or implied, on defendant 
to grant free transportation to its employes,” continued the 
union. “The freedom to grant or not to grant transportation is 
circumscribed by the duty on the carrier to refrain from dis- 
crimination.” 

Oral argument was requested in view of the importance of 
the basic considerations involved in the proceeding, said the 
union. 


NEW HAVEN REORGANIZATION 


The Pennsylvania Railroad Co. has petitioned the Com- 
mission in Finance No. 10992, New York, New Haven & Hart- 
ford Railroad Co. Reorganization, for reconsideration and modi- 
fication of the plan or reorganization as provided for in the 
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sixth supplemental report and order of the Commission (see 
Traffic World, May 26, p. 1376). : 

The petitioner said the Commission had erred in denying 
a further. hearing in respect of “changes in the circumstances 
of the debtor in respect to increase of assets or reduction of 
debts which have occurred or may occur before the plan is 
finally approved by the district court.” 

The Commission should have found it was compelled by 
the provisions of subsections (e) and (d) of section 77 of the 
bankruptcy act to hold public hearings, and that such statutory 
obligation was neither superseded nor waived by a comment 
in the opinion of the district court which, the Commission had 
said, recognized that the receipt of further evidence was en- 
tirely discretionary with the Commission. ‘ 

The statutory hearing was mandatory, said the Pennsyl- 
vania, and that the Commission should not “promulgate nor 
certify to the court” any further plan until it had held public 
hearings. 


D. & H. REFINANCING 


The Delaware & Hudson Railroad Corporation has asked 
the Commission, in Finance No. 14970, for authority to issue 
and sell $50,000,000 of its first and refunding mortgage bonds, 
series A, due 1980. According to the application, the proceeds 
of the sale of the new bonds will be used to refund $24,880,000 
D. & H. first and refunding 4 per cent bonds, due May 1, 1963; 
$1,829,000 first mortgage 4 per cent bonds of the Rensselaer & 
Saratoga Rail Road Co., due April 1, 1961; $7,910,800 general 
mortgage bonds of the R. & S., due January 1, 1975; $10,000,000 
forty-year 3% per cent gold bonds of the Albany & Susquehana 
Railroad Co., due April 1, 1946; and $4,187,100 4% per cent 
general mortgage bonds of the A. & S., due July 1, 1975, these 
bonds totaling $48,806,900, and, with premium and accrued 
interest, to $52,572,576. 

The proposed issue will accomplish a refunding and con- 
solidation of all publicly held funded debt of the D. & H. Rail- 
road, the application says, resulting in a reduction in fixed 
charges of from $354,373.50 to $541,873.50, depending on the 
interest rate to be fixed by competitive bidding. 

Joined in the application was the Delaware & Hudson Co., 
asking authority to assume obligation and liability, as guar- 
antor, in respect of the $50,000,000 of bonds. 

The application said a proposed merger into the D. & H. 
of the A. & S., a leased line, and various transactions inci- 
dental thereto, had been approved by the Commission in 
Finance Nos. 14899 and 14900. The consummation of the merger 
was a condition precedent to the issuance of the new bonds, it 
said, and that the instant application assumed the merger 
would be consummated on or about July 2. 


ALTON REORGANIZATION 


Nine briefs have been filed with the Commission in Finance 
No. 14030, Alton Railroad Co. Reorganization, in support, with 
a few modifications, of the plan of reorganization presented by 
holders of the C. & A. 3 per cent refunding mortgage bonds, 
amended to include the proposal by the Gulf, Mobile & Ohio 
Railroad to acquire the Alton properties. 

Generally, the groups filing briefs suggest that the five 
reorganization managers as proposed in the plan be reduced 
to three. Typical of statements in this connection was that of 
a group of holders of preferred stock of the Kansas City, St. 
Louis & Chicago, and of capital stock of the Joliet & Chicago 
Railroad Co., joined by United States Trust Co. This group 
said it was difficult to see that five managers were needed, or 
if needed, why they should be selected by a single interest 
which, they said, did not represent 50 per cent of the bonds at 
the time of hearing. 


INCREASE IN LOADING AND UNLOADING CHARGES 


The Central Freight Association, Western Trunk Line Com- 
mittee, Illinois Freight Association, Southwestern Freight 
Bureau and Southern Freight Association will hold a joint 
hearing at the Union Station, Chicago, July 13, on a proposal 
to increase charges for loading or unloading carload freight 
through freight houses, over platforms or on team tracks, in 
the Chicago switching district and at St. Louis, Mo., and East 
St. Louis, Ill. The proposed increase is from the existing 3-3/4 
cents a hundred pounds, or 75 cents a ton, to 6-1/4 cents a 
hundred pounds, or $1.25 a ton. 

Official Territory railroads in April took action to increase 
the loading and unloading charges in that territory to $1.25 a 
ton, subject to concurrence of the railroads serving the border 
points. Approval of the proposal to make the increase at the 
three points included in the present proposal would be followed 
by the filing of tariffs naming the new and higher charge 
throughout the east. 

The railroads take the position that increases in labor and 
other costs necessitate the increase in the unloading and un- 
loading charges. 
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K. C. S. Merger Accounting 


Examiner Homer H. Kirby, in a proposed report in No. 
29223, Kansas City Southern Railway Co.—Texarkana & Fort 
Smith Railway Co. Merger—Accounting, has recommended that 
the Commission, division 1, should find that the Kansas City 
Southern should comply with the directions on the Commis- 
sion’s Bureau of Accounts with respect to an accounting prob- 
lem arising from the merger of the properties of the Texarkana 
& Fort Smith into the Kansas City Southern. 

The division, continued the examiner, should find that the 
provisions of account 70242A of the uniform system of accounts 
prescribed under section 20 of the interstate commerce act 
applied to this merger and that the entries to be recorded in 
the K. C. Southern’s investment account should reflect the 
original cost of the properties of the Texarkana at the time of 
their dedication to public use, as determined by the Bureau of 
Valuation, and not the book values or investment figures shown 
in the books of account of the Texarkana. As a consequence of 
this proposed finding, the examiner said, the K. C. Southern 
would have to comply with the directions of the Bureau of 
Accounts relative to the accounting to be performed. 

“The questions under consideration herein,’ continued the 
examiner, “grew out of the withholding of approval by the 
Commission’s Bureau of Accounts of the proposed entries sub- 
mitted by the respondent and the latter’s subsequent refusal to 
comply with the directions of the bureau relative to the account- 
ing to be performed. After an extensive exchange of corre- 
spondence, the respondent requested that the Commission give 
consideration to the holding of a hearing with respect to the 
matters in controversy. Accordingly, the proceeding was insti- 
tuted, a hearing was held, and briefs were filed.” 


The primary question presented, said the examiner, was 


that the K. C. Southern, in accounting for the merger, proposed 
to take over intact and to absorb into its accounts the book 
values as shown in the.Texarkana’s books of accounts. The 
Bureau of Accounts, he said, took exception to such proposed 
accounting, asserting that under the applicable accounting rules 
it was the original cost of the road and equipment properties 
at the time they were first dedicated to public use that should 
be included in the K. C. Southern’s property investment ac- 
count. 

Merger of the properties, the examiner recited, was ap- 
proved by the Commission, division 4, on October 15, 1943, in 
Kansas City Southern Ry. Co. Merger, 254 I. C. C. 529, with 
the understanding that the journal entries recording acquisition 
of the properties would be submitted for the Commission’s 
approval. Except for that contingency, he said, the merger was 
— and the Texarkana dissolved as of December 31, 

Pointing out that the K. C. Southern now operated a con- 
tinuous line of approximately 784 miles, including subsidiaries, 
between Kansas City, Mo., and the reports of Beaumont and 
Port Arthur, Tex., the examiner said that the main line of the 
Texarkana had been in two segments, one in Arkansas, one in 
Texas, each of which had formed a part of the K. C. Southern’s 
main line. 

The examiner said a witness for the K. C. Southern testi- 
fied that the chief promoter of that railroad, prior to its con- 
struction, had visualized a railroad extending directly south 
from Kansas City to the Gulf of Mexico for the purpose, among 
other things, of providing midwestern farmers a lower export 
grain rate to the Atlantic coast. 


HELEN R. RICHDALE PURCHASE 


_ Because of complete duplication with respect to commodi- 
ties and to territories served, Examiner Urban E. Conlon has 
recommended that the Commission deny the application of John 
T. Smith and Louis J. Gardella, doing business as L. J. Reynolds 
& Son, of Norwalk, Conn., in a proposed report in MC F-2570, 
John T. Smith and Louis J. Gardella—Purchase—Helen R. 
Richdale (formerly Helen Reynolds Greig). The applicants 
had asked for authority to purchase for $40,000 the operating 
rights and property of Helen R. Richdale. Such operating 
rights, the examiner said, had been obtained in MC 43149 and 
involved motor-vehicle common carriage of household goods, 
over irregular routes from Norwalk and points in Connecticut 
within 25 miles of Norwalk to points in four eastern states and 
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from points in those states to points in a specified Connecticut 
area. 


Proposed Reports 


Truckload Commodity Rates 


I. and S. M-2477, Associated Transport, Zentz Motor Lines— 
Restrictions. By Examiner C. W. Bennett. Recommended that 
proceeding be discontinued and the Commission find just and 
reasonable proposed restriction so that motor common-carrier 
truckload rates, resulting generally in increases, on cleaning, 
scouring, and washing compounds, coffee, canned or preserved 
foodstuffs and related articles, petroleum and petroleum prod- 
ucts, roofing, paving, and building materials, and sugar, be- 
tween points in trunk-line territory, published in various tariffs 
of the Middle Atlantic States Motor Carrier Conference, Inc., 
would not apply on single- or joint-line movements in connec- 
tion with Zentz Motor Lines, Inc. In general, the examiner said, 
the proposed schedules would result in the application of higher 
class rates. The examiner said that, in his opinion, the proposed 
cancelation of the commodity scale rates, and the application 
of class rates in lieu thereof, was just and reasonable. The pro- 
posed class rates, however, the examiner continued, in most 
instances were currently held at the fifth-class level by reason 
of minimum rate restrictions. He said the conclusions in the 
instant proceeding should not be construed as modifying in any 
respect the minimum class-rate levels prescribed in MC C-360, 
Milnimum Class-Rate Restrictions—Central and Eastern States, 
decided March 15, the order in which had not yet become effec- 
tive. It was clear, said the examiner, that there was no sub- 
stantial movement of the commodities in issue of Zentz’ routes. 
On protest of the Economic Stabilization Director and the Price 
Administrator, operation of the proposed schedules had been 
suspended until June 16. 


Coal Cinders 


No. 29218, T. T. Wilson Co. vs. Nashville, Chattanooga & 
St. Louis Railway Co. et al. Recommends finding rate charged 
on coal cinders, in carloads, from Ladds, Tenn., to Elza, Tenn., 
over an interstate route, unreasonable, that reasonable rate be 
prescribed for the future, and reparation awarded. The exam- 
iner said the rate assailed of $3 had been, was, and for the 
future would be unreasonable to the extent that it had exceeded, 
exceeds, or might exceed a rate of $2. Considering a rate of 
$2 from Chattanooga to Elza, and the additional distance of 
only 18 miles over the route of movement to Elza from Ladds 
as compared with that from Chattanooga to Elza, the examiner 
said the rate in effect between the latter points would appear 
to be a reasonable rate to apply from Ladds to Elza. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’ type, with name of town or 
city following.) 


Minnesota (Thief River Falls)—-MC 104530, Sub. 1, Bernard 
Barzen and William Lafave, common carrier. Denial of cer- 
tificate proposed. Petroleum products, in bulk, in tank trucks, 
from Superior, Wis., to points in six Minnesota counties, over 
irregular routes. 

New Jersey (Oxford)—MC 105228, Sub. 1, P. S. Kramer, 
common carrier. Dismissal of application proposed. Recom- 
mended that applicant’s operations in the transportation of 
gravel, crushed stone, slag and sand, from points in Buck and 
Northampton counties, Pa., to points in Hunterdon, Morris, and 
Warren counties, N. J., be found by the Commission to be those 
of a private carrier and not subject to the interstate commerce 
act, except as to the provisions of section 204 (a) (3). 

Pennsylvania (Philadelphia)—-MC 84665, Sub. 4, Miller 
Transport Co., Inc., extension. Certificate proposed. General 
commodities, with exceptions, serving Claymont, Del., as an 
off-route point in connection with applicant’s regular-route 
operations authorized in MC 84665. Recommended that the 
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Commission find consistent with the public interest and na- 
tional transportation policy the holding by applicant of a per- 
mit heretofore authorized and a certificate to the extent author- 
ized in the instant proceeding. 

California (San Francisco)—-MC 1651, Sub. 21, Railway 
Express Agency, Inc., of California. Certificate proposed. Gen- 
eral commodities, with exceptions, moving in express service, 
between San Rafael, Calif., and Hamilton Field, Calif., and 
baby chicks and turkey poults, from Petaluma, Calif., to San 
Rafael, all over U. S. highway 101, serving no intermediate 
points, with return of baby chick and turkey poult containers, 
all subject to conditions, including one that the service should 
be limited to that which was auxiliary to, or supplemental of, 
express service. 

illinois (Hardin)—MC 29880, Sub. 2, Jack Poore, exten- 
sion. Certificate proposed. Fresh apples and fresh peaches, in 
truckloads, from points in Calhoun and Jersey counties, IIl., 
except Grafton, Hardin, and Jerseyville, to all points in Iowa 
and Missouri, and empty containers used in the aforementioned 
operation, from all points in Iowa and Missouri to points in 
the named Illinois counties, with the named exceptions, over 
irregular routes. 

Ilinois (Jacob)—MC 105702, W. Moritz, common carrier. 
Denial of certificate proposed. Livestock and general commodi- 
ties, with exceptions, from Jacob, Ill., to St. Louis, Mo., over 
a described route, and (2) farm products, machinery, feed, fer- 
tilizer, and groceries, from St. Louis to Jacob, over the afore- 
mentioned route, serving off-route points within eight miles of 
Jacob to and from St. Louis. 

Kansas (Alma)—MC 77289, Sub. 1, Paul Palenske, exten- 
. sion, Certificate proposed. Feed, from North Kansas City, Mo., 

to Alma, Kans., over irregular routes. 

Kentucky (Louisville)—-MC 104823, Sub. 13, J. F. Beaird 
and F. W. Clark, common carrier. Certificate proposed. Petro- 
leum and petroleum products, in bulk, in tank trucks, from 
Hickman, Ky., to points in Tennessee within 75 miles of Hick- 
man; from Warcer, Tenn., to 11 specified Kentucky points; 
from Covington, Ky., to points in a described Indiana area; and 
from Terre Haute, Mount Vernon, and Evansville, Ind., to Hen- 
derson and Covington, Ky. 

Minnesota (Marshall)—-MC 36994, Sub. 6, Lloyd W. Arch- 
bold, extension. Certificate proposed. Household goods, over 
irregular routes, (1) between points in a described Minnesota 
area, on the one hand, and, on the other, points in Ia., N. D., 
S. D., and Wis. (2) between points in Grant and Deuel counties, 
S. D., on the one hand, and, on the other, points in Ia., Minn., 
N. D., and Wis., and (3) between Minneapolis, St. Paul, Duluth, 
East Grand Forks, Mankato, and Rochester, Minn., on the one 
hand, and, on the other, points in the aforementioned described 
Minnesota area. 

Mississippi (Meridian)—-MC 14248, Sub. 5, Gulf States Mo- 
tor Express, Inc., extension. Certificate proposed. General com- 
modities, with exceptions, between Meridian, Miss., and Colum- 
bus, Miss., over a described route, serving all intermediate 
points and the off-route points of Starkville, West Point, U. S. 
Army air field near Columbus, and the U. S. Army ordnance 
plant at Prairie, Miss. 


New Hampshire (Concord)—-MC 105381, Suncook Valley 

Railroad, common carrier. Certificate proposed. General com- 
modities, between Pittsfield and Concord, N. H., over a de- 
scribed route, with service at intermediate points that are rail- 
road stations on the applicant’s rail line in the towns of Chiches- 
ter, Gossville, and Suncook, N. H., when operating conditions 
prevent the movement of the traffic by train in the ordinary 
course of its business as a common carrier by rail, subject to 
conditions, including one that the applicant’s motor-vehicle 
service should be limited to that which was auxiliary to, or 
— of, the rail service of the Suncook Valley Rail- 
road. 
: New York (Brooklyn)—MC 73672, Sub. 1, Anthony Guar- 
iglia, extension. Denial of certificate proposed. Sugar and 
sugar products, between New York, N. Y., on the one hand, 
and, on the other, points and places in that part of New Jersey 
within 60 miles of New York, N. Y., over irregular routes. It 
was recommended that the Commission, on its own motion, 
should consider issuance of temporary authority to haul sugar 
and molasses from New York to points within a radius of 20 
miles thereof, over irregular routes, and rejected and damaged 
shipments and empty containers on return trips. 

Wisconsin (Bloomer)—-MC 81463, Sub. 1, Tony Yanetti, 
extension. Certificate proposed. Livestock between points and 
places in the towns of Auburn, Cleveland, Howard, Sampson, 
and Wheaton, Chippewa county, Wis., on the one hand, and, 
on = other, South St. Paul and Newport, Minn., over irregular 
routes. 

Wisconsin (Green Bay)—-MC 26621, Sub. 3 (Corrected), 
Northern Transportation Co., extension. Certificate proposed. 
General commodities, with exceptions, between Saukville, Wis., 
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and Milwaukee, Wis., and between Fond du Lac, Wis., and 
Kaukauna, Wis., over described routes, without service at inter- 
mediate points, such routes to be alternate routes in connection 
with the applicant’s regular-route operations between Green 
Bay and Milwaukee, authorized in MC 26621, of November 19, 
1940, and for operating convenience only. 

Wisconsin (Waupun)—MC 62069, Sub. 2, Larry Kinshaw, 
extension. Permit proposed. Raw materials, used in the manu- 
facture of stock feed, namely tankage, meat scraps, dried blood, 
dried buttermilk, soy-bean meal, alfalfa meal, wheat middlings, 
and peanut meal, from points in Wisconsin to Quincy, Il., over 
irregular routes. 

West Virginia (Charleston)—-MC 1504, Sub. 64, Atlantic 
Greyhound Corporation. Certificate proposed. Passengers and 
their baggage, newspapers, express, and mail, in the same ve- 
hicle with passengers, between Grover and Shelby, N. C., over 
N. C. highway 26, serving all intermediate points. 

Michigan (Escanaba)—-MC 2377; Sub. 8, Lency Clairmant 
and Ruth Norton. Denial of certificate proposed. General com- 
modities, with exceptions, between Marquette, Mich., and Big 
Bay, Mich., over Marquette county highway 550, serving all in- 
termediate points. 

Maryland (Baltimore)—-MC 12301, Earle Woodward Price, 
broker. Denial of application proposed. Household goods, be- 
tween points in numerous states. 

Idaho (Twin Falls) —-MC 29791, Sub. 5, W. G. Shipman and 
C. R. Shipman. Denial of permit proposed. Specified commodi- 
ties, from and to certain points in Idaho and California, over 
irregular routes through Oregon and Nevada. 

Alabama (Brewton)—MC 55889, Sub. 1, Cooper Transfer 
Co. Certificate proposed. Specified commodities, between New 
Orleans and Gretna, La., and a described territory in Ala.; be- 
tween New Orleans and a described territory in Fla.; and be- 
tween Mobile, Ala., and a described territory in Ala., over 
irregular routes. 

Alabama (Birmingham)—-MC 71516, Sub. 18, Alabama 
Highway Express, Inc. Certificate proposed. General commodi- 
ties, with exceptions, between Mobile, Ala., on the one hand, 
and, on the other, New Orleans, La., points in Miss. on and 
south of U. S. highway 84, Jacksonville, Fla., and points in Fla. 
on and west of Fla. highway 35, over irregular routes. 

South Carolina (Spartansburg)—-MC 14486, Sub. 13, Caro- 
lina Scenic Coach Lines. Certificate proposed. Passengers and 
their baggage, newspapers, express, and mail, in the same ve- 
hicles with passengers between Spartansburg, S. C., and Shelby, 
N. C., over a specified route, serving all intermediate points. 


SUPERIOR FORWARDER EXTENSION 


Alvin T. Knopp, doing business as Superior Fast Freight, 
of Los Angeles, Calif., has asked the Commission in FF-56, 
Sub. 1, for authority to extend and institute operation as a 
freight forwarder, so it will have southbound authority com- 
parable with present northbound authority. : 

Authority was asked to extend the forwarder’s service, as 
follows: 

From points in Oregon and Washington, and Canyon, Ada, 
Boise, Custer, Lemhi, Gem, Payette, Washington, Adams, Val- 
ley, Idaho, Lewis, Nez Perce, Clearwater, Latah, Shoshone, 
Benewah, Kootenai, Bonner, and Boundary counties, Idaho, to 
Los Angeles, San Bernardino, Orange, San Diego, Riverside, 
and Imperial counties in California, already covered in FF-56, 
A. T. Knopp, Freight Forwarder Application on northbound 
operation now being performed by the applicant. aad 

Authority was asked to institute service between the origin 
territory aforementioned and all other points in California other 
than as named in the aforementioned destination territory or 
already under operation by applicant. ; 

Nine letters from prospective users of the proposed services 
were attached to the application, which said that, “as on our 
present northbound movement rates will be quoted on a pickup 
at origin store-door and delivery at destination store-door 
basis.” Break bulk points in Oregon and Washington were shown 
as Portland, Ore., and Seattle, Wash. Break bulk point in 
southern California was shown as Vernon, and San Francisco 
and Oakland were shown as break bulk points in the “bay dis- 
trict area.” 


RATES ON NEW AUTOMOBILES 

The Commission should deny the petitions of western, 
southern, and official territories carriers for reconsideration and 
postponment of the effective date of the Commission order in 
No. 28190, New Automobiles in Interstate Commerce, said 2 
group of automobile manufacturers in a reply to the carriers 
petitions (see Traffic World, June 2, p. 1454). 

In that proceeding the Commission found that rates on 
new automobiles by rail in carloads had been and for the future 
would be unreasonable “where and to the extent they exceed 
75 per cent of the corresponding first class rates, minimum 
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12,000 pounds, without prejudice to our action in No. 28300, 
a eae Investigation, 1939” (see Traffic World, March 3, 
p. ° 

“Apparently the principal contention advanced by all of the 
petitioners is that if they are required to reduce their rates to 
75 per cent of first class, where they now charge full first class 
rates of 90 per cent thereof, they will collect less revenue in 
such instances,” said the automobile makers. “This is, of course, 
an argument which if valid would mean that every rate is reas- 
onable, no matter how exorbitant, because a lower rate would 
yield less revenue. And it is an argument which disregards 
the competitive situation.” 

They said the Commission’s order was fully justified by the 
evidence which, they added, ‘‘overwhelmingly establishes” that 
the present rate structure was obsolete, unreasonable, and full 
of glaring inequalities and disparities. The Commission’s order 
constituted a step in the direction of needed correction of the 
rate structure, they said, and should become operative without 
further delay. 

Joined in the reply were Chrysler Corporation; Graham- 
Paige Motors Corporation; Hudson Motor Car Co.; Nash-Kel- 


vinator Corporation; Packard Motor Car Co.; and Studebaker 
Corporation. 


Suspended Tariffs 


(Designation of a tariff, below does not mean that all schedules in it 
have been suspended. Suspension orders contain many schedules not 
reproduced here. Details of such orders are published in The Daily 
Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2547, the Commission suspended from June 
24 to January 24, 1946, the operation of certain schedules pub- 
lished in supplement No. 2 to tariff MF-I. C. C. No. 28 of Ber- 
nard Baron, Inc., Newark, N. J. The suspended schedules pro- 
pose to establish commodity rates of 25 and 19 cent a 100 
pounds, less-truckload and minimum 18,000 pounds, respectively, 
on frozen food from Newark and Jersey City, N. J., to New 
York City, N. Y., in lieu of higher class rates. 

In I. and S. No. 5348, the Commission, on its own motion, 
suspended from July 2 until February 2 the operation of sched- 
ules as published in supplement No. 10 to Agent D. Q. Marsh’s 
tariff I. C. C. No. 3644. The suspended schedules propose to 
reduce over certain routes, the rates on grain and grain prod- 
ucts, in carloads, from yarious points in Oklahoma to Missouri 
Pacific Railroad stations in Arkansas, and Memphis, Tenn., 


without observing the provisions of section 4 of the interstate 
commerce act. 


SWITCHING CHARGES AT BUFFALO 


The Buffalo Creek railroad, in a brief filed with the Com- 
mission, in I. and S. No. 5324, Switching Charges of B. C. R. R. 
at Buffalo, N. Y., has asked that the Commission find that a 
cost study and other evidence presented by the Buffalo Creek 
company justify a connection terminal switching charge of not 
less than $7.05 a car and that the proceeding be discontinued 
{see Traffic World, June 16, p. 1589). 

In justification of its proposed increase from $4.95 a loaded 
car to $7.05 a loaded car, Buffalo Creek cited changed condi- 
tions causing decreased switching revenues and higher operat- 
ing expenses, including more complicated and_ specialized 
switching operations that were required on manufactured prod- 
ucts than had been performed on export grain, and road haul- 
ers’ use of larger equipment. 

It also asserted that it was entitled to a connection ter- 
minal switching charge that would cover the full cost of the 
service, including a fair return, and answered in detail the 
protestant carriers’ principal criticisms of its cost study. The 
only issue, it said, was whether the proposed charge: of $7.05 
was reasonable, adding that the protestant carriers’ evidence 
relating to the net income and alleged financial condition of 
the lessees of the railroad, was not relevant or material. Even 
if the proceeding, contrary to the fact, were a general revenue 
case, said Buffalo Creek, the $7.05 charge was justified. 


FOURTH SECTION PROTEST 


The American Waterways Operators, Inc., of Washington, 
D. C., has filed a petition with the Commission asking suspen- 
sion of proposed rates on alcohol and related commodities, con- 
tained in a tariff of D. Q. Marsh, agent, and opposing fourth 
section application No. 21382 filed by Agent Marsh in connection 
with the tariff item. 

Rail lines parties to southwestern lines’ tariff No. 210-F, 
I. C. C. 3629, item 445-D, effective July 9, proposed to establish 
a rate of 20 cents a 100 pounds on alcohol and related commodi- 
ties, in bulk in barrels or drums, or in containers in barrels or 
boxes, carloads, minimum weight 48,000 pounds, or in tank 
cars, subject to rule 35 of current western classification, but not 
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less than 48,000 pounds, from Houston, Texas City, and Velasco, 
Tex., to Baton Rouge, North Baton Rouge, and New Orleans, 
La., via routes set forth in the item, subject to origin and desti- 
nation intermediate rules, but without observing the aggregate- 
of-intermediates provision of section 4 of the interstate com- 
merce on traffic destined to Louisiana, Tennessee, Mississippi 
and Alabama, as well as from origins in Texas, according to the 
petition. 

The fourth section application, it said, contended that the 
reduced rate would be justified because of water competition 
whereas “your petitioners know of no actual water competition, 
therefore the proposed reduction is based on potential water 
competition which is expressly prohibited by section 4(1) of the 
act.” The water carrier group said also the rate was in viola- 
tion of section 1, and was unduly preferential to shippers located 
at Houston, Texas City, and Velasco, and to receivers at Baton 
Rouge, North Baton Rouge, and New Orleans, and prejudicial 
to other shipping points not located on the Gulf Intracoastal 
Waterway such as Bay City, Tex., and to receivers at inland 
points such as Atlanta, Ga. 


Motor Classification Ratings 


The North Carolina Cotton Manufacturers Association, Inc., 
and The Cotton Manufacturers Association of South Carolina 
have petitioned for reconsideration by the entire Commission of 
the record as made, and modification of the report and findings 
of division 3 in I. and S. M-2409, Paper Articles, embraced in 
other proceedings also involving light and bulky items, the title 
case being I. and S. M-2404, Incandescent Electric Lamps or 
Bulbs (see Traffic World, June 2, p. 1437). 

Asserting that the report proposed by Examiner Carperter, 
on October 19, 1944, correctly summarized the respondents’ evi- 
dence, and that the division had not sustained these recom- 
mendations, the petitioners concluded: 

“The application of correct legal principles to a proper 
analysis of the evidence and contentions of the parties should 
result in the same conclusions and findings as recommended by 
the examiner that respondents have not sustained the burden 
of proof and the increased ratings have not been justified.” 

The division had found just and reasonable the proposed 
increased motor classification ratings on hard fiber or pressed 
pulp hats or caps, paper doilies and related articles, and coin 
wrappers, set up; and unjust and unreasonable, the proposed 
increased classification ratings on incandescent electric lamps 
and bulbs, airplane doors, rubber or fabric fuel or oil cells; vari- 
ous kinds of luggage, carpet thread mill waste, and certain 
paper articles. It ordered cancellation of proposed schedules, 
effective July 25, to the extent found unlawful and discontinued 
the proceedings, without prejudice to the filing of new schedules 
in conformity with views expressed in the report. It said its 
findings were without prejudice to such findings as might be 
reached in MC C-150, Motor Freight Classification. 

The petitioners quoted the following extract from Examiner 
Carpenter’s report as applying the correct legal principles: 


The justification of the proposed ratings, except on airplane landing 
gears, offered by respondent may be briefly summed up as follows: They 
assume first that the present classification ratings are less than rea- 
sonable maximum ratings and do not yield sufficient revenue to cover 
motor carriers’ out-of-pocket costs and second that a reasonable basis 
for determining maximum ratings on light and bulky articles would 
be first class on such articles having a density of from 10 to 12 
pounds a cubic foot. Most of the considered articles have average 
densities of less than 10 pounds a cubic foot and the ratings thereon 
were made proportionately higher than first class depending on the 
density of the article with some weight given to value. Since these 
two assumptions are the keystones of respondents’ justification of 
the proposed: ratings it is necessary that the correctness of both of 
these contentions be established by competent evidence. No such evi- 
dence was introduced. Respondents in these proceedings are asking 
the Commission to accept both of these assumptions as being true 
and to approve ratings on a few light and bulky articles based on 
density and value only. Classification ratings cannot be determined 
in this manner. For these reasons respondents have not sustained 
the burden of proof, except with respect to airplane landing gears. 


Instead of sustaining these recommendations of the exam- 
iner, said the petitioners, the division had, among other things, 
apparently accepted the respondents’ assumptions that revenues 
at the present applicable ratings did not adequately compensate 
them for handling the particular traffic involved, without any 
evidence having been submitted with respect to costs incurred 
or revenues received from the handling of such of this traffic 
as actually moved. 


INTERSTATE MOTOR FREIGHT CONTROL 
George S. Norcross and the estate of Harry Bylenga, and 
United States Freight Co. and Hickok Oil Corporation, have 
asked the Commission for a further extension of time in which 
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to dispose of holdings of stock in Interstate Motor Freight 
System. 

The Commission had ordered disposal of the stock by a 
report and order in MC F-2181, United States Freight Co.— 
Investigation of Control—Interstate Motor Freight System, and 
MC F-2224, A. S. Hickok—Investigation of Control—Interstate 
Motor Freight System. 

The two groups of respondents refer to improvement of 
returns shown under the management of Walter Bockstahler. 
United States Freight and Hickok Oil, after reviewing nego- 
tiations for the sale of the stock, said that, in the period of six 
months granted in the Commission’s last order in the proceed- 
ing, they had received no firm offer for the purchase of the 
stock. 

The Commission, by an order in MC F-2181 and the em- 
braced case, has extended the time within which the respon- 
dents are to comply with its requirement, that they dispose of 
their Interstate stock, from July 1 to October 1. 





Motor Minima in East, Midwest 


The Secretary of War, the Department of Agriculture, and 
the War Food Administrator, have filed with the Commission 
replies to a petition of the Middle Atlantic States Motor Car- 
rier Conference, Inc., for ‘resumption of investigation” in MC 
C-360, Minimum Class-Rate Restrictions—Central and Eastern 
States, embracing I. and S. M-2160, Minimum Class-Rate Stops 
in Central and Eastern States. 

In these proceedings, the Commission had required the 
respondents to cancel class-rate stops, general and individual, 
higher than those prescribed, and to cancel rules maintained 
in their tariffs to the effect that the highest stop of any car- 
rier party to a through rate applied over the through route. 
In asking for resumption, Middle Atlantic had submitted an 
estimate of losses it said had been suffered by named carriers 
under the order of the Commission, division 2, in these pro- 
ceedings (see Traffic World, June 23, p. 1657). 

Through his counsel, the Judge Advocate General, the 
Secretary of War recited that Middle Atlantic sought a resump- 
tion of the investigation, notwithstanding the facts that the 
order had not yet become effective and no disposition had been 
made of petitions for rehearing and reconsideration, and that 
it asked for revocation of the order, although it had not filed 
a petition for rehearing and reconsideration, and had not criti- 
cised the finding of division 2 that the existing rate stops were 
unlawful. 

“Under these circumstances,” said the Secretary of War, 
“the application is plainly without merit.” 

Division two’s report, the Secretary pointed out, provided 
that the proceeding be kept open “during the present emer- 
gency and a reasonable time thereafter with the view of giving 
further consideration to the propriety of, and the need for, the 
rate stops herein approved or any modification thereof.” 

Continuing, the Secretary said: 


Until the Commission has disposed of the pending petitions for 
rehearing and reconsideration, and so made a final determination of 
the investigation as thus far conducted, any consideration of em- 
barking on a further, or resumed, investigation is premature. Having 
reached a decision on the petitions for rehearing, an application for 
resumption of the investigation may or may not be proper, depending 
on the decision’ reached. 


Concededly, under section 16(6) of the interstate commerce 
act, continued the Secretary, the Commission might at any 
time modify or suspend its orders, but added that that power, 
although invoked by Middle Atlantic’s request for revocation 
of the order, “should not here be exercised.” 

“Plainly,” said the Secretary, “such drastic action should 
be taken only in the clearest case, and certainly not in a case 
where the party who seeks it does not dispute that the status 
quo, which would be maintained if applicant’s request were 
=. is and for a long time has been unlawful and inde- 
fensible.” 


Reply of Food Administrator 


The Department of Agriculture and the War Food Admin- 
istrator, in a joint reply, asked for denial of Middle Atlantic’s 
petition for resumption, noting that Middle Atlantic concerned 
itself only with MC C-360 and saying that their reply was like- 
wise limited. 

_ “Respondent does not present any new facts or arguments 
which have not already been considered by the Commission, 
nor does it point out specifically wherein the division in its 
decision has committed any error,” said the Department and 
the Administrator. “Clearly, therefore, there is no basis for 
reconsideration or rehearing of the matter, as required under 
rule 101 of the Commission’s general rules of practice.” 

Little or no probative value could be attached to the Mid- 
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dle Atlantic’s estimated losses of 20 of its approximately 750 
carrier members submitted as “illustrative of the feared con- 
sequences of the imposition of the class-rate restrictions pre- 
scribed by the division upon the revenues of its total carrier 
membership,” said the petitioners. They added that it was not 
shown on what factors the estimates were based, that is, 
whether they were predicated on traffic studies or other re- 
liable investigation or data. 


If relief in the form of increased revenue was desired, the 
petitioners continued, it should be sought in a revenue pro- 
ceeding in the form of a general rate increase, such as class 
rate investigation MC C-200 that was now before the Com- 
mission, so that all types of traffic might share in their fair 
portions of the burden or increment. 


Pointing out that the proceeding was instituted to investi- 
gate the reasonableness and lawfulness otherwise of so-called 
class-rate restrictions or stops in the tariffs of motor common 
carriers operating in ‘or between the affected territories, the 
petitioners said: 


During the last several years such restrictions of individual motor 
carriers against lower-rated traffic have become so varied and incon- 
sistent as to cause endless confusion within the motor-carrier industry 
and to the shipping public. In many instances such restrictions are 
indicative of undue preference and prejudices and, hence, clearly unlaw- 
ful. At the various stages of the proceeding it has been conceded 
by virtually all respondents that the present situation is indefensible 
and that uniformity in the restrictions is highly desirable, if not 
essential. The need for a general revision is even conceded by re- 
spondent in its ‘‘Application for Resumption of Investigation.’’ The 
only thing remaining to be done is a determination of the measure 
of the restrictions to be applied. 


The division’s order, concluded the petitioners, should be 
allowed to become effective July 16, without further postpone- 
ment. 


Central States Motor Increase 


Demands of striking Chicago truck drivers, increased ex- 
penses of all kinds, and unsatisfactory division of joint-line 
rates make increased rates necessary, says Central States Mo- 
tor Freight Bureau, Inc., in a general reply to all parties pro- 
testing the publication of emergency increases of one cent a 
100 pounds on truckloads and 24 cents a 100 pounds on less- 
than-truckloads (see Traffic World, June 23, p. 1654). 

“To delay granting this increase in revenue will retard the 
war effort as without doubt some of these carriers could not 
stand the delay that would result from a general hearing fol- 
lowed by a final conclusion by the Commission,” said the bu- 
reau. ‘‘Respondent earnestly requests that the Commission 
permit publications as filed to become effective. Denying the 
petition and waiting for several months for final conclusion of 
the matter would retard rather than aid the war effort.” 


Referring to criticism of the fact that some of the carriers 
proposed by exceptions to apply the increases on joint-line traf- 
fic and not on single-line traffic, the bureau incorporated in its 
reply an exhibit showing a comparison of each carrier’s rate 
division to its local rates when a two-line haul was involved, 
and the percentage relationship of its division of the through 
rates to its first-class local rate for the same distance. 


Saying the average haul in Central Territory was 250.05 
miles, the bureau said the exhibit showed the first-class rate 
for 250 miles to be 99 cents. The carrier transporting the first 
class freight 150 miles would receive 53 cents of 66 per cent 
of its local first class rate of 80 cents for 150 miles, it said. 
The connecting carrier, it added, would receive 46 cents or 67 
per cent of its local first-class rate of 69 cents for the remaining 
distance of 100 miles. 


The bureau said the 81 carriers making the exceptions 
formed but a small part of the total of 600 carriers for whose 
account the emergency charges were published. 


No Suspension for Increase Supplements 


The Commission has voted not to suspend certain tariff 
supplements published by Central States Motor Freight Bureau 
to become effective June 23, carrying increased motor carrier 
rates of 4 per cent and 10 per cent. Suspension had been asked 
by the Minneapolis Traffic Association and the St. Paul Asso- 
ciation of Commerce (see Traffic World, June 16, p. 1589). 


The supplements listed as carrying 4 per cent increases 
were: No. 11 to C. S. M. F. B. Tariff 244-B, MF-I. C. C. 124; 
No. 8 to tariff 270-A, MF-I. C. C. 127; No. 65 to tariff 214, MF- 
I. C. C. 55; and Motor Freight Master Tariff No. 1, MF-I. C. C. 
128. Supplement No. 47 to C. S. M. F. B. tariff 245-A, I. C. C. 
80, was said by the Twin City organizations to carry 10 per 
cent increases. 
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June 30, 1945 


Santa Fe Trail Controversy 


The Missouri Pacific Railroad Co. and the Santa Fe sub- 
sidiary, Santa Fe Trail Transportation Co., have locked horns in 
a controversy over whether or not restrictions should be placed 
on authority granted the latter between Arkansas City, Kan., 
and Joplin, Mo., in MC 30305, Santa Fe Trail Transportation 
Co., Extension. 

In a petition for reconsideration, the Missouri Pacific said 
the basic question was “the propriety of one rail line, directly 
or through a wholly-owned subsidiary, extending a transporta- 
tion service into, through, or any wise serving points not on its 
line of railroad but actually served by another line or lines of 
railroad.” It said the report in the proceeding authorized the 
applicant to serve points that were stations on other lines of 
railroads than that of the applicant’s principal, some of the said 
points having been formerly served by applicant’s principal and 
abandoned. 

The Missouri Pacific asked that the service be limited to 
that auxiliary to or supplemental of rail service of the Santa 
Fe, applicant not to serve any point not a station on the railway, 
and that the Commission reserve the right to make further con- 
ditions in the future. 

Santa Fe Trail, in reply to the petition said it represented 
“a persistent, callous, and truly amazing disregard by protestant 
of the interests of the shipping public.” It said no motor. carrier 
other than itself conducted a truck operation for the entire dis- 
tance between Arkansas City and Joplin, or offered overnight 
and early morning a service between those points. Exising rail 
service between those points and intermediate points was ex- 
ceedingly poor and circuitous, it said. 


It quoted the Commission:as refraining from imposing the 
requested restrictions because “the testimony of persons sup- 
porting the application relates to the need for an all-motor serv- 
ice and not for a truck-for-rail service“ and “to impose the usual 
truck-for-rail conditions, which not only result in denying per- 
sons on the route served by the Santa Fe an all-motor service, 
but would also result in denying persons on the houte not served 


by the Santa Fe both an all-motor as well as truck-for-rail 
service.” 


Santa Fe Trail said railroad-controlled motor operations 
were limited to rail-motor service only instances where the pri- 
mary object of the application was the rendition of such service 
and where the record was devoid of proof that more general 
service was required. 


It said in Kansas City Southern Transport Co., Inc., Com- 
mon Carrier Application, 28 M. C. C. 5, relied on by protestant, 
the railroad-controlled motor carrier applicant was not entirely 
foreclosed from the performance of all motor operations. In 
other cited cases, it said, the Commission found no need for the 
proposed service, adding that “in the instant proceeding the 
Commission has found such a need.” 











Pennsylvania Truck Lines Case 


Seventeen. motor carriers through their counsel, Herbert 
Baker, of Columbus, have filed a brief in MC 19201, Sub. 25, 
Pennsylvania Truck Lines, Inc., and seven other sub-numbered 
applications, opposing grants of authority for substituted truck 
service to the wholly-owned subsidiary of the Pennsylvania 
Railroad Co. They raise, for the first time, the point that such 
_— service affords “brand new” competition to other rail- 
roads. 

They take a position similar to that of other groups of 
motor carriers opposing the applications, viz., that the railroad 
company is the proper party to the applications (see Traffic 
World, June 23). The brief makes answer to the ten questions 
propounded by the joint board. 

The proceedings had one basic issue, said the instant pro- 
testants: Does the law permit and good public policy dictate 
railroad company operation of motor carrier service at rail- 
road rates? 

At the very outset, they said, “we must clear the air” of 
the question of restrictions. Many had been discussed and im- 
posed, they said, but added that “they are all makeshift, futile 
and ineffective.’ The only effect of any conceivable value is to 
keep the railroad motor carrier along the line of the particular 
railroad involved, they said, and that this was “inconsequen- 
tial.” They continued: 

“Practically all freight movement of any consequence is 
along some railroad. Motor carrier operation along branch 
lines puts the railroads in the L. C. L. movements well beyond 
those that normally fall to them. Rail lines devoted to bulk 
movements to such an extent as to preclude attractive mer- 
chandise service become highly competitive merchandise lines. 
Highly expedited truck feeder lines paralleling such rail serv- 
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ice place the railroad in brand new competition with other rail- 
roads. To all practical purposes, no protection is given inde- 
pendent truck lines or even other railroads by the restriction 
confining substituted rail service to the railroad’s stations.” 


After discussing the various restrictions, the protestants 
said what was proposed was truck service by railroad com- 
panies at railroad rates. 


Substituted truck service would improve railroad company 
service to the public, they said, but at railroad rates, depressed 
rates, rates below truck rates. The public was entitled to better 
service and lower rates if they could be had without offsetting 
disadvantages, the protestants said, but added that there were 
“very real and very substantial offsetting disadvantages,” and 
listed them as: 1. Railroad company monopoly of competitive 
and different land agencies of transportation; and, 2, eventual 
higher rates and lower service to the public. 


At another point, the protestants said “in recent growth,” 
was the exercise of broader and broader application of the 
“13th section” principle. The Commission, they said, had shown 
great concern that each bit of traffic contribute its fair share 
of the rail’s revenue, and added: “That on the one hand; here, 
on another, setting up deliberately truck service at rail rates.” 
They continued: 


For example: Railroad A’s service, points X to Z, is all rail; 
while Railroad B’s service between X and Z is .75 miles rail and 25 
miles truck. Is the shipper by Railroad B paying his fair share? Again, 
for example, a single railroad has two 100 mile hauls; C to A and 
C to D. The haul C to D is all rail; while one-half of the haul C to A 
is by truck. Is shipper from C to A paying his fair share? Is shipper . 
from C to A not being given an unfair preference; and the shipper 
from C to D being subjected to discrimination? 


The protestants argued that the Pennsylvania Railroad had 
assumed “for some unfathomable reason,” that substituted 
truck service was a mere recovery of “a lost possession’ of 
the railroads. They said the truck field was at first open to 
the railroads, but that “they chose to throw their weight 
against progress.” The railroads had supported adverse legis- 
lation and protested those “who would render the improved 
service,” said the protestants. 


The instant proposal was not “crystallized” for handling 
by the Commission, they said. The Pennsylvania Railroad was 
wholly uncertain as to how it would actually operate, they con- 
tinued, adding: 

“Of course, it is uncertain for two very good reasons, both 
highly material to this case: 1. It has just given birth to a 
vast undertaking—it is in its swaddling clothes, has not begun 
to even crawl; 2. It wants room to develop as the needs of the 
railroad demand. They are seeking not specified authority, but 
general authority to grow and expand.” 


Wool and Mohair Rates 


Asserting that the railroads described the Commsision’s 
wool and mohair rate investigation as if they were press-agent- 
ing a Hollywood vehicle as a “super-colossal undertaking” re- 
quiring thousands of miles of travel by a great number of 
people, the Secretary of Agriculture and the War Food Ad- 
ministrator have replied to the petition of the railroads named 
as respondents in No. 28863, Rates on Wool and Mohair, asking 
for postponement of hearings in the proceeding until after the 
end of the war with Japan (see Traffic World, June 9, p. 1504). 

“The railroads now say,” the petitioners recited, “that the 
orderly process of government contemplated by the reinstituted 
investigation must not, and cannot, go forward because the 
transportation system cannot possibly stand the strain of a few 
well intentioned people traveling to five or six destinations in 
order to accomplish an objective the public-interest aspects of 
which stand out in bold relief. 


“At the outset of our reply to this escapist allegation, we 
wish to state most emphatically that if we thought our interest 
in this case was adverse to the war effort, unpatriotic, inconsis- 
tent with the will of Congress, or otherwise inimical to the 
needs of the country, we would have spared the railroads the 
trouble of making representations to the Commission by mak- 
ing them ourselves.” 

It was easy to understand the “concern” of the railroads 
with respect to the Commission’s investigation, said the peti- 
tioners, because if they lost their case, “as we believe they 
should and will,” their income from a segment of traffic that 
had been subjected to unjust and unreasonable rates for many 
years would be materially depreciated. 

“Pierce the veil of the railroads’ concern over traveling 
conditions and you see behind it a large dollar sign imposed 
ratewise upon sacked wool moving from producers to market,” 
continued the government petitioners. “That sign is the rail- 
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road’s real interest. If travel conditions could not be invoked 
to protect it, other reasons would be found.” 


Just Another Rate Case 


Saying that the proceeding to them was just another freight- 
rate proceeding authorized by law and governed by justice, the 
petitioners added that, specifically, the carriers cited the 44 
appearances at the prehearing conference, a Commission’s mail- 
ing list of 61 individuals, the necessity of having ‘40 to 50 rail- 
road attorneys and witnesses traveling to and from the hear- 
ings,” and “at least as many, and likely more, lawyers, wit- 
nesses, and representatives” in attendance on behalf of the pro- 
ponents, and the prospective presence of a number of persons 
from the Department of Agriculture and the War Food Adminis- 
tration as justification for deferring the hearings. 

“These representations,” continued the petitioners, “give 
a blurred picture of the personnel needs for the successful prose- 
cution of the case.” 

Summing up the personnel requirements of the hearings, 
the petitioners said there would be in all about 75 persons trav- 
eling on behalf of the proponents, most of whom would appear 
only in Chicago, and that of that total number, as nearly as the 
petitioners could tell, only 16 would move in interstate travel 
in excess of 500 miles to the nearest hearing at which they 
could present testimony or otherwise participate. The petition- 
ers suggested that the Commission arrange the hearings in such 
manner as would involve a minimum of travel on the congested 
main lines. 

Quoting the railroads as arguing that a Commission hearing 
should be placed in the same category. as civilian meetings and 
conventions that were restricted by the Office of Defense Trans- 
portation, the petitioners said that if the argument were carried 
to its ultimate conclusion, it would mean that every government 
regulatory agency except those directly involved in the war 
effort, such as the War Manpower Commission, would have to 
curtail their activities until the war was over. 

“This seems strange doctrine, indeed, for the railroads to 
preach against the background of their welcoming traveling 
baseball teams, their ads in daily papers for railroad convey- 
ance to the seashore, and a complete willingness to continue 
to serve, at least to the limit of their ability, the rank and file 
of citizens who travel for many purposes not related to the war 
effort,” said the petitioners. 


“Patently Frivolous Pleading” 


The petitioners invited the Commission’s attention to the 
fact that from November 1, 1944, to May 31, 1945, it conducted 
approximately 1,800 hearings scattered throughout the United 
States and that many of the hearings, held at the climax of the 
war in Europe, involved more participants and required more 
travel mileage than would be required in the wool investigation. 
Continuing, the petitioners said: 


We are aware of no provisions in the executive orders creating the 
Office of Defense Transportation that would empower that agency to 
forestall the activities of government which are declared by law to 
be imperative for the general welfare. It is patently frivolous pleading 
for the railroads to liken quasi-judicial or quasi-legislative proceedings 
to the ‘‘meetings’’ and ‘‘conventions’’ proscribed by the justly executed 
powers of the Office of Defense Transportation. And, even if the Com- 
mission were to reach the conclusion that the spirit of Colonel Johnson’s 
releases cited by the railroads could be best observed by curtailing 
some of the Commision’s activities, we respectfully submit that it 
should not start invoking any such conclusions by applying them to 
a matter as urgent as we have shown a wool and mohair rate inves- 
tigation to be over and over again. Rather than acquiesce in the 
prevention of travel for such purposes, it seems to us that every 
reasonable attempt should be made by the Commission, through O. D. T. 
if necessary, to facilitate such travel.... 


Saying that the railroads made the point that “wool is 
moving freely” and that, therefore, no investigation was neces- 
sary at this time, the petitioners replied: 


To this acknowledged fact we raise the question: Why shouldn’t 
wool move freely, seeing as how it is one of the most lucrative types 
ot traffic that the railroads enjoy? With a domestic rate of $2.33 
from une Pacific coast origins to Boston on domestic wool, as against 
$1.05 on imported wool and as against much lower rates on innumer- 
able other commodities, it is small wonder that wool is ‘‘moving 
freely.’’ What we and other proponents interested in this investiga- 
tion desire is that wool will not only continue to ‘‘move freely,’’ but 
that it will be allowed to move on just and reasonable rates. 

This is an attempt, as the railroads dogmatically insist, to ‘‘enhance 
the war profits of wool growers.’’ We deny this allegation categorically, 
although wool growers are, in fact, in need of various forms of relief. 
To all intents and purposes, it is just another rate case designed to 
curtail the unreasonable profiteering of railroads at the expense of an 
important producing and shipping community. 


j Chargnig the railroads with misrepresenting fact by stating 
in their petition that wool growers “are receiving the highest 
price for their wool in 25 years,” the petitioners said that their 
studies showed that present wool prices were lower than they 
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had been in many of the last 25 years and that in many of 
such years wool growers had been -in an acutely distressed 
position with regard to prices. There were 5,000,000 fewer 
sheep being sheared at present than there were in 1942, con- 
tinued the petitioners, adding that this indicated that costs 
had so far outstripped prices that some producers were finding 
it necessary to liquidate their flocks. 

The petitioners said they sincerely hoped that their peti- 
tion would be the last representations necessary in order to 
get the “long over-due hearings” in the wool and mohair rate 
proceeding actually under way. 


Wool Producers and Marketers Reply 


A further reply to the railroads’ petition to defer hearings 
in the wool and mohair rate proceeding for the duration of the 
war with Japan, was filed in a joint petition of the National 
Wool Growers Association, and 12 member associations, the 
National Wool Marketing Corporation, with 24 member asso- 
ciations, the National Live Stock Producers Association, the 
Pacific Wool Growers, and the Live Stock Traffic Association. 

They asked that the petition be denied and that the Com- 
mission assign hearings not earlier than September and not 
later than early winter. The railroads’ petition was not new, 
they said, adding that in fact it was merely a rehash of former 
representations made by them and apparently found unsound 
by the Commission in the instant proceeding and other cases. 
The railroads had failed to advance any cogent reasons in sup- 
port of their request, and apparently realized that they could 
not successfully defend the rates, said the producers and 
marketers. a 

Until such time as the transportation facilities are used 
exclusively for the armed forces, the Commission should un- 
hestitatingly proceed with the hearings as such action will not 
unduly increase essential civilian travel, the petitioners averred. 

Present wool rates, the petitioners contended, were a greater 
burden on the producers than ever before, and producers were 
being and would be irreparably damaged until reduced rates 
were ordered by the Commission and established by the rail 
lines. 

“That being true, it follows that time is the essence,” con- 
cluded the producers and marketers. 





COLORADO DEMOCRATIC COMMITTEE BOASTS 


As an aftermath to the Commission’s decision in No. 28978, 
Geo. A. Hormel & Co., et al. vs. Atchison, Topeka & Santa Fe 
Railway Co., et al., one of the effects of which was to reduce 
freight rates on fresh meats and products from Denver to the 
Pacific coast (see Traffic World, June 16, p. 1579), a member 
of the Commission has received from a Denver complainant 
in the embraced cases an advertisement published in a Denver 
newspaper in which the Democratic State Central Committee 
gives credit to the national administration for the decision. 

The advertisement, published after the Commission’s de- 
cision was made public, read as follows: 

“Memo to Western Business: Reduced freight rates on 
slaughtered meat shipments out of Denver to the Pacific Coast, 
announced last week by the Interstate Commerce Commission, 
are a direct result of an enlightened, progressive DEMOCRATIC 
administration in Washington. 

“Other FORWARD-LOOKING freight rate measures, de- 
vised to promote industrial and agricultural prosperity in Colo- 
rado, are being undertaken by your National Administration 
to aid YOU. 

“The Democratic Party in Colorado supports and encour- 
ages the aggressive programs which will meet the fascinating 
challenges of this great state and broaden the base of oppor- 
tunities in a free and competitive economy.” 

The advertisement was signed by the Democratic State 
Central Committee. 


GARLIC CAR UNLOADING ORDER 


Effective immediately, the Commission, division 3, has is- 
sued service order No. 316, directing the Southern Pacific Co. 
to unload car PFE 33643, containing garlic, now on hand at 
Los Angeles, Calif., consigned to the order of Blanco del Paci- 
fico S. A., notify Gonzales and Blanco, Los Angeles. The car, 
said the division was now on a Southern Pacific team track 
and had been on hand for an unreasonable length of time. 


COAL CAR SERVICE ORDERS 


The Commission, division 3, has issued service orders Nos. 
321 and 322, directing, respectively, that the Pennsylvania rail- 
road should not furnish, supply or place coal cars at William 
Penn breaker, Shenandoah, Pa., for loading with anthracite 
coal produced by William Penn Colliery Co., and that the Cen- 
tral of New Jersey railroad should not furnish, supply, or place 
coal cars at Ridgwood breaker, Union Junction, Pa., for loading 
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with anthracite coal produced by Duryea Anthracite Co. Each 
order was made effective June 26, at 12:01 a. m. 

The division said that the Solid Fuels Administration for 
War had advised that directives would be issued to retail deal- 
ers prohibiting their receipt of coal from the two aforemen- 
tioned mines with an ash content in excess of that prescribed 
in its regulation No. 9 (8 F. R. 15560) and that that action 
would result in detention of cars at destination for unloading 
or other disposition and in a waste of cars and transportation. 
The division said the S. F. A. had requested the Office of De- 
fense Transportation, and that that agency in turn had re- 


quested the Commission, to take the action embraced in service 
orders Nos. 321 and 322. 


WEST COAST SERVICE ORDERS 

The Commission made public June 25 three orders intended 
to relieve congestion of traffic on the west coast. 

Service order No. 317 required railroads serving Los An- 
geles, Richmond, San Francisco and Oakland, Calif., Seattle 
and Tacoma, Wash., and Portland, Ore., to accord preference in 
movement of empty freight cars from those points over all 
civilian carload freight traffic between June 23 and June 25. 

By service order No. 318, the Commission, division 3, pro- 
hibited carriers serving Los Angeles, Colton, or San Bernardino, 
Calif., from precooling at those points refrigerator cars loaded 
or to be loaded with citrus fruits between June 23 and June 26. 

Service order No. 319 forbade railroads to furnish freight 
cars for loading with citrus fruits, onions or potatoes at any 
point in Arizona or California from June 24 to June 27. 

By service order No. 320, the Commission, division 3, re- 
quired the Southern Pacific to unload forthwith two cars con- 
taining garlic on hand at San Francisco, consigned to California 
Bank notify Gonzales & Blanco, Los Angeles. 

The Commission, division 3, made public June 26 amend- 
ment No. 1 to service order No. 319, effective June 25, making 
the provisions of the order subject to special or general permits 
issued by the director of the Commission’s Bureau of Service. 
By amendment No. 1 to service order No. 318, the Commis- 
sion, division 3, has extended the expiration date to July 31. The 
amendment was made effective June 26. 


POTATO PERMIT ORDERS 


By amendment No. 6 to sixth revised service order No. 
259, which requires permits for the shipment of potatoes from 
described areas, the Commission, division 3, effective June 26 
to July 31, has revised the list of sections shown in Appendix A 
to the order, from which permits will be required, as follows: 


Section No. 8: The country Kern in California. 
Section No. 9: The counties of Camden, Currituck, and Pasquotank, 
in North Carolina. 


Section No. 10: The counties of Accomac, Norfolk, Northampton, 
and Princess Anne, in Virginia. 


The Office of Defense Transportation has issued amend- 
ment 8 to General Order O. D. T. L-4, effective June 25, amend- 
ing the Area No. 8 in its order to read as follows: 


" Area No. 8: The counties of Pasquotank, Camden, and Currituck 
in the State of North Carolina, and the counties of Princess Anne, Nor- 
folk, Accomac, and Northampton in the State of Virginia. 


The War Food Administration has issued amendment 1 to 
War Food order 120.6, removing the shipping restrictions cover- 
ing Irish potatoes shipped from Tyrrell, Hyde, Beaufort, and 
Pamlico Counties, North Carolina, effective 12:01 a. m., e. w. t., 
June 26, 1945. In explanation it said: 


W. F. O. 120 requires that shippers first offer potatoes to govern- 
ment agencies and obtain W. F. A. permits before shipping potatoes 
outside designated areas. This order, originally issued. in December, 
1944, to assure availability of good quality stock for the armed forces, 
was extended to include the designated counties effective June 4, 1945. 
Restrictions are being removed now because the remaining supply of 
potatos in this area is small and consists of scattered lots of varying 
quality. 

The order remains in effect in Kern County, California; Pasquotank, 
Camden, and Currituck Counties, North Carolina; and Princess Anne, 
Norfolk, Accomac and Northampton Counties, Virginia. 


REFRIGERATOR CAR ORDER 


By second revised amendment No. 7 to service order No. 
104, the Commission, division 3, has extended the expiration 
date of the amendment from June 30 to July 31. The original 
service order No. 104 directed the substitution of refrigerator 
cars for box cars in the transportation of westbound carload 
freight, and amendment No. 7 and its revision deal with tem- 
porary additional territories covering shipments to Mexico, 
California, and Arizona (see Traffic World, April 28, p. 1098). 

Deputy Director C. D. Young, of the Office of Defense 
Transportation, in a letter to E. F. Lacey, executive secretary, 
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National Industrial Traffic League, has appealed for “proper 
utilization of refrigerator cars in lieu of box cars” in westbound 
movements. Unless this were done, said he, “there is a great 
waste of transportation since refrigerator cars will be moved 
empty in meeting the demands while on the other hand most 
of the box cars released in California must be returned empty 
since there is no loading available for them in that area.” Mr. 
Lacey passed on the appeal to League members, urging cooper- 
ation on their part. 


“Toughest Job Ahead” Says Johnson 


“To shorten the war and save lives, we are calling on our 
railroads to do the impossible; they can’t do it with ‘travel as 
usual’,” Colonel J. Monroe Johnson, director, Office of Defense 
Transportation, told the audience at a dinner of the American 
Museum of Safety in New York June 27. Three railroads which 
had the best safety records in 1944 received the E. H. Harriman 
Memorial medals. 

For the best safety record among the larger railroads of 
the country, the medal went to the Michigan Central, one of 
the units of the New York Central System. C. L. Jellinghaus, 
vice-president and general manager, accepted the medal, which 
was presented by R. V. Fletcher, vice-president, Association of 
American Railroads, and chairman of the Harriman award 
committee. A silver medal was awarded to the Ann Arbor Rail- 
road whose president, Norman B. Pitcairn, accepted it. A bronze 
medal went to the Lake Superior & Ishpeming Railroad, repre- 
sented by its vice-president and general manager, August Sy- 
verson. 

Discussing transportation conditions in time of war, Colonel 
Johnson said that all wars were problems in transportation, and 
that this war was “the biggest and toughest of them all.” The 
transportation job it took four years to do in Europe had now 
to be “turned around and done over in a few months,” said he. 
That was why there would be fewer sleeping cars and coaches 
available to carry civilian travelers, he added. Millions of our 
fighting men are coming home as fast as the army and navy 
could move them, he said, and they would have to be carried 
from the ports to the distribution centers, and from their to 
their homes. From their homes, most of them would go to other 
camps, from there to ports of embarkation on the other side 
of the continent, and from there “to the islands of the Pacific 
and the homelands of the Japanese,’”’ said he, adding: 

“With every man there will go, on the average, six tons of 
military freight, and another ton will follow each man each 
month he’s in the Pacific. 

“That’s the job ahead of us—the biggest, toughest trans- 
portation task ever tackled. To get it done the railroads will 
need more men than they have now, and more materials than 
they can get this year. They will need the continued cooperation 
of the shippers in the prompt handling of freight cars. And on 
top of all these, they will need the understanding and coopera- 
tion of the public who travel. 

“American lives are at stake in the Pacific. To shorten the 
war, to save as many of those lives as can be saved, we are 
calling on our railroads to do the impossible. They can’t do it 
with ‘travel as usual.’ Nobody wants to tell you whether, or 
when, or where, you can travel—but somehow, some way, this 
impossible task of transportation is going to be done. First 
things must come first.” 


RAIL CAR CONSERVATION 

The Office of Defense Transportation has issued general 
permit O. D. T. 1-5, under general order O. D. T. 1, dealing 
with conservation of railroad equipment. The permit, -effective 
June 29, authorizes railroads to accept, load, or forward from 
the city or town at which such car originated any railway 
closed car specially equipped with racks for handling beans, 
when such car is loaded with empty beams and such beams are 
to be used in making shipments of rayon yarns from the point 
to which the empty beams are consigned. 


TRAVEL CURTAILMENT 


The Furniture Manufacturers Association, Inc., of Los An- 
geles, has cancelled the summer furniture market normally 
held each year by the Los Angeles Furniture Mart, the War 
Committee on Conventions said. The sponsors of the Los An- 
geles Furniture Mart and of furniture markets in other cities 
have requested their members to withhold their customary 
market publicity and to discourage buyer attendance during the 
summer market period, it adds. 

A considerable number of furniture manufacturers through- 
out the country, the War Committee on Conventions said, had ~ 
announced that their display rooms will be closed completely in 
the period the summer markets were normally held. Such 
action, added the Committee, was the kind of “cooperation and 
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self-denial” which President Truman said is required of “all 
users of transportation.” 

The Minnesota State Fair, scheduled for August 25 to Sep- 
tember 3, at St. Paul, has been cancelled, the Office of Defense 
Transportation announced. It said this action was taken by the 
governing board of the Fair in response to the O. D. T. request 
that state and regional fairs be omitted this year, and, the 
board said, “to prevent movement of fair exhibits and visitors 
in August and September from interfering in any way with 
peak transportation of troops and supplies from east to west.” 


oO. D. T. APPEAL DECISIONS 


Director Johnson, of the Office of Defense Transportation, 
has affirmed denial by O. D. T. field officials of the following 
applications: 


No. 141, Harry E. Nixon, Beckley, W. Va., for increased allotment 
of mileage and gasoline. 

No. 142, M. F. Franks and F. C. Nichols, dba Franks Furniture 
Co., Corinth, Miss., for proposed operation as private carriers of 
property by motor truck. 

No. 143, M. W. Hunter, Texarkana, Ark., for a special permit for 
a certificate of war necessity to inaugurate taxicab service in Longview, 
Tex., with eight cabs. 

No. 144, Lowell B. Hallman, Ashland, Ala., to add one taxicab to 
presently certified operation for one taxicab. 

No. 145, Myron Shane, dba Hav-A-Kar, Los Angeles, Calif., to 
transfer 51 cental cars from Kansas City, Mo., to Los Angeles. 

No. 146, K. Saito and K. Yamaguchi, dba North Coast Supply Co., 
Seattle, Wash., to inaugurate local delivery service of Oriental foods. 

No. 147, Leslie Lumber Co., Leslie, Ark., to institute operation 
as private carrier of property by motor truck. 

No. 148, Jesse J. Shaw, dba Boston Transit Co., South Boston, 
to inaugurate local common carrier motor bus service. 

No. 149, L. C. Herndon, Pontotoc, Miss., to reenter the taxicab 
business in Pontococ with one cab. 


Va., 


0. D. T. CONSERVATION ORDERS 


The Office of Defense Transportation has issued additional 
supplemental orders authorizing coordinated operations of car- 
riers in areas indicated in the following: O. D. T. 3, Rev. 733, 
North Carolina; O. D. T. 3, Rev. 734, Albuquerque, N. M., and 
Denver, Colo.; O. D. T. 3, Rev. 735, Connecticut, Delaware, 
Florida, Georgia, Illinois, Indiana, Kentucky, Maine, Maryland, 
Massachusetts, Michigan, North Carolina, New Hampshire New 
Jersey, New York, Ohio, Pennsylvania, Rhode Island, South 
Carolina, Virginia, Vermont, West Virginia, and the District of 
Columbia; O. D. T. 3, Rev. 736, Connecticut; O. D. T. 3, Rev. 
737, Louisville, Ky., and Cincinnati, O.; O. D. T. 3, Rev. 738, St. 
Louis, Mo., and Springfield, Tl.; O. D. T. 3, Rev. 739, Eureka 
and Crescent City, Calif.; O. D. T. 3, Rev. 740, Idaho and Wash- 
ington; O. D. T. 3, Rev. 742, Seattle and Bellingham, Wash.; 
O. D. T. 3, Rev. 743, Washington; O. D. T. 3, Rev. 744, Chicago, 
Ill., and Cudahy, Wis.; O. D. T. 6A-135, New York and Bergen 
County, N. J.; O. D. T. 6A-136, Gulfport, Miss., area. 


0. D. T. CANCELATION ORDER 


The Office of Defense Transportation has announced that, 
effective July 9, it canceled the certificate of war necessity 
(No. 1-13-07 F3746). issued to Wentworth Bus Lines, Inc., of 
Dover, N. H. The O. D. T. said that a directive was issued on 
June 2, by the Office of Economic Stabilization (10 F. R. 6804) 
directing the O. D. T. and the Office of Price Administration to 
deny Wentworth all applications for priority assistance or for 
allocation of materials that were short in supply and to cancel 
all outstanding priorities and allocations of that company. The 
Wentworth company’s certificate, said O. D. T. certified mile- 
age and motor fuel for operation of its commercial motor 
vehicles. 

William H. Davis, Director of Economic Stabilization, had 
directed the O. D. T. and the O. P. A. to deny priorities and 
allocations assistance to the Wentworth Bus Lines because of 
alleged refusal by the company to comply with orders of the 
National War Labor Board (see Traffic World, June 9, p. 1536). 


FARM TRANSPORT COMMITTEES 


Director Johnson, of the Office of Defense Transportation, 
has thanked the officers and members of county farm trans- 
portation committees for the “valuable assistance” they had 
rendered to the O.D.T. in connection with motor vehicle farm 
transportation problems. The committees, organized by the 
Agricultural Adjustment Administration in October 1942, at the 
— of O.D.T., will be terminated after June 30, O.D.T. 
Sald. 

In his letter to the officers and members of the committees, 
director Johnson said he regretted termination of the commit- 
tees’ work “because transportation problems will, in many 
respects, become even more complicated and difficult in the next 
few months.” 

“Your cooperation has contributed immeasurably in pro- 
viding sufficient motor truck transportation facilities during this 


° 
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emergency to move farm products from producing areas and 
farm supplies to farms together with the marked degree of 
utilization and conservation. of such equipment,” said director 
Johnson. 


PRIVATE AUTOS IN TRANSPORT 

Director Johnson, of the Office of Defense Transportation, 
has appealed to owners of passenger cars to conserve their 
automobiles because, he says, ‘as we go about crushing the 
Japs—and for some time after V-J Day—we will have to de- 
pend on the cars now in use to haul their big share of the pas- 
senger transport load.” 

The O. D. T. head said the 240,000 passenger cars to be 
built this year would replace less than one per cent of the na- 
tion’s automobiles, and that none of the cars produced in the 
near future would go to the average driver. Instead, he said, 
they would go to the most essential drivers—doctors, police, 
taxi drivers, war workers and others. 

Privately owned passenger cars must be kept running “if 
we are to avoid the grave risk of a breakdown in our motor 
transportation system,” said Director Johnson. “We simply 
can’t afford to lose a single car which could be kept in service 
through proper care.” 


RECAPPED TIRE CARE 

Pointing out that the foundation of a good recapped tire 
is a good casing, the Office of Defense Transportation has out- 
lined rules for the care of tire casings before and after re- 
capping. 

Proper care of the original casing, the O. D. T. said, was 
most important because the production of complete casings was 
the real bottleneck in the flow of tires to users. The rubber 
tread of a tire did not add greatly to the strength of the casing 
but did cushion the fabric against damage from minor irregu- 
larities of the road, it said. 


BUTTER FOR RAILROADS 

The Office of Price Administration has issued amendment 
31 to Revised Maximum Price Regulation 289—Dairy Prad- 
ucts—effective July 2, to enable railroad companies to pay the 
jobbers’ mark-up in effect on institutional sales when buying 
butter delivered to commissaries for use in their dining cars 
and restaurants and thus make it possible for them to buy butter 
on an equal basis with hotels and restaurants. The railroads, 
O. P. A. explained, had not been allowed to pay the jobbers’ 
mark-up provided for institutional sales and jobbers refused to 
make small deliveries to railroad company commissaries because 
they could make larger and more profitable sales to hotels and 
restaurants. 


STEEL SHIPPING CONTAINERS 

The Steel Shipping Containers Industry Advisory Com- 
mittee of the War Production Board has recommended allot- 
ment of an additional 50,000 tons of steel to the steel container 
industry for the third quarter of this year, “because of the 
steadily growing backlog of unfilled orders for steel drums and 
pails, despite increasing production,” according to a W. P. B. 
announcement. 

Members of the advisory committee reported, the W. P. B. 
said, that the box car supply situation for shipping steel con- 
tainers was becoming critical. Containers industry members 
were advised to report their car shortage problems to W. C. 
Glynn, transportation officer for the W. P. B. containers division, 
who stated at the advisory committee meeting that the coming 
10 to 12 months would see “the most serious transportation 
situation in the history of American railroads.” 


ARMY TRUCKING IN EUROPE 


The Army Transportation Corps’ “XYZ” motor transport 
route which supplied four American armies in the field during 
the “Battle of Germany,” has rapidly decreased its operation 
from nearly 25,000 tons per day at its peak to between 2,000 
and 4,000 tons a day now. Truck companies that operated on 
the famous supply lines are now returning to their base sec- 
tions, where they will be used for local hauling until they are 
shipped to the United States or redeployed to the Pacific area. 

An army release praises the “XYZ” as “probably the most 
successful supply route in U. S. Army history because it never 
once faltered during its entire existence.” Trucks ran from 
railheads in western Germany to forward areas where the sup- 
plies were taken directly to depots for army units that con- 
sumed them. The most unusual haul was made from the salt 
mines at Merkers, Germany, to Frankfurt-on-Main; each trucker 
carried up to $90,000,000 worth of currency, gold bullion and 
art reasures in his truck. The “XYZ” depended mainly on the 
4- to 5-ton truck tractors hauling trailers with, a 10-ton ca 
pacity. Mack cargo trucks capable of hauling 10-ton loads als0 
pulled the 10-ton trailer loads. 
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June 30, 1945 


Administrative Procedure Bills 


I. C. C. Seeks Exemption from Measures on Ground That 
Inclusion Would Adversely Effect Its Performance 
of Duties—Non-Lawyer Practitioners Ask Protec- 

tion of Right to Appear Before Agencies 


By SHIRLEY D. MAYERS 


* With the Commission’s representatives urging that that 
body be excluded from the Sumners bill (H. R. 1203), 
hearings were resumed, June 25, by the House judiciary com- 
mittee on proposed legislation to revise and standardize existing 
procedural methods and practices of federal government agen- 
cies, including the Commission (see Traffic World, June 23, p. 
1681). Commissioners Aitchison and Splawn appeared for the 
Commission. 

In a letter to Chairman Sumners, of the House judiciary 
committee, from the Commission’s legislative committee, intro- 
duced for the record by Commissioner Splawn, the committee 
declared that its study of H. R. 1203 had led to the conclusion 
that its enactment in either its original or revised form would 
have an adverse affect on the performance of the Commission’s 
functions. 

“In fact,” the letter continued, “it apparently would make 
impossible the performance of some of our important duties.” 


Commissioner Aitchison’s Discussion 


Listing various functions of the Commission under the 
interstate commerce act, both those having to do with rates 
and many having no connection with rates, and other functions 
in connection with other acts, Commissioner Aitchison said he 
believed these functions had been subjected to a satisfactory 
procedure, as far as practicable, in the Commission’s rules of 
procedure. 

Members of the House committee asked frequent questions 
as to why the Commission’s procedure could not be accommo- 
dated to a general administrative procedure for government 
agencies, the main contention appearing with respect to section 
5 (c) of the Sumners bill relating to “separation of functions” 
providing that: 


No officer, employe, or agent engaged in the performance of in- 
vestigative or prosecuting functions for any agency shall participate or 
advise in the decision, reeommended decision, or agency review pursuant 
to section 8 except as witness of counsel in public proceedings. This 
subjection shall not prevent the agency from supervising the issuance 
of process or similar papers or from appearing thereon as a party. 


Chairman Sumners asked Mr. Aitchison if any of the ad- 
ministrative procedure bills thus far introduced would hamper 
the Commission in its investigations. 

“Yes,” replied Mr. Aitchison. “Some of these bills say 
investigations cannot be conducted by agencies having other 
functions.” 

“That,” said Representative Walter, of Pennsylvania, a 
member of the committee, “is because some of us object to 
one person being the prosecutor, judge and jury.” 

Mr. Aitchison said the Commission did not want to be 
judge, prosecutor and jury. He averred that the tenor of H. R. 
1203 was negative and restrictive, adding: 

“We take pride in the fact that we are an arm of the 
Congress.” 

In connection with the “separation of functions” subpara- 
graph of the Sumners bill the discussion hinged largely on 
what Representative Walter referred to as the Commission’s 
present practice of conferring with examiners before the Com- 
mission made its report in its various proceedings. 

The subparagraph in question, Mr. Aitchison said, would 
be difficult for the Commission to follow because the examiners 
would not be able to confer with other members of the staff 
regarding a particular case unless in a public hearing specially 
called for that purpose. The bill, he said, would prevent exam- 
iners from talking over cases even as judges in court did in- 
formally. 

Chairman Sumners said there had been complaints that 
government examiners were not free to make their reports 
without coaching from the heads of “the bureaus.” It was 
complained, he continued, that in some agencies those who 
were “judges” in the proceedings influenced the writing of 
reports. 

Investigation a Main Function 
Mr. Aitchison said that one of the main functions of the 


Commission was investigation and that the record was an 
“armory” of the facts from which the Commission could draw 
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its information in deciding its cases. Chairman Sumners said 
he did not think the committee would knowingly recommend 
legislation that would prevent the Commission from getting the 
facts in its cases. 


A report in a single case, Mr. Aitchison said, might be 
written by several examiners, each of whom had taken testi- 
mony in various parts of the country. 


Under H. R. 1203, Mr. Aitchison continued, the Commis- 
sion could not consult with examiners in working out its rules 
of procedure. All rules relating to the “getting out” of pro- 
posed reports would be nullified by the bill, he said. 


Speaking for the continuance of the present procedural 
arrangements, Mr. Aitchison averred that on an average the 
interstate commerce act had been overhauled by Congress 
every five years and that it would probably continue to be. 


Commissioner Splawn sketched the professional back- 
ground of the members of the Commission’s legislative com- 
mittee, who had signed the letter presented for the record. It 
was signed by Mr. Splawn as committee chairman and by Com- 
missioners Aitchison, Porter, and Mahaffie, and Chairman Rog- 
ers. Said the committee: ; 


“On the general question of the need of something in the 
nature of a code of procedure to govern the various agencies 
of the federal government which exercise administrative func- 
tions, we express no opinion.” 


There was a precedent, continued the committee, for ex- 
cepting the Commission from any bill the House judiciary com- 
mittee might see fit to report favorably, in the complete exclu- 
sion of the Commission from the Long-Walter bill introduced 
several years ago. The committee also recalled that the earlier 
administrative procedure proposals sponsored by the American 
Bar Association and its administrative law committee excepted 
proceedings before the Commission. Continuing, the Commis- 
sion’s legislative committee said: 


Present Procedure Well Understood 


The interstate commerce commission is the oldest of the adminis- 
trative agencies of the government. Throughout the 58 years of its 
existence it has given continuing study. to its procedure, as a result 
of which it has devised and put into effect a number of procedural 
methods which are well understood and which have, we believe, the 
support of those who have dealings with this Commission. 

The Commission is not merely a kind of court for the settlement 
of controversies between individuals or those to which the government 
is a party. It is an administrative tribunal with the broader responsi- 
bility of carrying out the national transportation policy declared by 
Congress in the transportation act of 1940. It has numerous other duties 
under divers acts of Congress. In functioning it is called on to perform 
numerous and varied duties demanding widely different forms of ad- 
ministrative procedure, each suited to the nature of the particular cir- 
cumstances. Some of these procedures have been used for many years, 
others are comparatively new, and some are yet in the experimental 
stage, but all have proved reasonably satisfactory, and their operation 
is understood by those who must use them. That this is so may be 
judged by the fact that the Commission’s general rules of practice 
adopted July 31, 1942, have been in effect for nearly three years since 
we promulgated them, having had the benefit of much consideration 
by our bar, and that no weakness has developed that required amend- 
ments. If the lawfulness of these procedural methods must now be 
judged by a code not designed simply to supplement the jurisdictional 
requirements of the interstate commerce act, but to cover as a blanket 
all agencies of the government having administrative powers, many of 
which differ substantially in nature and purpose from those committed 
to this Commission, inevitably there will be a long period of uncer- 
tainty and confusion while the effect and meaning of numerous statu- 
tory provisions susceptible of varying interpretation are being judicially 
ascertained. If there is anything in the bill which would better our 
practice, we would be swift to adopt it. But no one has made any such 
suggestion to us. 


Throughout its history the Commission has striven to obtain the 
broadest and most accurate possible factual basis for its official acts, 
generally through the quasi-judicial device of a hearing and argument 
on issues of fact presented, even when by statute a hearing is not 
mandatory. Our experience has not indicated the need for a more 
elaborate body of rules to insure fairness. We see a danger in a code 
which would center attention on matters of form and detract from the 
important objective of reaching a sound conclusion on facts. 

Our study of H. R. 1203 leads us to the conclusion that its enact- 
ment in either its original or revised form would have an adverse effect 
on the performance of our functions. In fact, it apparently would make 
impossible the performance of some of our important duties. Under 
the interstate commerce act the Commission now has flexible powers 
“to conduct its proceedings under any provision of law in such manner 
as will best conduce to the proper dispatch of business and to the 
ends of justice.’’ (Section 17(3)). We regard this flexibility in procedure 
as of highest value in the public interest. A code of rigid requirements 
would forbid it. 

A recital of the obscurities, ambiguities, and impractical require- 
ments of this bill would make too long a letter. One feature, the scope 
of review in enforcement proceedings, seemingly would put the Com- 
mission back where it was in the impotent stage preceding the Hepburn 
act of 1906. The review provisions run counter to the ideas which are 
being worked out by the judicial conference. We mention these as 
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merely illustrative. We, therefore, earnestly request that the interstate 
commerce commission be excluded from this bill. 


Second Day’s Session 


Commissioner Aitchison resumed criticism of the Sumners 
bill, H. R. 1203, as the committee reconvened on June 26. The 
only other witness before the committee that day was William 
E. Rosenbaum, traffic consultant, of St. Louis, Mo., who ap- 
peared on behalf of about 50 non-lawyer I. C. C. practitioners 
with a request that the considered legislation be amended so as 
to make it clear in all provisions of the bill that non-lawyers 
might represent parties to cases before federal agencies if found 
qualified by the agency or agencies before which they appeared. 

At the close of the June 26 hearing, Chairman Sumners said 
that the hearings would be resumed at a future date and that 
the parties would be notified later as to the definite date. 

Commissioner Aitchison said that sections 7 and 8 of H. R. 
1203, relating, respectively, to hearings and decisions by federal 
agencies, could not possibly “stand together” with section 17 
of the interstate commerce act, in which the handling of those 
matters by the Commission was prescribed. He objected, par- 
ticularly, to the provision of section 8(a) of the bill, under the 
subheading ‘‘action by subordinates,” that “in cases in which 
the agency has not presided at the reception of the evidence, an 
officer or officers qualified to preside at hearings pursuant to 
section 7 shall either initially decide the case or the agency shall 
require the entire record certified to it for initial decision,” and 
to the provisions related thereto that followed. Mr. Aitchison 
observed that Congress had provided that a division of the Com- 
mission or an individual member of the Commission should have 
all the power of the full Commission. 

“You’re not a member of the Commission, are you?” Rep- 
resentative Jennings, of Tennessee, inquired. 

“T have been a member of the Commission for 28 years,” 
said Commissioner Aitchison. 


Freedom to “Experiment” Desired 


Representative Gwynne, of Iowa, averred that if Congress 
could not change the procedure of federal agencies, it might as 
well “throw these bills into the waste basket.’’ Mr. Aitchison 
said he was not contending that I. C. C. procedure was “the 
last word,” but that the Commission wanted to be free to ex- 
periment with a view to further improving its procedure. 

He raised questions as to the definition of the word “rule” 
in section 2(c) of H. R. 1203. That section reads as follows: 


(c) Rule and rule making.—‘‘Rule’’ means the whole or any part 
of any agency statement of general applicability designed to imple- 
-ment, interpret, or prescribe law or policy or to describe the organiza- 
tion, procedure or practice requirements of any agency. ‘‘Rule making’’ 
means agency process for the formulation, amendment, or repeal of a 
rule. 


Mr. Aitchison explained that it would be difficult to deter- 
mine whether some of the Commission’s activities with respect 
to rates constituted rule-making or adjudication. It seemed ob- 
vious, he said, that the considered bill as now written included 
rate-making in rule-making when the rate was not a “rule.” 
He said the Commission fixed rates for the future and for the 
past, and noted that Justice Roberts, in the U. S. Supreme 
Court’s decision in Arizona Grocery Co. vs. Atchison, Topeka & 
Santa Fe had stated that the Commission performed a legisla- 
tive act as to future rate-making and a quasi-judicial act as to 
past rates. He added that there were also cases in which the 
Commission ordered removal of preference and prejudice with- 
out prescribing rates, leaving it to the carriers to make the 
necessary rate adjustment. He referred to the New England 
division’s case as one that affected the public interest, as it 
involved the solvency of all the New England railroads. Asked 
whether the decision in that case could not have been made 
under provisions of H. R. 1203, and whether it made any differ- 
ence whether this was the making of a “rule” or an adjudica- 
tion, Mr. Aitchison said it did make a difference, as it had been 
stated earlier in the hearing that rules were things that did not 
require issuance of notices by the agencies making the rules. 

Asked whether he felt that the procedure the Commission 
had built up would be destroyed by the considered bill, Com- 
missioner Aitchison answered in the negative. However, point- 
ing to a copy of S. 7, the companion bill to H. R. 1203 in the 
Senate, he added that it seemed to him that a bill that had been 
amended so many times by a Senate committee after discussion 
with some of the federal agencies would probably be better 
after discussion with all the agencies and some further amend- 
ments. 

Selection of I. C. C. Examiners 


When Commissioner Aitchison began a discussion of the 
selection of examiners for government agencies, under provis- 
ions of the bill, Chairman Sumners asked whether the appoint- 
ment of examiners for the Commission by some other agency 
would interfere with the Commission’s work. Mr. Aitchison 
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said the Commission ought to have a great deal of latitude in 
its selection of confidential assistants; that the examiners often 
were the Commission, as far as the public was concerned, and 
that on the honesty, skill, and other attributes of the examiners 
depended the success and future career of the Commission. 

In the highest grade of examiners, he said, there were only 
two men available to hear cases at the present time, said Mr. 
Aitchison. Other examiners, because of illness or assignment to 
other work, were.unable to hear cases now, he said. He esti- 
mated that, including those assigned to the Bureau of Motor 
Carriers, the Bureau of Finance, the Bureau of Formal Cases 
and shortened procedure cases, there were about 200 I. C. C. 
examiners of all grades. He said the Commission had always 
been very careful in the selection of its examiners. 

Chairman Sumners asked Commissioner Aitchison to pre- 
sent to the committee written suggestions as to how the bill 
might be amended so as to take care of the difficulties that the 
Commission saw in the bill in its present form. 

Mr. Rosenbaum, in the course of his testimony, submitted 
for the hearing record the text of telegrams from the Southern 
Traffic League and the North Carolina Traffic League, support- 
ing his statement with respect to non-lawyer practitioners. 


Support for Bulwinkle Bill 


President M. W. Clement of the Pennsylvania Railroad, in 
a special message to stockholders and employes, pointed out 
how vitally they are concerned in the passage of the Bulwinkle 
Bill, H. R. 2536, now pending in Congress, which would “make 
clear the desire of Congress that the regulation of the railroads 
shall remain in the hands of the Interstate Commerce Com- 
mission, where it belongs.” 

Mr. Clement referred to the suit brought by the Depart- 
ment of Justice’s anti-trust division against western railroads, 
at Lincoln, Neb., and to the suit of the State of Georgia against 
the eastern and southern railroads, stating: 


Both actions are attempts to by-pass the Interstate Commerce 
Commission. .. . These suits, if successful, would destroy the railroads’ 
rate associations which, in conference with shippers, fit rates to the 
needs of industry, subject to the Commission’s review. The Lincoln 
suit would also destroy the Association of American Railroads, which 
coordinates the industry and has made possible its outstanding war 
job. . . . In the present war, operated by their own managements, the 
railroads are paying federal taxes of 4 million dollars a day. In the 
last war, losses from government operation cost the taxpayers 2 million 
dollars a day... . The need for regulation is not in question. The Bul- 
winkle Bill would confirm the exercise by the Commission of the full 
power which it now possesses to regulate railroads without interference 
by the anti-trust division of the Department of Justice. At the very 
time the Georgia suit was started, the Commission was conducting a 
public inquiry into many of the rates involved and has recently ren- 
dered an important decision on them. 


Keeping Anti-trust Suits Alive 


The Senate has passed and sent to the House S. 937, con- 
tinuing until June 30, 1946, the period of suspension of the run- 
ning of the statute of limitations applicable to violations of the 
anti-trust laws, which period otherwise would expire June 30, 
1945. 

Senator Ferguson, of Michigan, speaking in support of the 
bill in the Senate, said that unless the bill were enacted “certain 
anti-trust cases concerning which the President has asked for a 
suspension of the statute of limitations because the war is going 
on would be barred, and it would be difficult, in his opinion, to 
defend the cases or prepare to defend them.” He added that the 
President had asked the Justice Department to “hold up certain 
proceedings in the cases.” If Congress failed to pass the bill 
now, said Senator Ferguson, it would mean that “these anti- 
trust cases will be forever barred by the statute of limitations.” 

The report of the Senate judiciary committee on the bill 
embodied letters to the committee chairman from Attorney Gen- 
eral Biddle and Chairman Davis, of the Federal Trade Commis- 
sion, advocating its enactment. 

The House completed congressional action on the bill June 
28 and the measure was sent to the White House. 


LAND GRANT RATE REPEAL 


Senator Johnson, of Colorado, has submitted to the Senate 
a revised land grant rate repeal bill. He embodied his pro’ 
posal in an amendment which he said was in the nature of a 
substitute for H. R. 694, the land grant rate repeal bill passed 
by the House May 4. 

Senator Johnson’s substitute would make repeal of the 
land grant rates on government traffic effective 90 days after 
the conclusion of hostilities with Japan, as determined by a 
proclamation of the President or by a resolution of Congress, 
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while the bill passed by the House would, under its terms, be- 
come effective “ninety days after the date of enactment of this 
act. 

The Johnson substitute would add to the provisions of H. R. 
694 the following definition of the term “military or naval 
property” as used in the bill: “(1) Articles and materials de- 
scribed as arms, ammunition, and implements of war in proc- 
lamation numbered 2237, promulgated May 4, 1937, and (2) 
supplies and equipment transported along with or in connection 
with the movement of members of the military or naval forces.” 


Other provisions of the Johnson substitute are the same 
as those of H. R. 694. 


Rate Bureau Regulation 


The Bulwinkle bill, H. R. 2536, to exempt agreements be- 
tween carriers from application of the anti-trust laws after 
approval of such agreements by the Commission, proposed only 
that existing legislative treatment of air carriers and ocean 
carriers be extended to carriers subject to the interstate com- 
merce act, said the Association of American Railroads in a 
booklet issued by it, entitled “An Analysis of the Bulwinkle 
Bill,” embracing 16 pages of reading matter designed to show 
that enactment of the -bill would be in the public interest (see 
Traffic World, April 28, p. 1117, and May 5, p. 1154). 

The A. A. R. said that the sole purpose of the bill was to 
reconcile the application of the anti-trust laws to I. C. C.-regu- 
lated common carriers with the national transportation policy 
declared by Congress, “and thus to enable these carriers to 
conduct their business in a normal and lawful way consistent 
with, and indeed required by, that policy.” 

“It is not going too far,” the A. A. R. asserted, “to say 
that the real issue is—‘who shall regulate the carriers, the 
anti-trust division of the Department of Justice or the Inter- 
state Commerce Commission ?’ ” 


Carrier Competition 


In the booklet were cited provisions of the shipping act of 
1916 and the civil aeronautics act of 1938 under which agree- 
ments between the carriers affected, as to pooling of earnings, 
establishment of rates, etc., were exempted from application of 
the anti-trust laws if approved by the government agencies 
administering those laws. The booklet also discussed compe- 
tition among carriers in the light of the national transportation 
policy declared by Congress in the transportation act of 1940. 
Its discussion of that point included the following: 


Consideration of the express language of the declaration of policy 
can lead to no conclusion other than that, whatever may have been the 
national policy when the Sherman act was adopted 55 years ago, the 
congressional purpose now is not to require competition of a kind 
which would have the result of interfering with sound economic condi- 
tions in transportation and among the several carriers, or which would 
be either unfair or destructive. Moreover, it is plain that both the 
carriers and the Interstate Commerce Commission are expected to 
conduct their affairs under the guidance of this declaration, all with 
a view to the development, coordination and preservation of a national 
transportation system as distinguished from the development and pros- 
perity of one carrier at the expense of another.... 


Referring to the decision of the U. S. Supreme Court in 
1897, in United States vs. Trans-Missouri Freight Association 
(166 U. S. 290) that it was then the intention of Congress that 
rates be regulated through the force of competition instead of 
by other means, the A. A. R. noted that the Commission then 
had no power to prescribe a rate, whether maximum or mini- 
mum, and that Congress in 1940 had declared its policy to 
foster “sound economic conditions in transportation” and to 
discourage ‘‘unfair or destructive competitive practices.” Now, 
it continued, the anti-trust division was insisting on a rigid and 
archaic application of the Trans-Missouri case, “decidedly nearly 
50 years ago under conditions wholly different from those which 


now exist, and at a time when the present policy of Congress 
was not dreamed of.” 


Suit at Lincoln, Neb. 


After stating that the anti-trust division’s suit against the 
railroads at Lincoln, Neb., was not the source of the Bulwinkle 
bill, the A. A. R. added that that suit was, however, a demon- 
stration of the necessity for the bill and “a symptom of the evil 
which it would cure.” 

“The present discussion does not concern itself with the 
merits of the suit,” said the A. A. R. “Its defense is a matter 
for the lawyers to whom it has been entrusted. But the suit 
does furnish a convincing illustration of the situation which 
exists and especially of the extent to which the anti-trust 
division will regulate carriers if its philosophy prevails; of the 
minute detail with which the business of transportation will be 
supervised not by the Interstate Commerce Commission, but 
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by lawyers in the anti-trust division of the Department of Jus- 
TOR. 3, << 


“The intent of Congress declared in the transportation act 
of 1940 is to encourage and create a national transportation 
system. That cannot be done unless there is opportunity for 
the carriers to confer about operation as well as about rates. 
The experience of the railroads in time of war is a demonstra- 
tion if any were needed of the necessity for cooperative action. 

“Notwithstanding these rather obvious considerations the 
anti-trust division now undertakes to prohibit cooperative pro- 
cedures of the railroads which for many years have been openly 
followed with the full knowledge of all interested in transpor- 
tation. The carriers and the shippers must have the sensible 
protection which the Bulwinkle bill proposes.” 


If the anti-trust division’s philosophy prevailed the A. A. R. 
said, the carriers would be forbidden to do, with respect to 
rates, facilities and services, the very things that were neces- 
sary to comply with the interstate commerce act and to effectu- 
ate the national transportation policy. It added that this would 
mean that the anti-trust division, in. all such cases, would be 
the final regulatory authority, rather than the Commission. 
That division, it averred, had neither the equipment nor the 
continuity of experience for orderly, systematic and scientific 
regulation of transportation, ‘nor have the courts; nor did 
Congress ever intend to entrust that function to them.” 


Nebraska Group Supports Bill 


Senator Butler, of Nebraska, has had printed in the Con- 
gressional Record the text of resolutions adopted recently by 
the Nebraska Stock Growers Association at its annual meeting, 
including a resolution advocating enactment of H. R. 2536. 


“The carrier-shipper method of considering rates through 
railroad traffic associations,’ the Nebraska association said, 
“has been in active operation for more than 40 years, and the 
very essence of their operation is in giving publicity to changes 
in rates, charges, and practices, no matter by whom proposed, 
and offering opportunity for free and open discussion. The ar- 
rangements thus set up for consideration of changes in rates, 
charges, and practices have proven satisfactory to the live stock 
shippers who pay the bills and have proven satisfactory to the 
public body to which Congress has entrusted the day-by-day 
exercise of its power to regulate transportation.” 


Railroad Reorganization Bill 


Representative Reed, of Illinois, in an address in the House 
on June 27, urged enactment of H. R. 37, the Hobbs bill affect- 
ing capitalization of railroads and the distribution of their 
securities in reorganization proceedings before the Commission. 
saying that the bill would “furnish a means by which adequate 
protection may be accorded stockholders against the looting of 
their savings by powerful creditors.” The bill was passed Feb- 
ruary 14 by the House and was sent to the Senate, where it 
was referred to the Senate judiciary committee (see Traffic 
World, Feb. 17, p. 415). 

Representative Reed said that the bill provided, among 
other things, for a judicial review of plans of reorganization 
as submitted by the Commission, set up a standard to guide the 
Commission in determining the total capitalization of reorgan- 
ized companies. 

“Tt provides,” he continued, “that total capitalization shall 
not be reduced if it does not exceed either the actual invest- 
ment in the property or the findings of value made by the Com- 
mission itself under the physical valuation provisions of section 
19-a of the interstate commerce act. It likewise contains what 
is generally referred to as the ‘raincheck’ feature, providing 
that any part of the capitalization in excess of the value of the 
debtor’s property may be converted into no-par stock at the 
rate of one share for each $100 of such excess. This would give 
stockholders who were wiped out or ‘liquidated’ an opportunity 
to participate in the future earnings if any, of the reorganized 
company without in any way jeopardizing the rights of the 
bondholders.” 

Citing as a “horrible example” the Chicago & North West- 
ern reorganization proceeding, completed June 1, 1944, Mr. 
Reed said that the reorganization plan in the case of that rail- 
road cut the capitalization of the road to $450,000,000 and 
thereby refused to recognize its assets “by nearly $200,000,- 
000.” Accordingly, he stated, certain of the railroad’s junior 
creditors were forced to suffer a loss of about $40,000,000 and 
the holders of preferred and common stock were entirely de- 
nied participation in securities of the new company. 


Speculators’ Profits 


He alleged that Wall Street speculators had made huge 
profits at the expense of small stockholders of the C. & N. W 
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whose stock had been declared worthless by the Commission. 
Parts of his statements on that point follow: 


After studying the North Western report, I undertook an investiga- 
tion on my own behalf...I was amazed when I learned of the 
unconscionable and unbelievable profits of Wall Street speculators at 
the expense of small stockholders whose investments had been declared 
worthless by the Commission. ...Shrewd Wall Street speculators with 
great statistical organizations and corps of experts were quick to 
realize the value of property represented by railroad stocks which the 
Commission had decreed should be wiped out. Their astute legal staffs 
were cognizant of the fact that the courts were without power to 
override the findings of the Commission. The profits made by these 
astute speculators is beyond belief.... My investigation shows that 
they have reached the amazing figure of 9,800 per cent, and are still 
mounting. 

Speculators purchased the preferred stock which was to be issued 
in the Chicago & North Western Railway at figures as low as $2.25 
a share. Soon after reorganization was’ completed a dividend of 
$20 per share was paid on that stock and its present market value is 
$75 per share. Thus these speculators...in their first dividend check, 
received back, not only the purchase price of the stock, but $17.75 to 
boot. In other words, they have made a neat profit of 4,222 per cent. 
Common stock to be issued in the same reorganized railroad sold as 
low as 50 cents a share. Upon completion of reorganization a dividend 
of $5 per share was paid on that stock and its present market price 
is $44.37% per share. Thus common stock speculators, on 50-cent 
investments, received each a share of stock worth $44.37% upon which 
they have already, in their first dividend check, realized a return of 
their original purchase price and $4.50 to boot. These astute finan- 
ciers have made a profit of 9,800 per cent.... 


He mentioned railroads that were now in the process of 
reorganization, and asserted that these were “juicy morsels 
yet to be plucked.” 

“More than 100,000 stockholders face a fate that may be 
as tragic as that experienced by the late owners of the Chicago 
& North Western Railway,” he said, adding that the Hobbs 
bill would be ‘“‘a definite expression and outspoken mandate by 
Congress that the statute intended to relieve debtors of their 
burdens shall not be utilized as a vehicle to relieve them of 
their properties.” The bill, he said, would “lock the barn door 
before the horse is stolen.” 





Thefts in Interstate Commerce 


Instances of theft and embezzlement by truck line employes, 
affecting shipments moving in interstate commerce and fre- 
quently involving articles difficult or impossible to replace, 
constituted ‘‘a very real problem” in the trucking industry, a 
subcommittee of the Senate judiciary committee was told by 
Roland Rice, general counsel of the American Trucking Asso- 
ciations, Inc., in a hearing on two bills proposing broader appli- 
cation of existing federal laws against larceny and embezzle- 
ment of interstate and foreign commerce. 


The subcommittee, headed by Senator Hatch, of New 
Mexico, also heard testimony by witnesses for the Association 
of American Railroads, the Air Transport Association of Amer- 
ica, and the Department of Justice. 

Bills considered at the hearing were S. 492, the McCarran 
bill to amend the law relating to larceny in interstate or for- 
eign commerce so as to make it applicable to thefts in bus and 
airport terminals and airplanes in flight, as well as to thefts 
from railroad cars, etc., covered by the existing law, and S. 
739, the McCarran bill to broaden the scope of existing law with 
respect to embezzlement by officers or employes of carrier firms, 
associations, or corporations engaged in commerce (see Traffic 
World, Feb. 17, p. 414, and March 17, p. 657). 


Disagreement on S. 739 


J. M. Souby, general solicitor of the A. A. R., D. W. Mark- 
ham, director of the legal department of the Air Transport 
Association, Mr. Rice, and Alexander Holtzoff, of the Depart- 
ment of Justice testified in support of S. 492. Mr. Rice also 
urged enactment of S. 739, but Mr. Holtzoff regarded this bill 
as unnecessary. Senator Hatch suggested that he and Mr. Rice 
“get together” in an effort to iron out their differences on S. 
739, and indicated that it was unlikely that the Senate judiciary 
committee would report the bill unless it had the Justice De- 
partment’s support. Mr. Rice expressed willingness to act on 
the suggestion, and Senator Hatch said the hearings would be 
resumed after a bill satisfactory to both the Justice Depart- 
ment and the trucking industry had been prepared and sub- 
mitted to the committee. The subcommittee chairman said S. 
492 had been drawn up by the Justice Department. 

Mr. Souby noted that, in revision of the existing law by 
the amendment proposed by S. 492 (affecting 47 Stat. 773, 18 
U.S. C. 409 to 411), one sentence, making the penalty provisions 
applicable to thefts at off-line stations of railroads and in pick- 
up and delivery service performed for railroads by independent 
truck lines, under contract, had been omitted. He said it was 
feared that this omission might be construed by courts as re- 





TRAFFIC WORLD 


flecting an intent by Congress to give the law a narrower apjli- 
cation than it had had heretofore, and he asked for reinstate- 
of the omitted sentence. 


Mr. Markham said that the protection presently afforded 
interstate and foreign commerce, moving by means of trans- 
portation designated in section 409 of the existing law, against 
theft, should be extended to include interstate and foreign com- 
ment of the omitted sentence. 


Justice Department’s Position 


Mr. Holtzoff said the Justice Department had no objec- 
tion to the amendment proposed by Mr. Souby, and that all that 
S. 492 did was to extend the existing law to modern methods 
of transportation that did not exist at the time the original 
statute was passed, particularly to busses and planes. S. 739, 
however, he said, would bring into the federal courts minor 
emblezzlements by employers of interstate carriers, and minor 
thefts. He averred that such offenses should remain in the 
jurisdiction of state courts and state authorities, and that there 
was no cogent reason for the federal government entering this 
field. He declared that one of the arguments for enactment of 
S. 739 was that it would reach the driver of a truck who sold 
an article from a truck he was driving, but, he maintained, 
such offenses could and would be covered by S. 492. He ob- 
served that S. 739 would go further in that it would reach the 
truck driver or railroad employe who embezzled small sums of 
money from their employers. 

Mr. Rice said that truck lines operating in interstate com- 
merce every year paid out millions of dollars in claims, “a 
great part of which we think could be saved both to us and 
ultimately to the public of we had statutes passed and enforced 
as here suggested.” The trucking industry needed more ade- 
quate protection in this respect than the law now provided, he 
said. Asked whether the trucking industry had gotten rid of 
hijacking, he said that such activity might be worse now than 
heretofore, because many commodities that were subject to 
that kind of theft were “short” now. He added that the “size 
and enormity” of the embezzlement problem was ‘“‘very real and 
very large” in the trucking industry. He noted that it was often 
difficult to determine where an embezzlement took place. He 
said that there was ‘“‘a grapevine in operation today among our 
men” by means of which thieves obtained information as to 
where they could obtain shipments that they could sell. The 


Federal Bureau of Investigation had been “especially helpful” , 


in finding out where such thefts had taken place, said Mr. Rice, 
but, he added, there was no statute under which federal district 
attorneys could prosecute, and state officials frequently dis- 
claimed jurisdiction on matters involving interstate commerce. 


One of the types of carriers most affected by larceny and 
embezzlement was the household goods carrier, said Mr. Rice. 
Such items as washing machines and sewing machines and 
rationed items were regarded by dishonest employes as “pretty 
good items to sell or dispose of,’’ and the truck operators, in 
efforts to settle claims for such losses, could give money to the 
claimants but could not replace the stolen item. 


Cc. M. ST. P. & P. EQUIPMENT 


Federal Judge Michael L. Igoe of Chicago has granted 
the petition of trustees of the Chicago, Milwaukee, St. Paul & 
Pacific Railroad Co. for authority to enter into conditional sales 
agreements for the purchase of new equipment costing $7,108,- 
535. The authorization covers the purchase of five 5410 hp. 
freight locomotives costing $506,134 each; five 4000 h.p. pas- 
senger locomotives costing $358,705 each; ten 1000 h.p. switch- 
ing locomotives, $79,043 each; four 1000 h.p. switching locomo- 
tives, $79,379 each; six 1000 h.p. switching locomotives, $79,399 
each; five hundred flat cars, $2,200 each; and twenty-five all- 
steel cabooses, $4,000 each. The order is divided among the 
electro-motive division, General Motors Corporation; Fairbanks, 
Morse & Co.; Baldwin Locomotive Works; and American Loco- 
motive Co. The case is docketed as No. 60463. 


The Milwaukee Road presently will acquire 30 additional 
Diesel electric locomotives, to further accelerate war-time traffic. 
Five 5400 h.p. freight locomotives will be used for heavy duty 
service between Chicago, Kansas City, Omaha, Sioux Falls and 
St. Paul-Minneapolis. Five 4000 h.p. high-speed passenger loco- 
motives will draw the Hiawatha streamliners between Chicago- 
Milwaukee and the Twin Cities, and between Chicago and 
Omaha, and Chicago-Sioux City-Sioux Falls. Twenty 1000 h.p. 
switching locomotives will be used in various terminals. De- 
livery of the new Diesels will begin in July and all will be in 
service in October. 

One thousand box cars, 950 gondola cars, 500 flat cars, and 
25 all-steel caboose cars will be built in the road’s shops in 
Milwaukee, is is announced. 
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June 30, 1945 


Money for Army Transport 


General Gross Revises Downward Estimate of Cost to Army 
of Land-Grant Rate Repeal—General Williamson 
Answers Allegations About Excessive 
Rates Charged Army 


By JOSEPH C. SCHELEEN 


Answers to allegations cited by Chairman Wheeler, of the 
@ Senate interstate commerce committee, in a letter to the 
Bureau of the Budget, to the effect that the government, and 
particularly the War Department, was “paying excessive rates 
on much important wartime traffic” (see Traffic World, Dec. 16, 
1944, p. 1552), were supplied by Brigadier General W. J. Wil- 
liamson, chief of the traffic control division, Office of the Chief 
of Transportation, War Department, in a long statement in- 
serted, at the request of House appropriations committee, in 
the printed hearings on H. R. 3550, the military establishment 
appropriation bill for the fiscal year 1946. 

The printed hearings were made available as the commit- 
tee reported the bill, providing a total of $38,500,285,951 for the 
military establishment, including $1,785,000,000 for the army 
transportation corps. The latter amount was what the Bureau 
of the Budget had recommended for appropriation for the 
transportation corps. 


Land-Grant Rate Repeal Effect 


Testimony in the hearings on the bill included statements 
by Major General C. P. Gross, Chief of Transportation, Army 
Service Forces, to the effect that, if the Boren land-grant rate 
repeal bill (H. R. 4184) became law before the end of the next 
fiscal year, the maximum deficiency in the funds of the trans- 
portation corps, due to the higher freight rates on War Depart- 
ment traffic, would be from $150,000,000 to $200,000,000, but 
that it was believed that the railroads would grant ‘“‘section 22 
quotations” on much of the traffic affected by the land-grant 
rate repeal, reducing the $150,000,000 to $200,000,000 by “a 
very substantial amount.” 

“So that I doubt very much whether the net increased cost 
to us would be more than $25,000,000 to $50,000,000,” said 
General Gross. 

“You testified last year $250,000,000, did you not?” asked 
Representative Engel, of Michigan. 

“T did, and I thought that was so,” said General Gross. 

“Since that time we have had certain negotiations with the 
railroads on export rates. We have negotiated new rates under 
section 22 of the interstate commerce act. The carriers reduced 
those rates, and we do not think the railroads would expect the 
full published tariff rates to continue, considering tonnage vol- 
ume... 
General Williamson told the committee that “out of the 
many thousands of transportation men in the country, only 
four individuals have made charges of ineptness or inefficiency 
on the part of the traffic control division, two of these indi- 
viduals being discredited former employes of the office.” He 
added that, ‘‘on the other hand, the work of the traffic control 
division has been universally acclaimed.” 

In his statement describing at length the activities of the 
traffic control division, General Williamson referred to the 
charge contained in Senator Wheeler’s letter to the Budget 
Bureau that ‘‘with respect to the War Department ... the 
matter of seeking reductions in excessive rates is almost un- 
touched,” and he stated, also, that the chairman of the House 
appropriations committee, in a letter to the Budget Bureau, 
had set forth allegations that shipments of jeeps and command 
cars for export were made on domestic rates applicable to pas- 
senger automobiles, and that large quantities of gasoline had 
been shipped to new airfields on high rates, originally made to 
cover small sporadic movements and not designed to apply on 
movements in large volume. He noted that the text of Senator 
Wheeler’s letter had been published in Traffic World, Decem- 
ber 16, 1944. 

Testimony in the hearings on H. R. 4184, General William- 
son said, had included allegations that unduly high rates were 
being assessed and that no action was being taken with respect 
to the following: Ordnance and military supplies; chemicals; 
army tractor tanks; half tracks; explosives, powder, poison gas, 
bombs, mines and projectiles; small arms ammunition; export 
traffic through Pacific coast; second-hand wheeled equipment; 
personnel; dunnage, and poultry wire. 

No intelligent or accurate answer could be made to the 
allegation that “very high” rates were being applied on “ord- 
nance and military supplies” without specifying definitely the 
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commodity or commodities, the points of origin and destination, 
and the actual rates alleged to be improper, he said. He added 
that the same comment applied to the allegation that “very 
high” rates were being paid on “chemicals.” As to “army trac- 
tor tanks,” he continued, rates 40 per cent of first class applied 
in eastern and southern territories, and 45 per cent of first 
class in western territory, and a proposal was pending to re- 
duce the latter to 40 per cent. There was a similar situation, 
he indicated, with respect to “half tracks.’ He stated that on 
tanks, half tracks, combat vehicles, guns, etc., moved to desig- 
nated points for processing or overhauling, the carriers had 
recently established reduced rates that would result in an 
estimated annual saving of $1,000,000 on the present volume 
of movement. 






































Section 22 Rates on Explosives 


Published tariff ratings on the “explosives” group referred 
to, said General Williamson, ranged from 70 to 100 per cent of 
first class, but the railroads under section 22 quotations had 
established a national rating of 65 per cent of first class. How- 
ever, he continued, in the light of experience of the War De- 
partment in handling these commodities within the United 
States, proposals had been submitted to the carriers seeking 
reductions in the rates on certain types of explosives and am- 
munition. Movements of inert ammunition and components 
were made at ratings ranging from 30 to 55 per cent of first 
class, he added. 

He noted that, as to small arms ammunition, the Commis- 
sion had found 50 to 55 per cent of first class to be a reasonable 
maximum basis, but, he continued, “the carriers have volun- 
tarily reduced the ratings to 32% to 45 per cent of first class, 
with even lower percentages of first class on traffic to Pacific 
coast points. 


With respect to the allegation that domestic rather than 
export rates were charged on War Department traffic trans- 
shipped through Pacific coast ports, General Williamson re- 
called that in March, 1944, a section 22 quotation was issued 
authorizing the protection of the export rate without land-grant 
deduction or the domestic rate reduced by land-grant deduc- 
tions, whichever was lower. He said that an allowance of 3 
cents a hundred pounds for wharfage and handling also was 
made to the government; that the section 22 quotation was 
made retroactive to January 1, 1942, and that “to date, the 
War Department alone has recovered $3,000,000 and it is esti- 
mated that this represents only about 50 per cent of the total 
recovery for the period January 1, 1942, to December 31, 1944.” 

Referring to an allegation that unreasonably high rates had 
been charged on second-hand wheeled equipment (automobiles, 
trucks, etc.), General Williamson said that, generally speaking, 
the Commission had declined to prescribe rates or ratings on 
serviceable, used, or second-hand articles any lower than the 
rates or ratings on the same commodities unused. 


Mixed Carloads 


“It was stated,” he continued, “that there is a large and 
continuing movement of mixed carloads of freight and passen- 
ger automobiles. This was true. But many, if not most, of the 
instances of such mixed carload movements occurred in the 
field when traffic of personnel or equipment, or both, were 
unavailable at the time of loading. Further, there is a rule... 
which provides, on mixed carloads, that the highest rate and 
minimum weight will apply, unless lower charges can be com- 
puted by considering one item as a carload shipment and the 
other as a less-than-carload shipment. The actual application 
of this rule can only be made by the office performing the final 
audit of the freight bill, and the responsibility for seeing that 
the lowest proper charges are assessed rests with that office. . .” 

He said it had been stated that shipments of bombs were 
accompanied by 7,950 to 10,700 pounds of dunnage, depending 
on the number of bombs loaded in the car. He said that this 
was true in 1942, but that “early in 1943 safety and packaging 
engineers developed standardized loading specifications which 
limit the amount of dunnage necessary to secure bombs in a 
freight car to 4,500 pounds, as a maximum,” the weight of the 
dunnage varying from 2,500 to 4,500 pounds, depending on the 
type and size of bomb. The net weight of the bombs secured 
by the dunnage ranged from 60,000 to over 100,000 pounds, and 
the dunnage was the only packing material used, he said. If 
each bomb was packed separately in containers, the container 
weight would run from 15,000 to 30,000 pounds, and freight 
charges would be assessed on this additional weight without 
any increase in safety of the lading, he observed, adding that 
the saving in freight charges effected by the current dunnage 
practices was “tremendous.” 

He said that investigation had shown that 30 carloads of 
woven wire fencing, moved between July and October, 1943, hac 
been descibed as “camouflage wire netting;” that no other in- 
stances of such misdescription had been disclosed, and that 
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“complete billing references have been and will be ascertained 
and furnished to the General Accounting Office to ensure that 
freight charges are paid on the proper basis.” 


War Department Tonnage—1943-44 


In another part of his statement, General Williamson said 
that War Department freight tonnage in 1944 exceeded that of 
1943 by about 20 per cent and was more than double the 1942 
tonnage. Over 100,000,000 tons of freight were moved for the 
War Department by the nation’s various forms of inland trans- 
portation in 1944, and in that calendar year the Office of the 
Chief of Transportation routed and arranged for necessary 
equipment to cove the movement of 8,673,867 passengers, he 
said. He stated that about 87 per cent of the total freight traffic 
moved by rail, about 9 per cent by motor carrier, and about 2 
per cent over inland waterways. 

He discussed activities to bring about prompt release of 
freight cars, saying that by the end of 1944, 87 per cent of all 
cars placed for War Department loading or unloading were re- 
leased within 48 hours. Only 0.3 per cent of all War Department 
freight in 1944 was by railway express, he said. He reported 
that 375 special train movements were arranged in 1944 by the 
Office of the Chief of Transportation. 

He told the committee that, because the technical termin- 
ology used to describe various articles by the War Department 
was at great variance with the terminology used in ordinary 
commercial practice, the traffic control division in collaboration 
with the procuring services had issued a “War Department bill- 
ing guide,” listing thousands of items procured and shipped by 
the various technical services, showing opposite the War De- 
partment nomenclature of each item, the transportation de- 
scription to be used on the bills of lading “in order to secure 
the lowest applicable rate.” The billing guide was being con- 
stantly revised to include new items as they were developed and 
procured, he said. 

The classification unit of his division, General Williamson 
said, had, since May 1, 1942, “secured the specific publication in 
the carriers’ classifications, which are on file with the Interstate 
Commerce Commission, of over 2,000 specific entries,’ and had 
obtained and made rulings covering many thousand additional 
items resulting in the application of the lowest applicable rates. 


Classification Unit Savings 


“Due to the all-embracing scope of the activities of this 
unit,” he continued, “it is impossible to accurately determine 
the savings in dollars and cents which have been effected. How- 
ever, a few of the outstanding accomplishments of this unit 
have been analyzed and show very substantial economies. For 
example, the establishment of a new packing provision for cloth- 
ing and equipage items which may be shipped in bales resulted 
in monetary saving estimated to amount to over $2,900,000 an- 
nually..A reduction in the classification rating applying on 
soldiers’.rations has resulted in an estimated minimum annual 
saving of nearly $20,000,000. This unit issued an interpretation, 
which was adopted by the Comptroller General, that jeeps are 
freight automobiles and not passenger automobiles. The mone- 
tary saving resulting from this interpretation is impossible of 
calculation, but is greatly in excess of $10,000,000 per year...” 

Effectuation of transit arrangements on War Department 
shipments also had resulted in “great savings in the over-all 
transportation bill,” said General Williamson. He stated that 
his division had a transit unit, established in July, 1942, now 
. comprising three officers and one civilian, that transit arrange- 
ments had been established at over 200 War Department in- 
' stallations, as well as at many civilian warehouses, and that 
they applied on “practically all War Department traffic which 
moves in straight carloads of one commodity.” He said that “a 
conservative and informed estimate of the economy resulting 
| from the use of transit arrangements by the War Department 
places the saving at a minimum of $50,000,000 per year. 


Rate Adjustment Unit Results 


He said the rate adjustment unit in his division comprised 
15 officers and 16 civilians. He reported that in 1943 that unit 
had brought about savings of $5,698,000 in 130 informal cases 
closed in favor of the War Department and savings of $8,954,000 
in 49 formal cases closed in favor of the department, and that 
savings totaling $19,483,000 had been effected in the first quarter 
of this year in 52 informal cases closed in favor of the War De- 
partment, added to which was $750,00@ saved in formal cases 
closed in favor of the department. He submitted the following 
as “a few representative examples of results obtained by the 
rate adjustment unit.” 


Revised rates were establish on gasoline from Baton Rogue, La. 
group to the Jackson, Miss., army air base, resulting in a minimum 
annual saving estimated at $100,000. A rate was established on 
serap iron or steel to cover the movement from Dawson Creek, B. C., 
to Duluth, Minn., which resulted in an estimated saving of $240,000.... 
Very recently, rates were negotiated with the carriers on returned 
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salvage equipment from overseas which, it is estimated, will result 
in savings of approximately $4,000,000 per year on the present volume 
of movement and the saving will materially increase as the movement 
increases. ... 

In a single formal proceeding before the I. C. C., motor carrie) 
rates on gasoline between points in Arkansas, Kansas, Missouri and 
Oklahoma were revised, resulting in a minimum estimated annua! 
saving of $1,000,000. Another very recent decision by the Interstate 
Commerce Commission involving rates on airplane propellers will result 
in an estimated annual saving of at least $750,000. 


Referring to the allegation that the Commission had not 


_had presented to it the matter of “excessive” rates on govern- 


ment traffic, General Williamson said that “in three years the 
War Department has instituted or participated in over 70 pro- 
ceedings with tangible results in the form-of very substantial 
reductions in freight charges and recovery of overcharges... .” 

He said that jeeps and command cars moved to ports un- 
der export rates on “freight automobiles, set up, unboxed,” that 
ranged from 40 to 50 cents a hunded pounds lower than the 
domestic rates on passenger automobiles. 

As to the allegation of high rates on large quantities of 
gasoline, General Williamson said that there had been instances 
where new airfields had been established at points to which the 
published rates did not adequately reflect a proper rate level, 
but that a careful and thorough analysis of the War Depart- 
ment’s petroleum movements over a considerable period of time 
had shown that such instances were “in a very small minority.” 

“It is the considered opinion of the traffic control division,” 
he said, “that over 90 per cent of the War Department’s petro- 
leum traffic is moving on rates prescribed or approved by regu- 
latory authorities.” 

General Gross, in his testimony, said that $945,000,000 of the 
appropriation requested was for transportation of supplies, that 
$102,000,000 was for contract stevedoring, and $426,000,000 for 
operation of boats and shore facilities. 


1944 Army Freight Bill $1,300,000,000 


The army railroad freight bill in 1944 amounted to. $1,300,- 
000,000, according to testimony given by Col. J. F. Mitchell, Jr. 
Questioned as to loss and damage resulting from shipments 


of explosives, General Williamson said the number of cases had - 


not been large. He cited six cases in which the total property 
loss _ $175,440, but he explained this was not a complete 
record. 

General Gross said that, “very fortunately,” there had not 
been many accidents, but “we have a very thorough system of 
controlling those freight cars.’’ Questioned as to whether the 
hazard that existed justified “these high freight rates,” the gen- 
eral said the hazard existed, and the question was whether “‘the 
rate is too high after the consideration of that hazard .. .” 
Representative Engel thought “‘the rate ought to be adjusted.” 

In a further discussion of rates, General Gross said the 
army paid at the carload rate, and, with respect to a question 
as to whether the army obtained “trainload rates,’ he said that 
when its freight moved in great volume, the army sought re- 
ductions by negotiations under section 22 of the act. 


House Passes Bill 


The House passed the bill on June 26 and the Senate ap- 
propriations committee reported it to the Senate the follow- 
ing day. 

In its report, the Senate committee said that the amount 
required for transportation service of the army for the fiscal 
year 1946 ($1,785,000,000) was less than the $2,054,144,199 
obligated for the current fiscal year and slightly less than the 
$1,850,000,000 obligated for the current fiscal year, “notwith- 
standing the gigantic task of transportation involved in the 
redeployment of men and material from Europe to the Pacific.” 

The appropriation for transportation service provided 
mainly for the operation and maintenance of army transports, 
harbor boats, ports of embarkation in this country and over- 
seas, commercial transportation of supplies, and the operation 
of army rail equipment, and only a small amount would be 
required for procurement of materials-handling, rail, and float- 
ing equipment, said the committee, adding: 

As was reported last year, the reciprocal-aid agreement covering 
the cost of stevedoring, wharfage, and bunkering in all British colonial 
ports will continue to be borne by the British and Australians. Activity 
within the continental United States will be high because of the number 
of troops and supplies moving in and out of the ports for redeployment. 
The shift of emphasis to the Pacific causes longer hauls and will tax 
the port facilities on the western coast to the utmost. In the San 
Francisco port, the volume of traffic handled increased 40 per cent 


in March over the preceding month. The increase is certain to go 
much higher. 


EXPLOSIVES REGULATION VIOLATIONS 
The Commission, according to a memorandum issued by 
Secretary Bartel, has been advised that, on June 15, in the 
federal court for the western Missouri district, at Kansas City, 
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a plea of guilty was entered on behalf of Guy A. Thompson, 
in his capacity as trustee of the Missouri Pacific Railroad, to 
an information charging violations of the Commission’s regu- 
lations governing the transportation of explosives and other 
dangerous articles; and that a fine of $400 and costs was 
imposed. 

The memorandum said the specific violations charged in 
the information were the placing of cars containing explosives 
in forbidden positions in through freight trains, and failure to 
furnish the train and engine crews with notices of the presence 
of carloads of explosives in those trains. 

The case was investigated by the Commission’s Bureau of 
Service, and was prepared for prosecution by the Bureau of 
Inquiry, the secretary said. 


Savannah Harbor Project 


A bill, H. R. 3477, adopting and authorizing a project for 
improvement of Savannah Harbor, Ga., with the objective of 
placing that harbor on an equality with other Atlantic Coast 
harbors in the same class, has been favorably reported to the 
House for passage by the House committee on rivers and har- 
bors. 


The committee report on the bill, submitted to the House 
by Representative Peterson, of Georgia, after pointing out that 
the project was recommended in House Document 227, 78th 
Congress, said: 


Savannah Harbor is one of the important harbors on the Atlantic 
coast and the most important in the South Atlantic area. Savannah 
is a commercial and industrial city, one of the world’s leading markets 
for naval stores, and the location of the largest sugar refinery in the 
southeast. Three shipyards are located in the harbor and its vicinity, 
and there are more than 170 plants manufacturing diversified products, 
the principal of which are asphalt, gasoline, roofing material, fertilizers, 
refined sugar, paper and pulp, gypsum, and lumber. The United States 
Army Services Forces depot, covering an area of 430 acres, is located 
about 3.5 miles above the city, and near the port are the Savannah Air 
Base, Chatham Field, and Camp Stewart. 

The port is served by 5 railroad systems, 2 coastwise steamship 
companies, and 45 steamship lines to South America, Europe, and the 
Far East. Commerce of the harbor increased from 2,599,700 tons in 
1931, to 3,828,200 tons in 1941. Petroleum products make up about one- 
third of the commerce of the port. The majority of the tankers now 
under construction will have a draft of 31 feet, and these deep-draft 
ships will be used extensively upon resumption of the normal movement 
of petroleum products. The existing project depth in this harbor is 
30 feet. Other vessels trading to this port and carrying other products 
have a draft of 33 feet. To accommodate these ships it is proposed 
to increase the depth of the entrance channel from a depth of 30 to 
36 feet, and of the inner channel from 30 to 34 feet, at a cost of $3,738,- 
000. The improvement will not increase the annual maintenance charge. 
It is expected that various difficulties which attend navigation in the 
harbor under the existing project will be corrected under the improve- 
ments adopted herein. 

The bill does not amend, repeal, or modify existing law. The pro- 
visions of the bill are additional and supplemental to existing legis- 
lation. 

The following is the recommendation of the Chief of Engineers, 
United States Army, covering the improvement authorized by the bill: 

‘“‘After full consideration of the reports secured from the district 
and division engineers, the Board recommends modification of the exist- 
ing project for Savannah Harbor, Ga., to provide a channel 36 feet 
deep and 500 feet wide across the ocean bar between stations 245 and 
194, and 34 feet deep and generally 400 feet wide, increased to 550 feet 
opposite the Atlantic Coast Line terminals, between stations 194 and 
103, with a turning basin 34 feet deep at the Mexican Petroleum Corp. 
refinery and with such modifications thereof as the Secretary of War 
and the Chief of Engineers may consider desirable, at an estimated 
first cost to the United States of $2,738,000, all subject to the conditions 
that local interests furnish assurances satisfactory to the Secretary of 
War that they will: (a) Provide, free of cost to the United States, all 
lands and rights-of-way required for the initial construction and subse- 
quent maintenance when and as required; (b) and hold and save the 
United States free from damages due to the construction works. 

‘“‘After due consideration of these reports, I concur in the views 
and recommendations of the Board. 

“Very truly yours, E. Reybold, Lieutenant General, 


Chief of 
Engineers.”’ 


McLean Trucking Suit 


McLean Trucking Co., of Winston-Salem, N. C., has filed 
suit in the federal court for the middle North Carolina dis- 
trict, Winston-Salem division, asking a temporary and perma- 
nent injunction against enforcement of the Commission’s order 
in MC 31389, Malcolm P. McLean, Jr., Common Carrier Appli- 
cation, a “grandfather” application, and MC 31389, Sub. 1, Mc- 
Lean Trucking Co., Inc., Extension—General Commodities. 

In those proceedings, the Commission, division 5, granted 
the applicant “grandfather” authority to transport, as a com- 
mon carrier, textiles and textile products from points in a 
specified portion of North Carolina to points in New Jersey, 
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Connecticut, Rhode Island, and Massachusetts, and specified 
portions of Maryland, Delaware, Pennsylvania, N. Y., and gen- 
eral commodities, with exceptions, from Baltimore, Md., York, 
Pa., Bayonne, N. J., New York, N. Y., and points in the Phila- 
delphia, Pa., commercial zone to points in a specified portion 
of North Carolina, over irregular routes. In the extension pro- 
ceeding, the authority was for the transportation of textiles 
and textile products from certain points in North Carolina to 
points in New Jersey, Connecticut, Rhode Island, and Massa- 
chusetts, and certain portions of Maryland, Delaware, Pennsyl- 
vania, and New York; manufactured tobacco products from 
Winston-Salem and Durham, N. C., to Providence, R. I., and 
certain points in Connecticut and Massachusetts; and general 
commodities, with exceptions, from points in specified portions 
of Rhode Island and Connecticut to points in a specified portion 
of North Carolina. 

McLean said that, in its “grandfather” application, it had 
asked authority to transport commodities generally between 
points in a described area in North Carolina, South Carolina 
and Virginia, on the one hand, and, on the other, all points in 
Massachusetts, Rhode Island, Connecticut, New York, New Jer- 
sey, Pennsylvania, Maryland, Delaware, and the District of 
Columbia, over irregular routes. In its extension application, 
it said, it requested authority to transport commodities gen- 
erally, over regular and irregular routes, between all points in 
the “southern base territory” as described in the “grandfather” 
application, and between points in Virginia, North Carolina, 
South Carolina, and Georgia, on the one hand, and, on the 
other, points in the “northern base territory” as described in the 
“srandfather” application. 

The company said it had at all times held itself out to carry 
commodities generally, over regular and irregular routes, in 
the claimed territory. It asked that the court remand the 
application to the Commission for further proceedings in con- 
formity with the decision and judgment of the court. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Western Michigan district, southern division, at Grand 
Rapids. William Edward Bell, dba Midway Transit Co., of 
Benton Harbor, Mich., was fined $2,000, June 15, following entry 
of his plea of nolo contendere to an information containing fifty 
counts charging him with violations of part II of the interstate 
commerce act. The fine was ordered paid. Imposition of sen- 
tence on eleven counts of the information was deferred until 
the September term of court. At the same time the defendants 
John McGovern and Donald Randall, both of Benton Harbor, 
were each fined $60, and on May 25, defendants Henry H. 
Groth and Leo C. Wise, both of Hartford, Mich., John Henry 
McCracken of Kalamazoo, and Russell Pipher, of Paw Paw, 
Mich., and Earl Starbuck, of St. Joseph, Mich., were fined $60 
following entry of their separate pleas of guilty or nolo con- 
tendere to informations charging them with falsification of 
drivers’ logs. The fines were paid. 

The defendant William Edward Bell, dba Midway Transit 
Co., was charged with operating as a common carrier of 
property without a certificate having been issued to him au- 
thorizing the particular operations described in the informa- 
tion, with failure to remit C. O. D. moneys collected from con- 
signees within ten days after collection thereof as prescribed 
by his tariffs, with failure to require drivers in his employ to 
keep drivers’ logs, with failure to have in his files certificates 
of physical examinations for new drivers, and with failure to 
file a report of an accident with the Commission. 

Eastern Pennsylvania district, at Philadelphia. Albert Och- 
roch, of Philadelphia, and Liebert & Obert, a corporation, also 
of Philadelphia, were fined a total of $600 following entries 
of their separate pleas of nolo contendere to an information 
charging them with violations of part II of the act. Both of 
the fines were ordered paid, Albert Ochroch having been fined 
$600, and Liebert & Obert, $100. The defendant Albert Ochroch 
was charged with transporting property as a contract carrier 
for compensation without a permit having been issued to him 
authorizing him to engage in the particular operations described 
in the information. The defendant Diebert and Obert, a shipper, 
was charged with aiding and abetting Albert Ochroch in the 
commission of the offenses. 


REPRESENTATION OF EMPLOYES 


The Railroad Workers Industrial Union, District 50, United 
Mine Workers of America, has been certified by the National 
Mediation Board, after elections, to be the duly designated and 
authorized collective bargaining agent under the railway labor 








1738 


act for Long Island Railroad marine engineers, firemen and 
oilers in the marine department and for the licensed and un- 
licensed deck personnel of that carrier’s marine department. 
In the case of the engineers, firemen and oilers the U. M. W. 
union received 29 votes as against 6 cast for the International 
Longshoremen’s Association, and in the case of the deck per- 
sonnel the U. M. W. union received 66 votes as against 23 for 
the Railroad Marine Workers Association. 

Dining car employes of the Burlington have decided to 
stick by the Dining Car Employes’ Union, Local 351, Hotel & 
Restaurant Employes International Alliance as their collective 
“bargaining agent, having voted 180 for that union as against 
154 for the C. I. O. United Transport Service Employes of 
America. 


Ex-Barge Grain Rate Suit 


The United States of America, defendant, in A. L. Mechling, 
dba A. L. Mechling Barge Line vs. United States, and Inland 
Waterways Corporation vs. United States, has filed an answer 
in the U. S. District Court for the northern district of Illinois. 
On June 1 the plaintiffs filed petitions (see Traffic World, June 
9, p. 1533), asking that an injunction be entered setting aside 
the Commission’s order of Feb. 13 in I. and S. 4718, Grain 
Proportionals, Ex-barge to Official Territory, in which the 
Commission prescribed rates on barge grain. The cases are 
docketed in Federal Court as 45C865 and 45C866 respectively. 

The defendant, in identical answers, ‘‘admits each and all 
of the allegations in the said complaint contained, and that the 
relief prayed for should be granted by this court, and that the 
order of the Interstate Commerce Commission assailed in the 
said action should be set aside, in so far as it undertakes to 
authorize the establishment of rates in conformity with the find- 
ings contained in the said report (but not in so far as it re- 
quires the cancellation of the rate schedules heretofore filed 
by the carriers, but the effective date of which has been post- 
poned.)”’ 

The defendant further “prays that the relief prayed for by 
plaintiffs be granted by this court, and that the aforesaid order 
of the Interstate Commerce Commission, as set forth above, 
be set aside as erroneous, arbitrary, unsupported by substantial 
evidence, and contrary to law.” 

The defendant’s answer is signed by Edward Dumbauld 
and David C. Mathews, special assistants to the Attorney Gen- 
eral, Department of Justice. 

The plaintiffs’ petitions contended that ex-barge traffic was 
entitled to proportionals no higher than the ex-rail and ex-lake 
traffic, while interveners contended that it was entitled to noth- 
ing lower than the local rates. The Commission reopened the 
case Feb. 13, 1945, prescribing increased proportional rates to 
be charged by the eastern railroads for the transportation east 
of Chicago of ex-barge grain, which néw rates were higher by 
three cents than for ex-rail grain and ex-lake grain, to eastern 
territory destinations. 

The Mechling petition stated the proceedings were impor- 
tant “in so far as they may provide administrative standards 
which may be used as guides in fitting barge transportation inta 
the general rate structure, particularly on grain and grain 
progucts. .. .” 

The Department of Agriculture is also protesting the pro- 
posed tariff and will file its own suit. Attorneys believe the 
cases will probably be consolidated in District Court. 


Rail Labor Disputes 


The White House, June 26, made public three reports to the 
President by an emergency board appointed to consider disputed 
issues between several railroad carriers and certain of their 
organized employes. Two of the cases involved the American 
Train Dispatchers Association and the Missouri Pacific Railroad 
and the Wabash Railroad. In the Missouri Pacific case, the 
board, following hearings on the case, was successful in effecting 
an agreement on a number of the disputed issues, and on the 
remaining points the board made certain recommendations. 
These recommendations dealt with the work of chief train dis- 
patcher and the extent to which this position should come within 
the scope of the agreement between the American Train Dis- 
patchrs Association and the carrier. In the case involving dis- 
patchers on the Wabash, the employes withdrew their proposals 
following the hearings on the Missouri Paeific case. 

The third report dealt with a proposed reduction of 80 cents 
a day in the wages of Red Caps employed at Union Station, St. 

‘Louis, Mo., and represented by the Brotherhood of Railway and 
/Steamship Clerks, Freight Handlers, Express and Station Em- 
ployes. After a brief hearing, the dispute was composed by the 
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REGULATION OF COMMON CARRIER 


(District Court, W. D. Oklahoma) An oil refining company 
entering business of transporting its refined oil products to mar- 
ket for sale to public through its own interstate pipeline after 
enactment of statute requiring Interstate Commerce Commission 
to ascertain and report value of all property owned or used by 
common carriers subject to such act, was engaged in transpor- 
tation and commerce within meaning of act and hence required 
to comply with provisions of commission’s valuation procedure, 
even if company was in fact a private carrier. Interstate Com- 
merce Act Sec. 1(1) (b, c), (3), as amended by Transportation 
Act. 1920, Sec. 400, and Sec. 19a, 49 U. S. C. A. Sec. 1(1) (b, c), 
(3), and Sec. 19a. 

The provisions of the act requiring Interstate Commerce 
Commission to ascertain and report value of all property owned 
and used by common carriers subject to the act apply to all 
engaged in interstate transportation of oil or other commodities, 
except water and gas, by pipe line. Interstate Commerce Act 
Sec. 1(1) (b, c), (3), as amended by Transportation Act 1920, 
Sec. 400, and Sec. 19a, 49 U. S. C. A. Sec. 1(1), (b, c), (3), and 
Sec. 19a. 

An oil refining company, authorized by its charter to trans- 
port petroleum, producing and purchasing oil, transporting it 
to its refinery by its wholly owned subsidiary corporation’s pipe 
line, and transporting refined products from refinery, through 
its own interstate pipe line, for sale to public, is interstate pipe- 
line company subject to provisions of Interstate Commerce Com- 
mission’s valuation procedure. Interstate Commerce Act Sec. 
1(1) (b, c), (3), as amended by Transportation Act 1920, Sec. 
400, and Sec. 19a, 49 U. S. C. A. Sec. 1(1) (b, c), (3), and 
Sec. 19a. 

The application of act, requiring Interstate Commerce 
Commission to ascertain and report value of all property owned 
or used by common carriers, to oil refining company, entering 
business of transporting its refined oil products from its refinery 
to market through its own interstate pipe line after enactments 
of such act, does not take such company’s property without “due 
process of law,” as it is a “future” pipe-line company within 
such act. Interstate Commerce Act Sec. 1(1) (b, c), (3), as 
amended by Transportation Act 1920, Sec. 400, and Sec. 19a, 
49 U. S. C. A. Sec. 1(1) (b, c), (3), and Sec. 19a. (Champlin 
Refining Co. vs. United States, 59 Fed. Supp. 978.) 





(Circuit Court of Appeals, Tenth Circuit.) Where merchan- 
dise moved over motor carrier from Denver to Chicago and 
over connecting carrier to New York under shipper’s bills of 
lading, the through rate applicable to the designated route 
controls any combination of rates over such route and is the 
only lawful rate that can be charged, notwithstanding agree- 
ment or quotation to contrary, and hence, where sum of rates 
from Denver to Chicago and Chicago to New York was less 
than through rate and was charged by carrier, it could recover 
the undercharge. 

Interstate motor carrier, if promising to select cheapest 
available rate and route and to ship merchandise accordingly 
and failing to do so, is liable to shipper for difference between 
rate charged and cheapest applicable and available rate. 

Where shipper, on plaintiff motor carrier’s instructions, 
continued to bill merchandise via plaintiff from Denver to Chi- 
cago and over connecting carrier to New York on plaintiff’s 
misrepresentation that rate was $1.84 per hundredweight, which 
was the sum of the local rates, whereas through rate for such 
route was $2.17, plaintiff could recover undercharge, although 
there were other routes over which merchandise could have 
moved for $1.84. (T. & M. Transportation Co. vs. S. W. Shat- 
tuck Chemical Co., 148 Fed. Rep. 2d. 777.) 











parties, and the carrier rescinded its notice of May 8, 1945, of a 
reduction in pay for the Red Caps. 

The emergency board was composed of Frank M. Swacker, 
chairman and New York attorney; Walter C. Clephane, Wash- 
ington attorney, and‘John A. Lapp, industrial relations con- 
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June 30, 1945 


sultant of Chicago, and was appointed by H. H. Schwartz, chair- 
man of the National Railway Labor Panel. 

Chairman Schwartz, of the National Railway Labor Panel, 
has appointed an emergency board to investigate and report on 
a dispute between the Washington, Idaho & Montana Railway 
and the United Brotherhood of Carpenters & Joiners of Amer- 
ica, which represents train service employes of that road. The 
members of the board are Richard F. Mitchell, Herbert B. Ru- 
dolph and Ernest M. Tipton. 

President Truman has created an emergency board under 
section 10 of the railway labor act to investigate and report on a 
dispute between the Erie and employes represented by the 
Brotherhood of Railroad Trainmen involving application of ad- 
justment board awards and working rules. A strike for noon, 
June 30, had been fixed before the President acted to prevent 
interruption of operations as provided in section 10. 


Money for Mediation Board 


The Senate has passed and sent to a conference committee 
H. R. 3199, the appropriation bill for the Labor Department, 
Federal Security Agency and related independent agencies for 
the fiscal year beginning July 1, containing an increase of $25,- 
000 over the amount allowed in ‘the bill as passed by the House 
for ‘“‘salaries and expenses” of the National Mediation Board, 
this increase being designed to provide additional mediators, 
their clerical assistants, and traveling expenses, according to 
the Senate appropriations committee’s report on the bill. 

Testimony made public in printed hearings on the bill in- 
cluded statements by A. E. Lyon, executive secretary of the 
Railway Labor Executives’ Association, advocating a $25,000 
increase in the amount provided for the mediation board so as 
to enable the board to employ five additional mediators “and 
a clerk or two.” Mr. Lyon told the Senate appropriations com- 
mittee that the board had a backlog of 399 cases as of March 
1, 1945. He said the board had a record of 12 mediator days 
a case, as an average performance over a period of more than 
ten years, and that each mediator handled about 30 cases a 
year. 

“This means that 15.3 mediator years are necessary to clear 
up the backlog,” he said. 

After asserting that prompt disposition of railway labor 
controversies was important, he declared that “we are faced 
with a backlog which could not be cleared up in a year by 15 
of the present staff of 18 active mediators, even if it were possi- 
ble to assign them to that work exclusively.” 

“The effect of this situation,” he continued, ‘‘is _nene 
dissatisfaction among railroad workers, expressed ME sos 
growing disposition to resort to the strike ballot. . . . The Seni 
down of adjustment machinery is being capitalized by invading 
labor organizations seeking a foothold in the railroad industry. 
They use the failure of the railway labor act machinery as evi- 
dence of the need of a change in representation. Hence a growth 
of controversies which are purely jurisdictional. . 

“We have organizations that are not normally in the rail- 
road field, some C. I. O. groups, for example, who argue the 
railroad labor act is too slow. They say to employes, ‘You 
asked for an adjustment six months ago and you haven’t got 
any action yet.’ Then they say, ‘Sign on the dotted line and 
we will get it for you or we will pull you off the job and get 
it in a week.’ We think the railway labor act is a good 
law, but it is not being properly administered. . 

As passed by the Senate, the bill provided $243,300 for 
“salaries and expenses” of the board, $100,000 for expenses of 
arbitration, emergency and emergency panel boards, $2,500 for 
printing and binding, $252,400 for “nel ries and expenses” of 
the National Railroad Adjustment Board, and $17,500 for print- 
ing and binding for that board. 


Deferment of Rail Employes 


Pointing to “the enormous and increasing traffic burden 
taxing transportation facilities to the utmost _because of the 
war in the Pacific,” National Headquarters of Selective Service 
has announced that local draft boards are being directed to 
give special consideration to requests for deferment of western 
railroad employes in specified occupations. 

The railroads whose registrants are covered by the pro- 
visions of the memorandum sent to local boards are those oper- 
ating west of Lake Michigan, the Illinois-Indiana state line and 
the Mississippi river. The critical occupations are: 


Train and engine service—engineers, firemen, conductors, brakemen 
and switchmen, including switch foremen and yardmen. 

General transportation occupations—train dispatchers, yardmasters, 
telegraphers, including operators and towermen. 

Maintenance of equipment—blacksmiths, boilermakers, carmen, car 





1739 


inspectors, electricians, machinists, molders, sheetmetal workers, in- 
cluding foremen in these crafts. 
Signal department—signalmen, signal maintainers. 


(See also p. 1760) 


Western Rail Manpower 


Director Johnson, of the Office of Defense Transportation, 
on his return from a trip to the west coast, said that the trans- 
portation situation on the coast was “as tight as Dick’s hat- 
band.” He said the railroads in the west could do nothing more 
than they were now doing without immediate additions in man- 
power. 

Asked about the return of empty cars from the west coast, 
in view of a recent Commission order requiring preference to 
such movements (see elsewhere), Director Johnson said the 
railroads were “getting them back,” and added that the box 
car shortage was below the average. This is substantiated by 
Association of American Railroad figures. The A. A. R.’s car 
service division showed a shortage of 15,000 box cars in three 
weeks in April, falling to 5,031 in the week ended June 16. 

The O. D. T. head said the army had been asked to re- 
lease 10,000 railroad men on furloughs, and that 25,000 men be 
discharged under the point system, in order that the peak of 
traffic to the west, expected to be reached in August, might be 
met by the railroads. 

This, it was pointed out at the O. D. T., was a somewhat 
smaller number than the 50,000 men the director asked the 
army to release two months ago. That appeal for men, it was 
disclosed, had been printed in the army newspaper, “Stars and 
Stripes.” As a result, it was said, the O. D. T. had received 
letters from a number of railroad men in Europe. Among 
them was a letter signed by three members of a railroad bat- 
talion now in Europe, which said the battalion had been pulled 
out of service and was waiting to come home. The unit had 
been overseas for 25 months, according to the letter, which 
added that practically every member of it had the requisite 85 
points for discharge. 

The view was expressed that there was a large number of 
men, some of them on their way home, who had the requisite 
85 points for discharge and who could be used to meet the man- 
power shortage, particularly in the categories of firemen, brake- 
men, and skilled shopmen. ~ 

In the office of the Chief of Transportation of the Army 
Transport Corps it was said no statement could be made con- 
cerning the discharge of men, since that action would be taken 
by other army authorities. However, it was said, it was the 
feeling of the A. T. C. that the western railroads would be able 
to handle the load, even it if surpassed anything they had had 
to handle up to date. 

The A. T. C. had been conversant with the problems of the 
western carriers for two years, it was said, and had worked with 
them in obtaining necessary materials through the War Produc- 
tion Board. It was observed that the western railroads had been 
able to improve their physical plant, in some cases getting pri- 
orities on materials. Examples of improvements cited were the 
building of passing tracks, the cutting down of grades and of 
curves. This was true, it was said, to the extent that, recently, 
the chief of transportation, Maj. Gen. C. P. Gross, had said he 
was confident the western railroads could carry sufficient quan- 
tities of supplies to keep the western ports of embarkation 
operating to full capacity. 


Mexican Labor on U. S. Railroads 


An amendment to provide $1, 600,000 for use by the War 
Manpower Commission in recruitment of foreign laborers for 
work in United States industries, principally Mexicans for em- 
ployment in maintenance-of-way departments of western rail- 
roads, was agreed to by the Senate, June 26, in the course of 
consideration of H. R. 3199, the appropriation bill for the Labor 
Department, the Federal Security Agency and related inde- 
pendent agencies for the fiscal year beginning July 1. With 
this and other amendments, the Senate passed the bill and sent 
it to a conference committee for further action. 

In printed hearings of the Senate appropriations commit- 
tee on H. R. 3199 was reproduced testimony by Senator Reed, 
of Kansas, Senator Hayden, of Arizona, and P. A. Hollar, spe- 
cial representative, operations and maintenance department, 
Association of American Railroads, in support of the proposal 
for continued financing of recruitment of Mexican laborers for 
work on U. S. railroads by the W. M. C. 

Senator Reed placed in the hearing record a memorandum 
from “the vice-president of the Santa Fe Railroad” containing 
the statements, among others, that in the “program” of im- 
porting Mexican workers for track and other labor on U. S. 
railroads there had been delivered to those railroads, since the 
beginning of the program in May, 1943, until May 19, 1945, a 
total of 115,399 Mexicans, 55,897 of whom had returned to 
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Mexico. The memorandum contained the further advice that 
as of June 1 it was expected that about 63,000 Mexican nationals 
would be in this country, working on 36 railroads; that the 
railroads, as of April 30, needed about 20,000 additional labor- 
ers for track maintenance, etc.; that after June 1 the recruit- 
ment of Mexican workers would be almost entirely for replace- 
ment of the Mexicans who would return to Mexico on expiration 
of their contracts, at the rate of about 4,000 a month, and that 
on one western road Mexican nationals in the maintenance-of- 
way force constituted about 80 per cent of the entire track 
force. Senator Hayden said that the Santa Fe employed about 
10,000 and the Southern Pacific about 13,000 Mexicans. 

Mr. Hollar said that the railroads still reported a shortage 
of about 55,000 track workers, “about the same as a year ago.” 
Of 63,000 Mexicans now employed on U. S. railroads, he said, 
44,000 were employed on lines west of the Mississippi. He ob- 
served that, with the war effort directed toward the Pacific, 
the western roads would be called on to handle more freight 
and troops than ever before and, accordingly, would need more 
track laborers than heretofore. Investigation had indicated, he 
said, that sufficient labor would not be available to the rail- 
roads for some time to come. 


C. A. & E., N. Shore Dispute 


A strike of train service employes of the Chicago, North 
Shore & Milwaukee Railroad and the Chicago, Aurora & Elgin 
Railroad, is scheduled to begin at 4 a. m. July 2, the national 
mediation board has advised officers of the two roads. Unions 
involved are the Brotherhood of Railway Trainmen and the 
Brotherhood of Locomotive Firemen and Enginemen, which 
represent about a fourth of the road’s 2,000 employes. The 
strike would be called in an effort to force a wage increase. 

An emergency fact-finding panel appointed by the late 
President Roosevelt held a hearing Sept. 25-28, 1944, in Chi- 
cago, on demands of the employes for a 9-cent hourly wage 
increase (see Traffic World, Sept. 30, p. 844). The railroads, 
both suburban electric passenger lines under joint management, 
stated then they could not meet the demand, and pointed out 
that employes obtained a 14-cent hourly increase in 1943. Bro- 
therhood spokesmen took the position that the 9-cent increase 
granted to Class I steam railroad employes had been declared 
by government officials not to be in violation of the Little Steel 
fromula. 

The Chicago, Aurora & Elgin Railroad Co. said April 30, in 
reorganization proceedings before Federal Judge John P. 
Barnes, Chicago, that ‘wage conditions are unstable, substan- 
tial wage increases having been allowed in 1943 and 1944, and 
further substantial demands have been made which will have 
a further material and possibly fata leffect upon the ability 
of the debtor to continue operations, if granted.” 


Chicago Truck Strike Ends 


Truck transportation was back to normal in Chicago June 
29, with civilian drivers on the job tackling the big backlog of 
non-critical freight which piled up during the 11-day strike. 
The walkout, which began June 16 (see Traffic World, June 23, 
p. 1674), ended June 26 following an almost unanimous vote of 
the members of the independent Chicago Truck Drivers’ Union 
-Local 705 to accept recommendations of their leadership to 
return to work. Members of the International Brotherhood of 
Teamsters’ Union Local 705, also involved in the walkout, had 
responded to the persuasive powers of union leaders and re- 
turned to work late last week. 

The drivers had struck for a $5 weekly wage increase, a 
48-hour week with overtime to begin after 48 hours, a week’s 
vacation with pay, and full pay for six legal holidays not 
worked. In returning to work, drivers accepted a $4.08 weekly 
increase for a 51-hour week, with overtime to start after 51 
hours, as specified by a decision of the National War Labor 
Board. The strike began when the board announced it would 
not rule on demands of the Chicago drivers until it had com- 
pleted a study of the “in lieu of’’ policy which it has been fol- 
lowing in the nation’s trucking industry, a policy which per- 
mits certain hourly wage increases where employes are on a 
long work-week and in lieu of any other changes in the con- 
tract. The latest strike, which was preceded by an 8-1 affirma- 
tive vote conducted by the National Labor Relations Board, was 
a continuation of a one-week strike in May conducted by the 
independent drivers union. The May strike was terminated by 
an order from President Truman directing the Office of Defense 
Transportation to take over the affected truck lines. 

The army played no role in the first strike. During the 
June walkout, however, the United States army manned civilian 
trucks, the first time in the nation’s history that federal troops 
had manned a strikebound property. During the last days of 
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the strike, over 14,000 army troops were concentrated in Chi- 
cago at the request of Ellis T. Longenecker, federal manager 
of Chicago truck lines, O.D.T., and were used as drivers, help- 
ers, dockmen and guards to break the strike. 

With the strike ended, headquarters of the 6th Service 
Command said troops sent to Chicago would begin leaving 
June 29. First troops to depart will be ground and air force 
troops needed elsewhere for military reasons. Next will be 
those troops having to travel the longest distances to their home 
stations. One unit was scheduled to leave June 29, two units 
June 30, and thereafter five or six units daily were expected to 
leave, some by special troop trains. 

O.D.T. employes brought here for the emergency were 
being returned to their home offices as rapidly as possible, save 
for a skeleton staff which is preparing a report on the strike. 
Mr. Longenecker said that both the truck operators and the 
O.D.T. had kept records of the man-hours worked by military 
personnel, and that bills for wages at civilian rates would be 
sent the employers for army drivers, helpers and dockmen. 
Most of the army men used during the walkout served as 
guards, and no charge would be made for these men, he said. 

The 37 strikers who had their draft deferments revoked 
will be sent to the armed forces, Mr. Longenecker said unless 
their employers intervene. 

An embargo on L. C. L. freight destined to the Chicago 
switching district, announced June 16 by the railroads, was 
lifted June 27. 

Mr. Longenecker stated he did not know how long the 
O.D.T. would retain control of the lines after all civilian driv- 
ers had returned to work. He would not venture a guess as to 
how many midwest truck lines were in control of O.D.T. 
He said he expected to leave the city shortly, but would return 
frequently to confer on the trucking situation in Chicago. 

During the May strike several suits were filed against the 
independent Local 705 and three of its officers, by trucking com- 
panies who claimed each of them had suffered damages esti- 
mated to be in excess of one million dollars. The union filed an 
answer to the suits on June 20. Mr. Ford of the legal depart- 
ment at Keeshin Motor Express, Inc., one of the firms whose 
suit against the union is pending, said June 28 that no action 
could be taken on the suits until next fall because the courts 
are recessing. 


Truck Wages and Hours 


On July 1, 1944, the average hourly wage for union motor- 
truck drivers was 98.3 cents an hour in 75 cities surveyed by the 
Bureau of Labor Statistics of the Department of Labor, accord- 
ing to the bureau’s Bulletin No. 812. 

The bureau said the average hourly wage rate for helpers 
was 81.4 cents and for the combined groups, 96 cents. 

“Wage rates for drivers advanced 1.7 per cent, and for 
helpers, 2.5 per cent, during the period July 1, 1943, to July 
1, 1944, as indicated by comparable quotations obtained for 
both years,” it said. “San Antonio, Tex., with the lowest com- 
posite average for all of the 75 cities surveyed, showed the 
greatest percentage increase over 1943—16.9 per cent. 

“Union agreements provided normal workweeks averaging 
46 hours for drivers and 45.3 for helpers.’ Over two-fifths of 
both drivers and helpers were covered by provisions calling for 
a 48-hour week. No change in weekly hours was recorded dur- 
ing the year for most (97 per cent) of the drivers and helpers. 

“More than three-fourths of the union members were covered 
by agreements providing paid vacations, and about two-fifths 
received pay for a limited number of holidays not worked.” 

The bureau said the figures were for city trucking pri- 
marily although over-the-road drivers were included when they 
were paid on an hourly rather than a mileage basis. The bul- 
letin may be obtained from the Superintendent of Documents, 
U. S. Government Printing Office, Washington 25, D. C., at 
10 cents a copy. 


POSTAL SURPLUS PAYMENTS 


Postmaster General Walker has announced he has sent to 
the Treasury Department a check for $51,102,579—“the largest 
single payment to the Treasury for postal surpluses he has 
made.” He said the check brought to $150,000,000 payments 
from surpluses for the fiscal year ending June 30. In a state- 
ment the Post Office Department said: 


For the fiscal year which ended June 30, 1943, the Post Office 
Department had a surplus of $1,334,551. This was the first surplus in 
24 years. It was followed by a $37,768,028 surplus in 1944. 

The sums with which the postal service was dealing became s0 
large that Mr. Walker, during the present fiscal year, inaugurated 
the practice of paying surpluses into the Treasury at the end of each 
quarter. 

The check mailed yesterday brought to $189,102,579 payments to 
the Treasury from postal surpluses during the time that Mr. Walker 
has served as Postmaster General. 
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June 30, 1945 


Government Ship Sale Bill 


Legilsative Directions for Sale and Chartering of War-Built 
Merchant Ships Approved by House Merchant Marine 


Committee—Billions of Dollars Involved 
By STANLEY H. SMITH 


* H. R. 3603, a bill embodying the views of the House com- 

mittee on merchant marine and fisheries as to how sur- 

plus war-built merchant vessels should be disposed of, was re- 

ported favorably to the House, June 28, by Representative 
Bland, of Virginia, chairman of the committee. 

The reported bill takes the place of H. R. 1425 on which 
the committee held extensive hearings. The committee con- 
sidered the proposed legislation in executive session over a 
long period of time. On June 27 Chairman Bland introduced 
re. ee and this was formally approved by the committee 
June 28. 2 

Billions of dollars worth of merchant ships, built to win 
the war, are the subject of the provisions of the bill. 

The bill, stating that the act may be cited as the “Mer- 
chant Ship Sales Act of 1945,” sets forth, initially, the follow- 
ing declaration of policy: 


Sec. 2. (a) It is necessary for the national defense and develop- 
ment of the foreign and domestic commerce of the United States that 
the United States have a merchant marine (1) sufficient to carry its 
domestic water-borne commerce and a substantial portion of its water- 
borne export and import foreign commerce and to provide shipping 
service on all routes essential for maintaining the flow of such do- 
mestic and foreign water-borne commerce at all time; (2) capable of 
serving as a naval and military auxiliary in time of war or national 
emergency; (3) owned and operated under the United States flag by 
citizens of the United States; (4) composed of the best-equipped, safest, 
and most suitable types of vessels, constructed in the United States 
and manned with a trained and efficient citizen personnel; and (5) sup- 
plemented by American-owned facilities for repairs, marine insurance, 
and other auxiliary services. 

(b) It is hereby declared to be the policy-of this act to foster the 
development and encourage the maintenance of such a merchant marine, 
and to facilitate the adjustment of the merchant marine from war serv- 
ice to peacetime operations. 


Definitions 


A “war-built vessel” is defined as meaning an oceangoing 
vessel of two thousand gross tons or more, owned by the 
United States and suitable for commercial use— 


(1) which was constructed or contracted for by or for the account 
of the United States during the period beginning January 1, 1941, and 
ending with the date of the cessation of hostilities; or 

(2) which, having been constructed during the period beginning 
September 3, 1939, and ending with the date of the cessation of hos- 
tilities, was acquired by the United States during such period. 


“Pre-war domestic cost,” as applied to any type of vessel, 
is defined as meaning the amount determined by the Maritime 
Commission, and published by the commission in the Federal 
Register, to be the amount for which a standard vessel of such 
type could have been constructed (without its national defense 
features) in the United States under normal conditions relating 
to labor, materials and other elements of cost, obtaining on or 
about January 1, 1941. The bill provides that in no case shall 
the pre-war domestic cost of any type of vessel be considered 
to be greater than 80 per centum of the average construction 
cost of vessels of the same type delivered in the calendar year 
1944. 


“Statutory sales price,” as applied to a particular vessel, 
is defined as meaning, in the case of a dry-cargo vessel, an 
amount equal to 55 per centum of the pre-war domestic cost 
of that type of vessel, unless it is being sold or chartered to 
an unsubsidized operator, in which case such term means an 
amount equal to 50 per centum of such cost, and in the case 
of a tanker, such terms means an amount equal to 75 per 
centum of the pre-war domestic cost of a tanker of that type, 
such amount in each case being adjusted as follows: 


(1) If the commission is of the opinion that the vessel is not in 
class, there shall be subtracted the amount estimated by the com- 
mission as the cost of putting the vessel in class. 

(2) If the commission is of the opinion that the vessel lacks 
desirable features which are incorporated in the standard vessel used 
for the purpose of determining pre-war domestic cost, and that the 
statutory sales price (unadjusted) would be lower if the standard 
vessel had also lacked such features, there shall be subtracted the 
amount estimated by the commission as the amount of such resulting 
difference in statutory sales price. 

(3) If the commission is of the opinion that the vessel contains 
desirable features which are not incorporated in the standard vessel 
used for the purpose of determining pre-war domestic cost, and that 
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the statutory sales price (unadjusted) would be higher if the standard 
vessel had also contained such features, there shall be added the 
amount estimated by the commission as the amount of such resulting 
difference in statutory sales price. 

(4) There shall be subtracted, as representing normal deprecia- 
tion, an amount computed by applying to the statutory sales price 
(determined without regard to this paragraph) the rate of 5 per centum 
per annum for the period beginning with the date of the original 
delivery of the vessel by its builder and ending with the date of 
sale or charter to the applicant in question, and there shall also be 
subtracted an amount computed by applying to the statutory sales price 
(determined without regard to this paragraph) such rate not in excess 
of 3 per centum per annum in the case of a vessel other than a 
tanker, and not in excess of 4 per centum per annum in the case of 
a tanker, for such period or periods of war service as the commission 
determines will make reasonable allowance for excessive wear and 
tear by reason of war service which cannot be or has not been other- 
wise compensated for under this subsection. 

No adjustment shall be made under this Act which will result 
in a statutory sales price which, in the case of any dry-cargo vessel, 
will be less than 35 per centum for an unsubsidized operator, or 
40 per centum for any other operator, of the average construction 
cost of vessels of the same type delivered during the calendar year 
1944, or in the case of a tanker will be less than 50 per centum of the 
average construction cost of tankers of the same type delivered during 
the calendar year 1944, in each case as determined by the commission. 
For the purposes of this act all dry-cargo Liberty vessels shall be 
considered to be vessels of one and the same type. 

(e) ‘‘Unsubsidized operator’’ means a citizen of the United States 
other than one who, on the date of the enactment of this act is a 
contractor under an operating-differential subsidy contract made under 
the merchant marine act, 1936, as amended. 

(f) ‘‘Cessation of hostilities’? means the date proclaimed by the 
President as the date of the cessation of hostilities in the present 
war, or the date so specified in a concurrent resolution of the two 
Houses of the Congress, whichever is the earlier. 

(g) ‘‘Citizen of the United States’’ includes a corporation, partner- 
ship, or association only if it is a citizen of the United States within 
the meaning of section 2 of the shipping act of 1916, as amended. 


Provisions with respect to sales of war-built vessels to citi- 
zens follow: 


Sec. 4. (a) Any citizen of the United States may make application 
tc the commission to purchase a war-built vessel, under the jurisdiction 
and control of the commission, at the statutory sales price. If the 
commission determines that the applicant possesses the ability, experi- 
ence, financial resources, and other qualifications, necessary to enable 
him to operate and maintain the vessel under normal competitive condi- 
tions, and that such sale will aid in carrying out the policies of this 
act, the commission shall sell such vessel to the applicant at the 
statutory sales price. 

(b) At the time of sale, the purchaser shall pay to the commission 
at least 25 per centum of the statutory sales price. The balance of 
the statutory sales price shall be payable in not more than twenty 
equal annual installments, with interest on the portion of the statutory 
sales price remaining unpaid, at the rate of 34% per centum per annum, 
or shall be payable under such other amortization provisions which 
permit the purchaser to accelerate payment of the unpaid balance as 
the commission deems satisfactory. The obligation of the purchaser 
with respect to payment of such unpaid balance with interest shall 
be secured by a preferred mortgage on the vessel sold. 

(c) The contract of sale, and the mortgage given to secure the 
payment of the unpaid balance of the purchase price, shall not restrict 
the use or operation of the vessel except insofar as may be necessary 
to preserve the value of the vessel as security for such payment. 


Provisions with respect to charter of war-built vessels to 
citizens follow: 


Sec. 5. (a) Any citizen of the United States may make application 
to the commission to charter a war-built dry-cargo vessel, under the 
jurisdiction and control of the commission, for bare boat use. The 
commission may, in its discretion, either reject or approve the applica- 
tion, but shall not so approve unless in its opinion the chartering of 
such vessel to the applicant would be consistent with the policies of 
this act. No vessel shall be chartered under this section unless it 
has been offered for sale under section 4 for a period of at least 
three months and no sale has been consummated under such section 
during such period. 

(b) The charter hire for any vessel chartered under the provisions 
of this section shall be fixed by the commission at such rate as the 
commission determines to be consistent with the policies of this act, 
but, except upon the affirmative vote of not less than four members 
of the commission, such rate shall not be less than 15 per centum 
per annum of the statutory sales price (computed as of the date 
of charter). Except in the case of vessels having passenger accom- 
modations for not less than eighty passengers, rates of charter hire 
fixed by the commission on any war-built vessel which differ from the 
rate specified in this subsection shall not be less than the prevailing 
world market charter rates for similar vessels for similar use as 
determined by the commission. 

(c) The provisions of sections 708, 709, 710, 712, and 713, of the 


merchant marine act, 1936, as amended, shall be applicable to charters 
made under this section. 


Other Provisions 


Continuing, the bill provides: 


Sale of War-Built Vessels to Persons Not Citizens of the United States 

Sec. 6. (a) Any person not a citizen of the United States may make 
application to the Commission to purchase a war-built vessel (other 
than a P-2 type or other passenger type and other than bulk dry-cargo 
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Liberty type), under the jurisdiction and control of the Commission. 
If the Commission determines— _. 

(1) that the applicant has the financial resources, ability, and ex- 
perience necessary to enable him to fulfill all obligations with respect 
to payment of any deferred portion of the purchase price, and that 
sale of the vessel to him would not be inconsistent with any policy of 
the United States in respect of relations with other countries, and 

(2) that such vessel is not necessary to the defense of the United 
States; and 

(3) that such vessel is not necessary to the promotion and main- 
tenance of an American merchant marine described in section 2; and 

(4) that for a reasonable period of time, which in the case of 
tankers and ‘‘C’’ type vessels shall not end before six months after 
the cessation of hostilities, such vessel has been available for sale at the 
statutory sales price to citizens of the United States, or for charter 
under section 5 to citizens of the United States, and that no respon- 
sible offer has been made by a citizen of the United States to purchase 
or charter such vessel; 

Then the commission is authorized to approve the application and 
sell such vessel to the applicant at not less than the statutory sales 
price. The determination of the commission under paragraph (2) shall 
be made only after consultation with the Secretary of War and the 
Secretary of the Navy. Notwithstanding paragraph (4) of this sub- 
section, not to exceed five ‘‘C’’ type vessels actually under charter to 
noncitizens for at least one year prior to the date of the enactment 
of this Act may be sold to noncitizens at any time after such date of 
enactment at not less than the statutory sales price. 

(b) Notwithstanding any other provision of law, no war-built ves- 
sel shall be sold to any person not a citizen of the United States, ex- 
cept in accordance with subsection (a), or upon terms or conditions 
more favorable than those at which such war-built vessel is offered 
to a citizen of the United States. 


Order of Preferences 


Sec. 7. (a) In exercising its powers under this Act and under other 
provisions of law with respect to the sale and charter of war-built 
vessels, the commission shall give preference to citizen applicants over 
noncitizen applicants, and as between citizen applicants to purchase 
and citizen applicants to charter, shall, so far as practicable and con- 
sistent with the policies of this act, give preference to citizen appli- 
eants to purchase. In determining the order of preference between 
citizen applicants to purchase or between citizen applicants to charter, 
the commission shall consider, among other relevant factors, the extent 
to which losses and requisitions of the applicant’s pre-war tonnage 
have been overcome and shall in all cases, in the sale and charter 
of a: war-built vessel, give preference in such sale or charter, as the 
ease‘ may be, to the former owner of such vessel, or to the person 
for whom the vessel was constructed but to whom delivery thereof was 
prevented by the United States. 

(b) After the cessation of hostilitiesg.operation of vessels in com- 
mercial service by the United States, either for its own account or 
through operating agents under agency agreements, shall be continued 
only to the extent necessary: to effect orderly transfer of vessels to 
private operation. 


Exchange of Vessels 


Sec. 8. (a) The commission is authorized to acquire, in exchange 
for an allowance of a credit on the purchase of any war-built vessel 
under this act— , 

(1) Any vessel owned by a citizen of the United States, other than 
a vessel purchased under this Act; or 

(2) Any vessel owned by a foreign: corporation, if— 

(A) the vessel was constructed in the United States, and has, after 
December 7, 1941, been chartered to, or otherwise taken for use by, the 
United States; and 

(B) the controlling interest in such corporation is, at the time of 
acquisition of: such vessel hereunder, owned by a citizen or citizens 
of the United States, and has been so owned for a period of at least 
three years immediately prior to such acquisition; and 


(C) such corporation agrees that the war-built vessel purchased 
with the use of such credit shall be documented under the laws of the 
United States. 


Such allowance shall not be applied upon the cash payment required 
under section 4.. Except as provided in subsection (b) of this section, 
the provisions of section 510 (c), (d), (e), and (f), of the Merchant 
Marine Act, 1936, as amended, shall be applicable with respect to such 
acquisition to the same extent as such subsections are applicable with 
respect to the acquisition of obsolete vessels. 


(b) (1) If, within ninety days after the date of the enactment of 
this act, the owner of a vessel eligible for exchange under subsection 
(a) and on such date of enactment under charter to the United States 


pursuant to a charter party or taking for use made or effected prior 


to such date of enactment, makes a firm offer, binding for at least 
ninety days, to transfer the vessel to the commission in exchange for 
the allowance provided in paragraph (1), the amount of such allowance 
may be increased to (A) the amount which the owner has, prior to 
the enactment of this act, agreed would have been the liability of 
the United States to him if the vessel had been lost, on the day before 
such date of enactment, by ‘reason of causes for which the United 
States was responsible, or (B) in the absence of such an agreement, 
the amount which would have been the liability of the United States 
to him if the vessel had been so lost on such day and if the 
valuation of the vessel for the purpose of fixing such liability had been 
that generally applicable to vessels of similar age and type. 

(2) If, after such offer is made, and prior to its acceptance, or 
prior to the acquisition of the vessel, by the Commission, the vessel 
is lost by reason of causes for which the United States is responsible, 
then in lieu of paying the owner any amount on account of such 
loss, the offer shall, for the purposes of subsection (a) and this sub- 
section, be considered as having been accepted and the vessel as 
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having been acquired by the commission under subsection (a) imme. 
diately prior to such loss. 

(c) The commission is also authorized to make available any war. 
built vessel for transfer to any citizen in complete or partial settlement 
of any claim of such citizen against the United States (1) for just 
compensation upon the requisition for title of any vessel which he 
owned, or (2) for indemnity for the loss of any vessel owned by him 
and taken by the United States for use. 

(d) A war-built vessel shall be deemed to be a ‘‘new vessel’’ for 
the purposes of section 510 and section 511 of the merchant marine act, 
1936, as amended, provided it is documented, or agreed with the 
commission to be documented, under the laws of the United States. 

Adjustment For Prior Sales to Citizens 

Sec. 9 (a) A citizen of the United States who on the date of the 
enactment of this act— 

(1) owns a vessel which he purchased from the commission prior 
te such date, and which was delivered by its builder after December 
31, 1940; or 

(2) is party to a contract with the commission to purchase from 
the commission a vessel, which has not yet been delivered to him: or 

(3) owns a vessel on account of which a construction-differentia] 
subsidy was paid, or agreed to be paid, by the commission under 
section 504 of the merchant marine act, 1936, as amended, and 
which was delivered by its builder after December 31, 1940; or 

(4) is party to a contract with a shipbuilder for the construction 
for him of a vessel, which has not yet been delivered to him, and 
on account of which a construction-differential subsidy was agreed. 
prior to such date, to be paid by the commission under section 504 
of the merchant marine act, 1936, as amended; shall be entitled to an 
adjustment in the price of such vessel under this section if he makes 
application therefor, in such form and manner as the commission may 
prescribe, within sixty days after the date of the enactment of this act. 

(b) Such adjustment shall be made by crediting the amount thereof 
against any mortgage indebtedness to the commission with respect 
to such vessel (prorated over the unpaid installments thereof), and 
by refunding the balance, if any. 

(c) The amount of the adjustment under this section shall be the 
excess of— 

(1) the purchase price of such vessel, reduced by an amount repre- 
senting both normal depreciation, and excessive wear and tear by 
reason of war service, at the same rate and for the same period as 
that used in computing the statutory sales price under paragraph (2), 
or in lieu thereof by the amount of any amortization applicable up 
te such date under section 23 (t) of the Internal Revenue Code if 
such amount is larger; over 

(2) the statutory sales price of the vessel as of the date of the 
enactment of this act,- determined as if the vessel were owned by 
the commission. 3 

For the purposes of paragraph (1), the purchase price of a 
vessel on account of which a construction differential subsidy was 
paid or agreed to be paid under section 504 of the merchant Marine 
act, 1936, as amended, shall be the net cost of the vessel to the owner. 
; (d) An adjustment shall be made under this section only if there 
are included in the adjustment agreement provisions to the effect that— 

(1) the liability of the United States for bare boat use of the vessel 
under any charter party made prior to the date of the enactment of 
this act shall be limited to 15 per centum per annum of the statutory 
sales price as of such date; and ‘ 

(2) the liability of the United States under any such charter party for 
loss of the vessel shall be determined on the basis of the statutory sales 
price as of the date of the enactment of this act, depreciated to the date 
of loss at the rate of 5 per centum per annum, plus not to exceed 3 per 
centum per annum as representing excessive wear and tear by reason 
of war service; and i 

(3) in the event the United States, prior to the termination of the 
existing national emergency declared by the President on May 27, 1941, 
uses such vessel pursuant to a taking, or pursuant to a bare boat char- 
ter made, on or after the date of the enactment of this act, the compen- 
sation to be paid to the purchaser, his receivers, and trustees, shall in 
no event be greater than 15 per centum per annum of the statutory 
sales price as of such date. 

(e) Section 506 of the merchant marine act, 1936, as amended, shall 


not apply to any vessel with respect to which an adjustment is made 
under this section. 


Limitation On Eligibility for Benefits of Act 

Sec. 10. No person shall be eligible to purchase or charter a wal- 
built vessel under this act, or to receive an adjustment under section 
9, unless such person makes an agreement with the commission to the 
effect that the liability of the United States under any charter party 
or taking for use, made or effected prior to the date of the enactment 
of this act, for the loss, on or after such date of enactment and prior 
to the expiration pf two years from the date of the cessation of hos- 
tilities, of any vessel owned by such person and under charter to the 
United States (excluding a vessel with respect to which an application 
under section 9 can be made) shall be limited to an amount equal to 
just compensation as of the date of said loss, determined pursuant to 
section 902 of the merchant marine act, 1936, as amended, or such 


valuation as may be agreed upon subsequent to the date of the enact- 
ment of this act. 


National Defense Reserve Fleet 

Sec. 11. The commission shall place in a national defense reserve 
(1) such vessels owned by it as, after consultation with the Secretary 
of War and the Secretary of the Navy, it deems should be retained for 
the national defense, and (2) all vessels owned by it at the expiration 
of two years from the cessation of hostilities, for the sale of which 4 
contract has not been made by that time, except those determined by 
the commission to be of insufficient value for commercial and national 
defense purposes to warrant their maintenance and preservation. A 
vessel under charter at the expiration of such two years shall not be 
placed in the reserve until the termination of such charter. Unless 
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June 30, 1945 





(Circuit Court of Appeals, Third Circuit.) In suit in ad- 
miralty for damage to wool shipped under ordinary marine 
through bill of lading containing provision that it shall be 
governed by English law, the bill of lading must be construed 
in accordance with American general mercantile law, in absence 
of proof as to law of England. 

That a ship is not the initial carrier under ordinary through 
bill of lading does not prevent it from being a party to the bill 
of lading, and, if it is a party, the fact that it does not carry 
the goods does not necessarily eliminate its responsibility for 
damage thereto. 

Where bill of lading issued at Alexandria, Egypt, for ship- 
ment of wool to Philadelphia on certain ship was signed by 
ship’s agents, who were also respondent’s agents at Port Said, 
and bill had typewritten marginal provision for transshipment 
at Port Said per respondent’s ship, and respondent’s name was 
typed in following customary printed clause making bill subject 
to respondent’s forms, respondent, allegedly liable for damage, 
was not bound either for through carriage or from Port Said, 
at which wool was transhipped to vessel of third person. 
(Blumental Import Corp. vs. Thos. & Jno. Brocklebank, 148 
Fed. Rep. 2d. 727.) 
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otherwise provided for by law, all vessels placed in such reserve shall 
be preserved and maintained by the commission for the purpose of na- 
tional defense. A vessel placed in such reserve shall in no case be used 
for commercial operation, except that any such vessel may be used 
during any period in which vessels may be requisitioned under section 
902 of the merchant marine act, 1936, as amended. 


Reacquisition by United States 


Sec. 12. There shall be included in every contract for the sale ot 
a vessel under section 4 to a citizen of the United States provisions, 
binding on, and running with the title of, the vessel, to the effect that 
in the event the United States, prior to the terminaion of the existing 
national emergency declared by the President on May 27, 1941, or prior 
to the expiration of five years from the termination of such emergency, 
charters or takes such vessel for bare boat use, the charter hire paid 
to the person who is the owner of the vessel, shall be at a rate in no 
event greater than 15 per centum per annum of the adjusted basis of 
the vessel in the hands of such owner as of the date of such charter or 
taking, determined under section 113 (b) of the Internal Revenue Code, 
and that in the event, prior to the termination of such emergency or 
prior to the expiration of such five years, such vessel is repurchased 
or requisitioned for title by the United States, or is lost by reason of 
causes for which: the United States is responsible, the compensation 
paid to the person who is the owner of the vessel shall not exceed the 
adjusted basis of the vessel in the hands of such person as of the date 
of requisition or loss, determined under section 113 (b) of the Internal 
Revenue Code. 

General Provisions 


Sec. 13. (a) The commission is authorized to reconvert or restore 
for normal ‘operation in commercial services, including removal of na- 
tional defense or war service features, any vessel authorized to be sold 
or chartered under this act. The commission is authorized to make such 
replacements, alterations, or modifications with respect to any vessel 
authorized to be sold or chartered under this act, and to install therein 
such special features, as may be necessary or advisable to make such 
vessel suitable for commercial operation on trade routes or services or 
comparable as to commercial utility to other such vessels of the same 
general type. me ; 

(b) The provisions of section 202 of the war mobilization and re- 
conversion act of 1944 shall not apply to contracts of the commission 
for or relating to construction of ships. 

(c) Notwithstanding the provisions of section 27 of the Merchant 
marine act, 1920, as amended (U. S. C., title 46, sec. 883), no vessel 
sold or chartered by the commission under this act to a citizen of the 
United States shall be prohibited from engaging in the coastwise trade 
of the United States while owned by or chartered to such citizen or 
citizen successors in interest merely because it was under foreign regis- 
try on May 27, 1941, and prior to its sale or charter under this act to 
such citizen, if it is otherwise entitled under the laws of the United 
States to engage in such trade. 

(d) All moneys received by the commission under this act shall 
be deposited in the construction fund of the commission, and all dis- 
bursements made by the commission in carrying out this act shall 
be paid from such fund. The provisions of sections 201 (d), 204 (b), 
207, 209 (a), and 905 (c) of the merchant marine act, 1936, as amended, 
shall apply to all activities and functions which the commission is 
1uthorized to perform under this act. , 


Reports 


Sec. 14. The commission shall, at the beginning of the second regu- 
lar session of the Seventy-ninth Congress, and every six months there- 
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after, make a report to Congress with respect to all activities and tran- 
sactions under this act which have not been covered by any previous 
such report. 
Termination Date 
Sec. 15. No contract of sale or of charter shall be made under this 
act after the expiration of two years from the date of the cessation of 
hostilities. : 


Navy Urges Amendment 


H. Struve Hensel, Acting Secretary of the Navy, in a 
report to Chairman Bland, of the House merchant marine com- 
mittee, on H. R. 1425, the Bland bill to prescribe regulations 
and procedure for sale of government-owned merchant ships 
(see Traffic World, April 21, p. 1060), has urged that the bill 
be amended so as to give the Navy Department authority to 
make final determinations as to disposal of ships to non-citi- 
zens and the retention of ships in a national-defense frozen 
reserve. Mr. Hensel said the Navy Department should not be 
placed merely in an advisory capacity on such matters, as was 
tentatively provided in the bill in its present form. 

_ Navy Department report included the following pro- 
posals: 


1. New merchant type ships able to sustain a speed through the 
water of 14 knots or better should be: (a) Retained by the navy to 
the extent of its requirements in supporting the peacetime fleet and 
bases, these requirements to be determined by th Secretary of the 
Navy; (b) the remaining ships of this category should be available 
to United States operating companies on the most favorable possible 
terms for the development of commercial trade; (c) all ships of this 
category not required to satisfy (a) and (b) abave should be held in 
a frozen reserve for purposes of national defense, maintained by the 
Maritime Commission, but subject to control of the Secretary of the 
Navy. 

2. The older and slower ships should be: (a) Made available on 
the most favorable terms to United States ship operating companies 
for commercial trade; (b) retained in a frozen reserve in sufficient 
numbers to cover national defense requirements, as certified by the 
Secretary of the Navy; (c) offered for sale to non-citizens and foreign 
governments to the extent not required by (a) and (b) above, as 
certified by the Secretary of the Navy; (d) offered for scrap when not 
needed to satisfy (a), (b) and (c) above. It should be possible at this 
point, as an alternative to scrapping, to re-evaluate the desirability 
of including such ships in the. frozen reserve, such revaluation to be 
made by the Secretary of the Navy. - 

In the intersets of maintaining a strong merchant marine with a 
reasonable living standard for the merchant seamen, the Navy Depart- 
ment further believes that every possible aid should be provided 
United States ship operators engaged in foreign trade, so as to enable 
them to better compete with foreign-flag vessels. Likewise, United 
States ship operators engaged in the protected trades should be given 
every reasonable encouragement. To this end the Navy advocates favor- 
able terms of sale to citizens and, where applicable, adequate operating 
subsidies. ...The Navy Department would welcome the opportunity to 
designate certain officers to assist the United States Maritime Commis- 
sion in developing a flexible maritime policy which will parallel the 
development and support the nation’s military policy... . 


“The War Department believes it is desirable that Amer- 
ican-flag operators be given first choice ahead of it in the selec- 
tion of vessels from the emergency fleet, so as to enable them 
most effectively to hold their positions against foreign compe- 
tition,” said Secretary Stimson, of the War Department, in a 
letter to Chairman Bland, commenting on H. R. 1425. 

Secretary Stimson referred to a letter he had written last 
March to Chairman Bland, in which amendments to H. R. 1425 
were suggested, including a proposal that no surplus merchant 
vessel be sold or chartered under terms of the bill “until such 
vessel has been determined by the War Department also to be 
surplus to its needs.” 

“Upon further analysis,” the Secretary of War said in the 
instant letter, “it appears that the proposed amendment... 
may not accurately reflect the position of the War Department 
in that literally it would permit the War Department without 
limit to withhold from American-flag operators the efficient 
high-speed vessels which they need to compete effectively with 
the merchant marine of other nations. Nothing is further from 
our intentions. .. . 

“On the other hand, it seems quite apparent that the War 
Department should be authorized to select the vessels which 
it requires for its own use in accordance with the principles 
enunciated in the letter to Mr. Woodrum, before any vessel is 
made available for sale to a foreign national.” 

The letter to Chairman Woodrum, of the House select com- 
mittee on postwar military policy, to which Secretary Stimson 
referred, was written September 12, 1944, and printed on pages 
444 and 445 of part I of the House merchant marine committee 
hearings on H. R. 1425. Secretary Stimson proposed a new 
amendment to H. R. 1425, in consonance with the views set 
forth in his last letter to Mr. Bland. 





AMERICAN PRESIDENT LINES FOR SALE 


The Maritime Commission has issued invitation for pro- 
posals for private ownership and operation of the American 
President Lines, the successor of the Dollar Line round-the- 
world service. The commission owns 113,206 shares of the Class 
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A stock and all the Class B stock, its holdings representing 
approximately 79.3 per cent of the Class A and Class B equity, 
and approximately 93 per cent of the voting power. Proposals 
must be received by the commission before 12 o’clock noon, 
E. W. T., August 27. 


Army Cargo Losses 


The war against Germany and Italy cost the army a total 
of 537,656 measurement tons of cargo lost at sea—the equiva- 
lent of 54 fully-loaded Liberty ships—in 105 vessels sunk and 
ten vessels damaged while enroute from the United States to 
ag theaters, the War Department announced June 25, 
adding: 


This total includes only army losses on vessels of both American 
and foreign registry on outbound moves from this country to the Euro- 
peon, Mediterranean, Middle East, North Atlantic, South Atlantic and 
Latin-American areas. Army cargo lost in the Pacific is not included; 
also excluded because information is not presently complete, is cargo 
lost in inter- or intra-theater moves. 

Announcement of the army cargo losses in the European war was 
made by Major General C. P. Gross, Chief of Transportation, whose 
Transportation Corps has the responsibility for supplying all overseas 
theaters through its ports of embarkation. 

Army cargo shipped to Europe, North Africa and the Mediterranean, 
the Middle East, North and South Atlantic bases and Latin-America 
from December, 1941, through April, 1945, amounted to 69,896,817 meas- 
urement tons. Army supplies lost at sea during this period, therefore, 
represented only 0.76 per cent of that shipped. This means that for 
each 10,000 measurement tons shipped, 76 were lost at sea. 

General Gross attributed the low percentage loss of army cargo to 
the splendid work of the Allied Navies, the Army Air Forces, Naval 
Aviation and the Royal Air Force, and the American and Allied mer- 
chant marine. 

In the majority of cases, loss of army cargo was caused by enemy 
action. Seventy-four vessels were sunk or damaged by submarines, six 
by mines, eight by bombings and four by unknown causes. Fifteen 
vessels were involved in collisions, two in explosions and six were lost 
in storms or went aground. 

General Gross disclosed that 91 vessels used exclusively as cargo 
ships were-lost, and of the others, seven were tankers, two were troop- 
ships, four were combination passenger-cargo ships and one was an LST. 

Of the ten ships damaged, five were cargo vessels, three were 
tankers, one was a troopship and the other a passenger-cargo vessel. 

: Locomotives Lost 

Army cargo lost ranged from 80-ton locomotives to tiny electric 
fuses. Airplanes, tanks, self-propelled guns,-mules, shoes, ammunition— 
and a shipload of ham and cured meats were among the losses. 

Each of the Transportation Corps’ ports of embarkation has had 
responsibility for the supply of designated overseas areas, with the New 
York port carrying the heaviest load to date. When cargo en route to 
a theater was lost at sea, it had to be replaced, sometimes immediately, 
so that future operations would not be jeopardized. 

One of the most striking instances of this ‘‘insurance’’ policy of 
replacing cargo lost at sea occurred when Tobruk fell and the British 
appeared to be in imminent danger of losing Egypt. Three hundred 
of the new Sherman tanks, then coming off production lines, with other 
new material, were rushed to the New York Port of Embarkation and 
loaded in six ships which sailed less than 15 days after decision was 
made to ship them. 

Off Bermuda, the Fairport, making its maiden voyage, and carrying 
52 tanks and 18 self-propelled guns and other vital cargo, was sunk 
by a sub. Within three days after the loss was flashed back to the 
Office of the Chief of Transportation, the army-chartered Seatrain Texas 
left New York loaded with a duplicate cargo plus a considerable tonnage 
of ammunition. Without benefit of escort, the Texas raced around the 
Cape of Good Hope, slid into Suez with five ships of the original convoy, 
and discharged its precious cargo at the time that had been assigned 
to the ill-fated Fairport. 


M. C. SHIP CONTRACTS 


Senator Aiken, of Vermont, in a statement in the Senate 
on June 27, charged that the Maritime Commission had made 
“a net overpayment of $6,172,618 on a $35,900,000 contract” 
with the Pennsylvania Shipyards, Inc., of Beaumont, Tex., and 
that several contracts made with that-corporation by the com- 
mission contained provisions that were “clearly not compatible 
with the public interest.” 

He said that four of the commission’s contracts with the 
Pennsylvania Shipyards, totaling $111,213,553, contained a pro- 
vision that ‘‘the contractor shall have no obligation to make 
any statements or returns of costs to the commission or to 
make available to the commission any of its books, records, 
or accounts pertaining to the performance of work under the 
vessel contracts.” Information about these contracts, he said, 
had been made available to him by Comptroller General Lind- 
say C. Warren. 

“T believe that an impartial and thorough investigation would 
show that wastefulness and illegal expenditures of the Mari- 
time Commission have run, not into millions of dollars, but 
possibly into billions of dollars,” said Senator Aiken. 


He averred that the commission, in converting cost-type 
contracts to fixed-price contracts, “clearly intended to conceal 
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the actual cost of constructing these vessels from the General 
Accounting Office and to prevent that agency from performing 
its duties as required by law.” He urged that an investigation 
of Maritime Commission ship construction contracts be under- 
taken by the Senate committee on expenditures in executive 
departments. 


TROOP SHIP CONVERSION 


Mass conversion of Victory and Liberty ships to troop car- 
riers for speeding up the return of soldiers from Europe and 
redeployment to the Pacific is well under way, and a few of 
the recently converted ships are already in service, the War 
Shipping Administration has reported. 

Shipbuilding and repair yards along the Atlantic and Gulf 
coasts had indicated acceptance of all of the 100 Victory ships 
allocated for conversion at the request of the joint chiefs of 
staff and work on about 50 was in progress, said the W.S.A., 
adding that each of the converted Victorys would be able to 
earry 1,500 soldiers in comfort. 

The W.S.A. forecast that the 100 Victory ships, 50 per cent 
faster than the Libertys, would transport approximately 1,200,- 
000 men in a ten-month operation period. 


ST. LAWRENCE SEAWAY 


Senator Ellender, of Louisiana, has inserted in the Con- 
gressional Record a statement prepared by Charles L. Raper, 
chairman of the Syracuse Regional Committee of the New 
York State Conference, in opposition to the St. Lawrence sea- 
way and power project. 

Mr. Raper’s statement included an assertion that there had 
been a surplus of transportation in the years from 1930 through 
1942 in the region of the Great Lakes and between Chicago and 
eastern seaboard ports and that in the war years 1943 and 
1944 “our existing carriers have met our enormously expanded 
needs.” Mr. Raper contended, further, that there was no need 
for shipyards in the Great Lakes and that the potential traffic 
on the seaway was small. 


SHIPPER’S EXPORT DECLARATIONS 


J. C. Capt, director of the Bureau of the Census, Depart- 
ment of Commerce, has issued the following notice to collectors 
of customs, exporters and others concerned with respect to 
shipments to U. S. government agencies or establishments: 


Effective July 1, 1945, collectors of customs will require, in accord- 
ance with the provisions of the regulations for the collection of statistics 
of foreign commerce and navigation of the United States as amended by 
Foreign Commerce Statistical Decision 57, the filing of shipper’s export 
declarations for all shipments, made to United States government agen- 
cies or establishments in foreign countries or in the territories and 
possessions of the United States, whether such shipments are made by 
or for the account of a United States government agency or establish- 
ment, or by a private individual or concern, except in the following 
eases in which the shipper’s export declaration need not be filed: 

a. Shipments of office furniture, equipment and supplies to United 
States’ offices for the exclusive use of such offices; 

b. Shipments of household goods and personal property to em- 
ployes of United States offices or to United States offices for such 
employes for the exclusive use of such employes; 

ec. Shipments of books, maps, charts and pamphlets made by United 
States government offices to foreign libraries or government establish- 
ments. 

d. Shipments of military and naval supplies and equipment for the 
use of United States military and naval forces abroad. 


IMPORTS THROUGH SOUTHERN PORTS 


Record-breaking movement of import trade through ports 
of the Southern States with increases for various customs dis- 
tricts ranging from about 50 per cent in value of merchandise 
handled in 1944 compared with 1938 was reported by the De- 
partment of Commerce, June 27. 

The increases were effected in a period of shortages of 
ships, materials and manpower and occasioned enlarged em- 
ployment among Southern firms engaged in transportation, 
finance, warehousing, manufacturing, distribution and many 
other activities, said the department. 

“Imports consisted chiefly of raw or semi-manufactured 
— entered into the United States for further processing,” 
it said. 

“Texas customs area seaports increased the dollar volume 
of imports handled between 1938 and 1944 by approximately 
100 per cent; Georgia ports, about 200 per cent; and ports in 
the Mobile area of Alabama, 240 per cent. The Florida port 
groups attained a 385 per cent increase during the same pe- 
riod.” 

The department said its data on imports through southern 
ports was contained in chart No, 4 of a series of charts pre- 
pared by it in cooperation with the Southern States Industrial 
Council. That council, it said, was conducting studies to assist 
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the industrial development of the southern states in the post- 
war years. 

Copies of the chart may be had upon application to the 
Department of Commerce, Washington 25, D. C., or any field 
office of the department. 


CONTROL OF EXPORTS AND IMPORTS 


The Senate has passed and sent to the White House H. R. 
2944, a bill extending from June 30 to July 30, 1946, the ex- 
piration date of section 6 of the act of July 2, 1940, under which 
the Foreign Economic Administration regulates the exporta- 
tion of all commodities, other than arms, ammunition and im- 
plements of war which are under the control of the Department 
of State (see Traffic World, June 2, p. 1463). 


PHILIPPINE SHIPPING RESUMPTION 

Resumption of limited commercial cargo ship service be- 
tween the United States and the Philippine Islands has been 
announced by the War Shipping Administration. The first 
vessel carrying such freight as well as shipments for agencies 
in the United States and the Philippine government was ex- 
pected to load at a northern Pacific coast port this month 
under the agency of the American Mail Line, Ltd., said the 
W:.S.A. 

A second sailing from the West Coast was planned for 
July under the agency of the American President Lines and 
subsequently there would be service from Atlantic and Gulf 
ports as well as from the Pacific coast, W.S.A. continued. 

Cargo accepted by shipping companies acting as agents 
for the W.S.A. would, it said, be limited to categories essential 
to the Philippine economy. These categories would be estab- 
lished from month to month by the Philippine Commonwealth 
Government in collaboration with the W.S.A. and the Foreign 
Economic Administration, is was explained. 

W.S.A. said the types of cargo recommended by the Philip- 
pine Government as essential were: 

Food products—rice, wheat flour and other cereals, canned 
milk, meat, fish, vegetables and other foodstuffs; textiles 
and clothing; drugs and medical supplies; Transportation 
units and equipment—automobiles, trucks, busses, parts and ac- 
cessories; industrial materials and supplies for the rehabilita- 
tion of industries, including construction materials, tools, repair 
parts and agricultural implements; general consumer goods, 
including household articles. 

Shippers holding bona fide orders and desiring space should 
apply directly to the steamship companies designated by the 
W.S.A. as berth agents for this trade. They are the following: 

Pacific Northwest—American Mail Line, Ltd., excepting 
full cargo of wheat flour or lumber from the Columbia River, 
in which case the berth agent will be the States Steamship 
corp.; California—American President Lines, Isthmian Line; 
Gulf—Lykes Bros. Steamship Co., Inc.; North Atlantic—Ameri- 
can President Lines, American Pioneer Line, Isthmian Line. 


CALIFORNIA PORT AUTHORITIES 


Thomas Coakley, member of the California Board of State 
Harbor Commissioners, was elected president of the California 
Association of Port Authorities at the annual meeting June 15 
at the St. Francis Hotel, San Francisco. Other officers chosen 
are: Vice-president, C. P. Howard, president, Howard Terminal, 
Oakland; secretary, M. H. Gates, secretary, Board of State Har- 
bor Commissioners; and treasurer, Fred D. Parr, president, 
Parr-Richard Terminal Corporation, San Francisco. 


NATIONAL FOREIGN TRADE COUNCIL 


John Abbink, vice-president, McGraw-Hill Publishing Co., 
was elected chairman of the board of directors of the National 
Foreign Trade Council June 26 at a meeting in New York. Mr. 
Abbink has been a member of the council since 1933 and a 
member of the board of directors since 1937. At the United 
Nations Conference at San Francisco, Mr. Abbink was an asso- 
ciate of Eugene P. Thomas, council president, as a consultant. 

Mr. Thomas will continue as council president, William S. 
Swingle as vice-president, and Robert H. Patchin as treasurer. 
Robert A. Breen, assistant secretary of the council since 1938, 
was elected secretary, succeeding the late Lindsay Crawford. 


RAIL SALARIES EXCEEDING $75,000 

Secretary of the Treasury Morgenthau has made public, 
in accordance with a provision of the Internal Revenue Code, 
a list of individuals receiving from corporations compensation 
for personal services in excess of $75,000 for the calendar year 
1943 and fiscal years ending in 1944. The only railroad execu- 
tive whose name appeared in the list was that of W. M. Jeffers, 
president of the Union Pacific, who received salary of $75,000 
and other compensation of $415 in 1943 from the Union Pacific 
and affiliated railroad companies. Names of other railroad 


officials might appear in a supplemental list to be issued later, 
it was stated at the Treasury. 
















International Air Transport 


The Senate commerce committee, in a meeting June 26 to 
consider disposition of S. 326, the McCarran bill to establish the 
“All-American Flag Line, Inc.,” as the airline to represent the 
United States in foreign air transport, voted 11 to 6 to post- 
pone action on the bill until the return of the author of the bill, 


Senator McCarran, of Nevada, to Washington. It was stated 
that Senator McCarran had gone to Nevada to attend funeral 
services for Senator Scrugham, the junior senator from that 
state, and that Senator McCarran was expected to return to 
Washington July 5. The committee’s vote to postpone action 
also applied to a substitute bill that had been proposed by a 
three-man subcommittee (see Traffic World, June 23, p. 1677). 

Chairman Bailey stated, after the committee meeting, that 
he had told the committee he would advise the President to ‘“‘go 
ahead” if he (the President) wanted to act on pending authoriza- 
tions for foreign airline routes. Under the civil aeronautics act 
of 1938, grants of authority by the Civil Aeronautics Board for 
foreign air routes are subject to approval by the President. An- 
nouncements of C. A. B. action on such applications are with- 
held until after the President has acted on the board’s recom- 
mendations to him. A decision on authorization of airline opera- 
titons over the north Atlantic is now “in the mill” at the C. A. B. 

Questioned about reports to the effect that the board had 
recommended to the President that three airlines—Pan Ameri- 
can Airways, American Airlines, and Transcontinental & West- 
ern Air—be authorized to operate on routes between U. S. 
north Atlantic ports and various points in Europe, and that 
acquisition of American Export Airlines by American Airlines 
be authorized, C. A. B. officials, June 27, said that they could 
not make public any information as to the status of the north 
Atlantic air route case, and disclaimed any knowledge as to 
the source of the reports. The north Atlantic cas has awaited 
action by the C. A. B. since the filing of a proposed report in 
that proceeding by Examiners Thomas L. Wrenn and Ferdi- 
oy D. Moran last January (see Traffic World, Jan. 27, p. 

The examiners, in their proposed report, recommended 
grants of authority to Pan American Airways and, also, to 
American Export Airlines in the event of approval by the board 
of acquisition of control of that carrier by American Airlines. 


Air Transport Conference 


An air transport users conference will be held July 9 and 
10 at the Hotel Statler in Washington under the auspices of the 
National Aeronautic Association. 

The third of a series of conferences scheduled by the 
N. A. A. to foster, by all interested groups, planning for the 
development and utiliation of services offered in the public 
interest by the aviation industry, the conference will con- 
sider “the large potential field of industrial shipments by 
air,” according to the N. A. A. announcement. Principal present 
and potential users of air transportation have been invited to 
attend. 

Requirements and expectations of passenger travel also 
will be discussed. 

Glen B. Eastburn, ‘vice-president for air transportation, 
N. A. A., will act as chairman of all sessions of the conference. 
He will speak at the opening session July 9 on ‘“‘The Objectives 
and Purposes of the Conference.” Following his address, the 
conference will hear speakers on “Evaluating the Commercial 
Air Transportation Potential.” George Smith, president, Cham- 
ber of Commerce of St. Louis, Mo., will speak for the commu- 
nity; Dr. Lewis C. Sorrell, director of research, Air Transport 
Association, for the scheduled carrier by air, and Joseph Gar- 
side, Wiggins Airways, Inc., Norwood, Mass., for the non- 
scheduled carrier by air. 

At the luncheon session, July 9, Fred B. Collins, sales man- 
ager, Boeing Aircraft Corporation, Seattle, Wash., will speak 
on “Equipment Requirements to Satisfy the Air Passenger and 
Shipper.” 

The topic at the afternoon session, July 9, will be “Air Cargo 
from the Shippers’ Standpoint.” After addresses by Col. James 
Aston, Acting Deputy Chief of Staff, Air Transport Command, 
on “The Experiences of the ATC—A Valuable Lesson for Post- 
War Shippers,” and by Col. L. H. Brittin, director, Evans Trans- 
portation Research, and consultant, U. S. Departments of Com- 
merce and Agriculture, on “Shipping Agricultural Products by 
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Air,” there will be a forum of the cargo users of air transpor- 

tation. The N. A. A. said representatives from a number of the 

larger trade groups, interested in air transportation, would be 

yen to present the opportunities and problems in their in- 
ustry. 

At the dinner, July 9, L. Welch Pogue, chairman, Civil 
Aeronautics Board, will speak on “A Program of Air Trans- 
port Development.” 

At the morning session, July 10, the topic will be “Terminal 
and Auxiliary Facilities for Air Transportation.” Hart Bow- 
man, manager airports, Dallas, Tex., will speak on “Terminal 
Facilities for Handling Traffic’; and John Groves, manager, 
operations department, Air Transport Association, will speak 
on “Terminal Requirements of the Airlines for Passenger and 
Cargo.” “Coordination of Air and Surface Transportation at 
the Terminal,” is another subject scheduled for discussion. 

Mrs. James H. Doolittle, director, National Association of 
Air Force Women, will speak at the luncheon session July 10 
on “Air Transportation from the Woman’s Point of View.” 

At the afternoon session, July 10, Harry Meixell, state re- 
lations manager, Air Transport Association, will speak on 
“State Legislation,” and Dr. John B. Crane, director, economic 
and marketing research, Glenn L. Martin Co., will speak on 
“International Air Transportation.” 


Future Aviation Needs 


“The most important of all the tools with which air trans- 
portation must work out its future is management,” said L. 
Welch Pogue, chairman of the Civil Aeronautics Board, in an 
address before the Philadelphia Chamber of Commerce in con- 
nection with observance of “Aviation Week” in Philadelphia 
this week. 

“A banking syndicate surveying the possibilities of an 
enterprise, will study management very carefully, even if all 
other factors are favorable. The life of a business is manage- 
ment. Perseverance, courage, good sense, and the ability to 
cooperate are good qualities, but at this stage of air transpor- 
tation’s development much more is needed. We require alert- 
ness, daring, intelligence, and the willingness to try out a new 
idea even if it means making an existing practice obsolete. The 
finest aircraft, the most superb system of airports, and the most 
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advanced achievements in technological development would all 
be useless without good management. 

“Fortunately in the field of air transportation I believe 
that we do have good management. Essentially, it is young in 
its attitude (and in my opinion one’s attitude is far more im- 
portant than one’s years), independent in its thinking, scientific 
in its habit of thought, and ambitious in the extreme. I believe 
that the management of this industry fully recognizes the bene- 
fits of reasonable competition and welcomes the opportunity to 
do business under such a system. As members of the traveling 
and shipping public let us all hope that this vital tool in the 
development of air transportation will continue to remain keen 
and alert as it has been in the past. Only by attracting and 
keeping the best possible management can the enormous poten- 
tial of air transportation be realized. 

‘What are the needs of air transportation today, and when 
I say today I mean when peace comes? The first need is air- 
craft built specifically for varying commercial air transport 
operations and incorporating the many improvements developed 
during the war which can now be applied to commercial air- 
craft. The second need is for personnel, particularly pilots and 
skilled mechanics and maintenance people. There should be a 
good supply of such personnel when the war ends. The third 
need is a continuing improvement in our air transport system 
of airports. The fourth need is the right attitude in regard to 
research and development work. This work includes a vigorous 





Perishable Rate Comparisons 


Charles B. Bowling, chief of the Transportation Rates and 
Services Division, Marketing Facilities Branch, War Food Ad- 
ministration, and Harold D. Johnson, agricultural transporta- 
tion specialist of the branch, have prepared an interesting table 
showing comparisons of rates on five perishable items—aspara- 
gus, cherries, peaches, pettuce and tomatoes—from points in 
California to New York via railroad freight and rail express, 
on the one hand, and air freight calculated at three varying ton- 
mile rates, on the other. 

The table, printed below, was prepared in connection with 
the study of postwar agricultural air freight potentials, “Agri- 
culture’s Place in the Sky,” written by the two experts for the 
Traffic World and printed at p. 1675 of the June 23 issue. 


COMPARISONS OF RAIL FREIGHT, RAIL EXPRESS AND AIR CARGO RATES BASED ON VARIOUS TON MILE 
REVENUES TO NEW YORK CITY 


Commodity 

No. of Pkgs 
Estimated Billing 
Wt. per Pkg. In Lbs. 
Gross Wt. per 
Carload in Lbs. 


Per Carload 
Freight Rate 
per 100 Ibs. 


> 


ete, Cah... 
.Stockton, Cal...1, 
.Fresno, Cal..... 

. eatmas, Cal..... 
..Niland, Cal 


Asparagus . 
Cherries ... 
Peaches ... 
Lettuce 

Tomatoes 


22,638 
27,580 
27,500 
23,712 
21,420 


PRE < 


Carload 


n. and Frt. 
Transportation Chgs. 


Refrigeration Chgs. 
in Cents per Ib. 


Freight Cgs. 

per Carload 

per Carload 

Refg 

Chgs. per 

Cost per Pkgs. 

at Destination 
Ton Mile Revenue 


RAIL FREIGHT 
$ 416.54 


$80.00 
449.55 95.00 
448.25 95.00 
436.30 $55.34 
394.13 80.00 


$ 496.54 
544.55 
543.25 
491.64 
474.13 : 3,212 


a yaa 
toe bo 
wo 


AIR FREIGHT AT 26 CENTS PER TON MILE 


Asparagus . 
Cherries ... 
Peaches ... 


Lettuce 
Tomatoes 


Asparagus . 


Cherries . 
Peaches 
Lettuce 
Tomatoes 


Asparagus . 
Cherries ... 
Peaches ... 


Lettuce 
Tomatoes 


Asparagus . 
Cherries ... 


Peaches 
Lettuce 
Tomatoes 


-Delta, Cal 
-Stockton, Cal... 
.Fresno, Cal..... 
. sa@linas, Cal..... 
~.muend, Cal..... 


-Delta, Cal 
.-Stockton, Cal... 
..Fresno, Cal.... 
. eelmes, Cal..... 
.wuend, Cal..... 


-Delta, Cal...... 
-Stockton, Cal... 
-Fresno, Cal.... 
. jealinas, Cal..... 
. wuand, Cal..... 


-Delta, Cal 

-Stockton, Cal.. 
..-Fresno, Cal.... 
. salinas, Cal..... 
--Niland, Cal..... 


630 


588 


-1,250 


312 
630 


588 


-1,576 
-1,250 


312 
630 


22,638 
27,580 
27,500 
23,712 
21,420 


32.64 
32.60 
31.95 
33.40 
31.54 


VIA AIR FREIGHT 


3816 22,638 
17% 27,580 
22 27,500 
76 23,712 
34 21,420 


VIA AIR FREIGHT AT 


3814 22,638 
17% 27,580 
22 27,500 
76 23,712 
34 21,420 


VIA RAIL EXPRESS 


3814 22,638 
17% 27,580 
22 27,500 
76 23,712 
34 21,420 


*Rail mileage via direct, customarily used routes. 
+Great circle mileage. 


12.56 
12.54 
12.29 
12.85 
12.11 


6.28 
6.27 
6.15 
6.43 
6.07 


AT THE PREVAILING 


3.75 
3.55 
3.55 
3.75 
3.75 


7,389.40 
8,991.08 
8,786.25 
7,919.81 
6,755.87 


AT 10 CENTS PER TON MILE 


2,843.33 
3,458.53 
3,379.75 
3,046.99 
2,593.96 


1,421.67 
1,729.27 
1,691.25 
1,524.68 
1,300.19 


848.93 
979.09 
976.25 
889.20 
803.25 


83.16 
83.16 
83.16 
§54.54 
83.16 


5 CENTS PER TON MILE 


EXPRESS RATES 


932.09 
1,062.25 
1,059.41 

943.71 

886.41 


1.59 
.67 
85 

3.02 

1.40 


72,511 
2,508 
2,458 
2,570 
2,426 


72,511 
2,508 
2,458 
2,570 
2,426 


72,511 
2,508 
2,458 
2,570 
2,426 


*3,382 
3,486 
3,597 
3,405 
3,212 


6.07 


4.12 
3.85 
3.85 
3.98 
4.14 


tInitially top iced with 15,000 pounds, retopiced with 3,000 en route. 
§Initially top iced with 7,500 pounds, no reicing en route. 
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program calling for the adaptation of radar and many other 
developments now available as a result of wartime activity. 
The fifth need is a continuation of alert management. And 
lastly, there is needed that attitude which constitutes the will- 
ingness to continue pioneering in every new field that shows 
promise. If all of these needs can be met, the future of air 
— to Philadelphia, this country, and the world is 
assured.” 


Air Navigation Facilities 


An attempt to obtain House approval of a proposed ex- 
penditure of $790,000 for installation of a special type of air 
traffic control equipment to direct air traffic between New York 
City and Washington, D. C., failed after Chairman Cannon, of 
the House appropriations committee, speaking in the House, 
asserted that acceptance of the proposal by Congress would be 
the opening wedge for expenditure of a “fabulous’’ amount of 
federal funds for similar installations on air routes throughout 
the country. 

The proposal was made and rejected in the course of 
House consideration of H. R. 3579, the second deficiency ap- 
propriation bill, June 27. The bill included an item of $27,000 
for establishment of air navigation facilities by the Civil Aero- 
nautics Administration. Representative Hinshaw, of California, 
submitted an amendment to increase that amount by $790,000, 
saying that this money was needed for an “automatic posting 
system” between New York and Washington. He added that 
this was an “ultra-modern” air navigation facility, “involving 
all kinds of electronic devices and computing devices and post- 
ing devices.” He said that air traffic between the two cities had 
become so heavy and congested that if some improved method 
for control of that traffic was not found there would be some 
very serious accidents. 

Chairman Cannon said that, according to testimony heard 
by his committee, “this amendment is the proverbial camel’s 
nose beneath the tent,” and that the committee had been told 
that, if the installaiton between New York and Washington 
proved successful, ‘‘as of course it will,” extension of the system 
to all trunk routes of the airlines throughout the United States 
was proposed. 

“The cost of such installation would be fabulous,” he said. 


Aviation Safety Awards 


Sixteen American air lines completed their 1944 operations 
without a single fatal accident, the National Safety Council 
reported in announcing its 1944 aviation safety awards. 

“Among the largest air lines (those flying more than 100,- 
000,000 passenger miles in the year), United Air Lines, Inc., was 
the group winner,” it said. “In this group, Eastern Air Lines, 
Inc., and Northwest Airlines, Inc., also had no fatality records, 
thus earning Certificates of Safe Operation, but these two lines 
had flown fewer passenger miles since their last fatality than 
United Air Lines. 

“Among the air lines flying from 10,000,000 to 100,000,000 
passenger miles in 1944, Braniff Airways was the group winner. 

“Other perfect records of no fatalities in this group were 
compiled by Pennsylvania-Central Airlines Corp., Delta Air 
Lines, Western Air Lines, Chicago & Southern Air Lines, Conti- 
nental Air Lines, Mid-Continent Air Lines, National Airlines, 
Northeast Airlines, Pan American Airways (Atlantic Division), 
Hawaiian Airlines, Ltd., and Colonial Airlines, all of which 
earned Certificates of Safe Operation. Braniff, however, up to 
the end of 1944 had flown the most passenger miles in its 
group since its last fatal accident (328,226,218), and thus won 
the first place award. 

“American Export Airlines won the award in the group 
of air lines operating less than 10,000,000 passenger miles in 
1944. It was the only line in this group with a no-fatality record. 
At the end of 1944 it had operated 18,725,766 passenger miles 
since its last fatal accident. 

“In addition to winning the award in its group, United Air 
Lines has been voted the National Safety Council’s special war- 
time Distinguished Service to Safety Award for operating more 
than one billion passenger miles without a fatal accident. From 
May 1, 1942, to the present, United has had no fatal accidents. 
The total passenger miles operated without fatality up to Janu- 
ary 1, 1945, was 1,048,310,190. 

“The awards were made on the basis of official records of 
the Civil Aeronautics Authority.” 

The Air Transport Association said the 16 airlines that 
received awards flew a total of 1,378,454,398 passenger-miles 
in 1944 without a fatal accident. The same lines, it added, in 
previous consecutive months had flown 4,228,827,611 passenger- 
miles without a fatality, raising the grand total to 5,607,282,009 
passenger-miles flown without costing a single life. 
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“The safety awards are a well deserved recognition for an 
achievement made all the more remarkable by the fact that it 
covered a war-time period when demands for service ran to 
unprecedented lengths, and the stress of performance was at a 
high pitch,” said Stuart G. Tipton, Acting President of the Air 
Transport Association. 

“Within the last 15 years, the airlines have reduced the 
percentage of fatalities per 100,000,000 passenger flown-miles, 
from a percentage of 28.57 in 1930, to 2.20 in 1944. This great 
improvement is due to many factors, among them improved 
equipment, better maintenance and better-trained manpower. 
The war has developed many scientific advances of which, the 
public may be assured, the airlines will take every advantage.” 

Mr. Tipton cited the detailed figures on fatalities as follows: 


Fatalities 
per 100,000,000 


Year Passenger Miles Flown Passenger Miles 
1930 84,014,572 28.57 
1936 435,740,253 10.10 
1937 476,603,165 8.39 
1938 557,719,268 4.48 
1939 749,787,096 1.20 
1940 1,147,444,948 3.05 
1941 1,491,734,671 2.35 
1942 1,481,976,329 3.71 
1943 1,642,596,640 1.34 
1944 2,262,618,517 2.20 


“The domestic airlines are now flying about 380 planes 
525,304 miles daily on routes that have reached the total of 
64,525 miles,’ said the air association. 


Airline Complaint at C. A. B. 


By an order identified as serial No. 3764, the Civil Aero- 
nautics Board has instituted ‘an investigation into matters in- 
volving certain activities of National Airlines, Inc., of Jackson- 
ville, Fla., and Caribbean-Atlantic Airlines, Inc., a Puerto 
Rican air carrier, and a complaint against those two airlines 
filed by Inter-Americas Airlines, Inc., of Puerto Rico (see Traf- 
fic World, June 2, p. 1471). 

The board said the investigation, docketed as No. 1940, 
was instituted (a) to determine whether National Airlines had 
acquired control of Caribbean-Atlantic without approval of the 
board and in violation of section 408 of the civil aeronautics 
act; (b) to determine whether Caribbean-Atlantic had leased 
or contracted to operate a substantial part of the properties of 
National Airlines without the board’s approval and in violation 
of section 408, and (c) to determine, if any such violation of 
section 408 had been committed, what further action, if any, 
should be taken by the board pursuant to the provisions of the 
civil aeronautics act. 

In its order, the board noted that Inter-Americas,.in its 
complaint (No. 1907) had made the allegations that National 
and Caribbean-Atlantic had violated section 408. The board 
said it appeared that on or about April 27 National and Carib- 
bean-Atlantic had executed a letter of agreement relating to 
the leasing of certain equipment by the former to the latter, 
as well as the furnishing of certain facilities, personnel and 
services, and that true copies of the letter of agreement had 
been filed with the board for approval under section 412(a) of 
the act. Further, it said, it appeared that an application, No. 
1916, had been filed by National for approval of its acquisition 
of control of Caribbean-Atlantic and for approval of lease by 
the latter of certain properties of the former. 

The board ordered consolidation of the proceedings in Nos. 
1907 and 1916 into the instant proceeding, No. 1940. 


Air Travel Discount Plan 


The Civil Aeronautics Board has ordered suspension for 
a period of 90 days from June 23, of tariffs filed on behalf of 
16 domestic airlines by M. F. Redfern, Agent, proposing estab- 
lishment, on and after July 1, of a 5 per cent discount on air- 
line ticket purchases by holders of “air travel cards’ (sub- 
scribers to the Universal Air Travel Plan) and by holders of a 
designated government travel form. 

Prior to the present war, these airlines had in effect a tariff 
providing 15 per cent discounts on ticket purchases by “travel 
card” holders and by persons traveling on government business, 
but after the war broke out the airlines canceled those discounts 
for the duration of the war, providing, however, that the dis- 
count tariffs might be amended in the meanwhile. 

The C. A. B. suspension order was designated as serial No. 
3763, and the suspension proceeding was docketed as No. 1939. 
Carriers named as respondents in the order are: American Air- 
lines, Inc.; Braniff Airways, Inc.; Chicago & Southern Air Lines, 
Inc.; Colonial Airlines, Inc.; Continental Air Lines, Inc.; Delta 
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Air Corporation; Eastern Air Lines, Inc.; Mid-Continent Air 
Lines, Inc.; National Airlines, Inc.; Northeast Airlines, Inc.; 
Northwest Airlines, Inc.; Pennsylvania-Central Airlines Corpo- 
ration; Transcontinental & Western Air, Inc.; United Air Lines, 
Inc., and Western Air Lines, Inc. 

Specifically, the C. A. B. suspended operation of provisions 
appearing in original pages 4 to 8, inclusive, and article VII, 
designated “Percentage Conversion Table,” appearing in orig- 
inal pages 10 to 12, inclusive, of Universal Air Travel Plan 
tariff No. 2, Agent Redfern’s C. A. B. No. 6, and the discounts 
stated in rule 12, Article III, sub-paragraph (A) appearing in 
original page 18 of Local Joint and Passenger Rules tariff No. 
PR-1, Agent Redfern’s C. A. B. No. 4. 

The board said, in its order, that the discounts and other 
privileges contained in the tariffs specified ‘““may be unjust or 
unreasonable, or unjustly discriminatory, or unduly preferen- 
tial, or unduly prejudicial, and the rights and interests of the 
public may be injuriously affected thereby.” It instituted the 
proceeding, on its own motion, to determine the lawfulness of 
the tariffs and its course of action with respect thereto, and to 
determine whether the Universal Air Travel Plan Agreement 
(contract C. A. B. 247) was or would be adverse to the public 
interest or in violation of the civil aeronautics act. 

By a similar order (serial No. 3767), the C. A. B. has sus- 
pended for a period of 90 days from June 25, on protest of the 
Office of Price Administration and Panama Canal Zone labor 
unions, a proposal of Pan American Airways, Inc., Pan Amer- 
ican-Grace Airways, Inc., Uraba, Medellin and Cia Mexicana, 
through their tariff publishing agent, R. C. Lounsbury, to re- 
duce, effective July 1, the discount presently available to travel- 
ers on Official government business and to amend the rules 
governing such discounts. The suspension proceeding was 
docketed as No. 1941. 


R. F. C. War Aviation Work 


A war-time operating division of the Reconstruction Finance 
Corporation, that was given the assignment in the European 
phase of the war of blocking German and Italian efforts to 
dominate air transportation in South America, has successfully 
completed its task and is now being liquidated, Federal Loan 
Administrator John W. Snyder has announced. 

The division—the American Republics Aviation Division of 
R. F. C.’s subsidiary Defense Supplies Corporation—started on 
its assignment of removing Axis influence from the airlines of 
the western hemisphere before Pearl Harbor, said R. F. C. In 
terminating the operations of the division, R. F. C. said it was 
complying with the policy, announced recently, of merging sub- 
sidiaries and divisions into the parent R. F. C. organization. 

“The division’s program was accomplished quietly and 
effectively with the whole-hearted cooperation of most of the 
Pan American nations,” the Administrator said. “Other agencies 
and departments of the United States Government, notably the 
Department of State and the Department of Commerce, also 
gave invaluable assistance.” 

The R. F. C. pointed out that Hitler and Mussolini, in their 
plans for world conquest, fully realized the value of domination 
of the South American airlines. It said the South Atlantic 
route with its off-shoot lines to all of Latin America was ideal 
to the Axis for disseminating propaganda, training military 
pilots, preparing aerial maps, maintaining vigil on United Na- 
tions shipping, establishing airports within striking distance of 
the Panama Canal, facilitating operations by secret enemy 
agents, and intercepting military intelligence to and from the 
United States. 

Reorganization of the airlines had not only made them a 
greater asset to the countries they served, but it had unques- 
tionably aided in the defense of the western hemisphere while 
th strategic materials transported to our outlying bases by the 
lines were a decisive factor in assuring victory for the United 
Nations, continued the R. F. C. 


“When peace returns in the Pacific theatre of war as it has’ 


in the Atlantic, there will be a fuller appreciation of the bene- 
fits derived during wartime in the collaboration among the air- 
lines, which has accomplished an unprecedented unity among 
all national and international airline operators and the creation 
of a closer understanding of mutual economic problems,” Ad- 
ministrator Snyder said. 


AIR CERTIFICATE APPLICATIONS 

William H. Towle, of Boston, Mass., has asked the Civil 
Aeronautics Board for authority to engage in scheduled trans- 
portation of persons, property and mail by seaplanes between 
West Quoddy Head, Me., and St. John, New Brunswick, Canada. 
His application is docketed at the C. A. B. as No. 1938. 

In No. 1935, Trans-Canada Air Lines, of Winnipeg, Mani- 
toba, Canada, has applied for a foreign air carrier permit 


TRAFFIC WORLD 


authorizing transportation of persons, property and mail be- 
tween White Horse, Yukon Territory, and Fairbanks, Alaska. 

Four Alaskan air carriers also have filed new applications 
with the C. A. B. In No. 1927, Toussaint Air Service, of Fair- 
banks, asks a certificate for non-scheduled transportation of 
persons, property and mail between Fort Yukon, Alaska, and 
Fairbanks and a specified area in the upper Yukon Valley. In 
No. 1929, Oscar Winchell Flying Service asks authority to 
operate over irregular routes in transportation of persons and 
property within a defined area in Alaska. In No. 1930, Reeve 
Airways, of Anchorage, Alaska, seeks a certificate for non- 
scheduled transportation of passengers and freight within 
Alaska, and an exemption order authorizing such service. In 
No. 1931, Northern Airways, of Fairbanks, seeks authority to 
engage in scheduled transportation of persons, property and 
mail between Anchorage and McGrath, Alaska. 


End of Air Mail “Subsidies” 


Since June 30, 1944, air mail revenues have exceeded esti- 
mated expenditures to the extent that the balance will be more 
than large enough to wipe out the air mail deficit of $59,815,- 
416.03 that remained on that date, the Air Transport Associa- 
tion of America has reported. 

The association said that through the years in which the 
policy of the Post Office Department and Congress had been to 
encourage airline development, the air mail deficit had mounted 
until, at the beginning of the fiscal year 1943, it totaled 
$128,734,266.62. However, it continued, in the fiscal year 
ended June 30, 1943, the Post Office Department  ob- 
tained a profit on air mail of $18,355,360, and, according to 
figures furnished by the department to Chairman McKellar of 
the Senate committee on post office and post roads, in the fiscal 
year 1943-1944 there was a profit on air mail of $50,563,491 for 
the Post Office Department. 

“Thus, the two years accounted for a reduction of $68,918,- 
851 or more than half of the accumulated total deficit,’ con- 
tinued the association. ‘Consequently, for nearly three years, 
air mail has been paying its way and rolling up a surplus to 
wipe out all past deficits.” 


Gain in Current Fiscal Year 


In the current fiscal year, it said, air mail pound-miles had 
been running about 45 per cent ahead of the preceding fiscal 
year, “indicating revenues of about $140,000,000 for the fiscal 
year against an estimated expenditure of $70,000,000.” This, it 
added, would leave “an assured balance” of about $70,000,000 
“which more than wipes out the deficit of a year ago of 
$59,815,416.03.” 

“These figures, however,” the association noted, “may not 
appear in the same form when ‘cost ascertainment’ experts of 
the Post Office Department make certain adjustments and ‘allo- 
cations’ of the receipts and expenditures. Under the ‘cost ascer- 
tainment’ system, the revenues from air mail sent to soldiers 
may be credited to the ‘foreign mail’ account, despite the fact 
that the large part of G. I. air mail outside the United States 
is carried by the army and navy. Since the basic source of the 
revenue is air mail, it is so classified in calculating the overall 
result showing the complete absorption of the 25 year old air 
mail deficit.” 

The Air Transport Association observed that the pound-mile 
cost of air mail transportation had dropped steadily and that 
the Post Office Department’s basic payments to the airlines had 
scaled downward from 3.2 mills in 1932, when pound-mile rec- 
ords were first assembled, to 0.32 mills in 1944. It added that 
mail revenue constituted 82.6 per cent of total airline revenue in 
1931, but that by 1944 air mail revenue represented only 20.72 
per cent, while passengers accounted for 72.34 per cent, express 
for 5.16 per cent, and miscellaneous for 1.78 per cent of total 


airline revenue. Air mail pound-miles had jumped from 6,275,- — 


935,094 in 1932 to 56,693,450,699 in 1943, it said, adding that the 
total paid to the airlines by the Post Office Department had 
risen in that same period only from $16,943,605.56 to $23,347,- 
914.71, while the average cost a mile had dropped from 0.792 
cents to 0.264 cents and the average plane load had risen from 
374 to 580 pounds. 

Stuart G. Tipton, acting president of the association, stated 
that “if the old rate of 3.2 mills per pound-mile prevailed today 
as it did in 1932, it would have cost the Post Office more than 
$180,000,000 to fly the mail in the fiscal year of 1943-44 instead 
of the $27,949,936.52 it paid the airlines.” 


AIRWORTHINESS RULES REVISION 
The Civil Aeronautics Board*has distributed to the aviation 
industry for comment copies of a new part 04 to the civil air 
regulations, revising the airworthiness requirements for trans- 
port airplanes. Comments on this draft release have been re- 
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quested by August 3, with 15 copies of the comments to be 
supplied, if possible, for distribution to the board’s and admin- 
istrator’s staff members studying the matter. 

New part 04 is concerned entirely with transport aircraft, 
as distinguished from new part 03, recently circulated for com- 
ment, which deals with the non-transport types of plane, said 
the C.A.B. The presently effective part 04, which combined 
transport and non-transport categories in one regulation, would 
continue in effect until the draft releases were approved by the 
board and made effective, it said, adding: 


After comments are received, the board proposes to hold a series 
of meetings with representatives of the groups especially concerned 
with the subject to permit discussion of any differences of opinion 
which may exist. 

Additional copies of the proposed new part are available at the 
public information office of the Board, and may be obtained by persons 
having an interest in the matter. 


AIR TRANSPORT POLICY 
Representative Randolph, of West Virginia, in House con- 
current resolution 64, has proposed that Congress express itself 
“as approving expansion of the air-transportation system in the 
United States so that it will include not only the larger cities 
but also, through feeder-line service, the greatest practicable 
number of smaller cities and towns.” 


CONTACT AND INSTRUMENT FLIGHT 


The Civil Aeronautics Board has modified the provisions 
of new part 60 of the civil air regulations, air traffic rules, 
effective August 1, to provide for contact flight against the base 
of clouds up to 700 feet instead of 1,000 feet as provided in the 
revised part recently adopted. The board also changed the 
provisions of the part to permit instrument flights down to 
1,000 feet rather than the 1,500-foot minimum proposed in the 
new part, this provision remaining the same as in the old part 
60, according to the board. 

The board said the action was taken after conferences, and 
that, on the basis of the views presented, the revisions seemed 
to fulfill more completely the needs of both contact and instru- 
ment flying at this time. 


“FAN MARKERS” FOR PLANE LANDINGS 


After a demonstration at the Washington National Airport 
of a so-called ‘fan marker” approach system, designed to re- 
duce by more than 50 per cent the present landing time of 10 
or 12 minutes by planes operating under adverse weather con- 
ditions, airline representatives present at the demonstration 
agreed that the “fan marker” system should be adopted im- 
mediately as an expedient until a better system had been de- 
veloped, according to the Air Transport Association of America. 

The A.T.A. of A. said that the Civil Aeronautics Adminis- 
tration had already started work on the installation of fan 
markers at 50 major airports, using funds supplied by the army. 
For the.demonstration, it said, a fan marker had been set up 
8.2 miles from the Washington airport as a holding point for 
final instrument approach. Five aircraft were assigned “holding 
altitudes” of 2,000, 3,000, 4,000, 5,000 and 6,000 feet, respec- 
tively; the planes at 2,000 and 3,000 feet were instructed to 
“hold” between the fan marker and a point two minutes beyond 
it, and in subsequent synchronization of movements of the five 
planes, under radio direction from the airport traffic controller, 
landings were made at four-minute intervals. It was shown 
that aircraft at 3,000 feet could make a straight-in approach 
from the fan marker, if located 8 miles from the field, letting 
down at approximately 700 feet a minute, the Air Transport 
Association said. 


ROUND-THE-WORLD AIR TRIPS 


Reservations for complete round-the-world trips have been - 


made by eleven passengers since the start of this year, when 
Pan American Airways’ expansion plans become public, the 
company announces. The shortest route around the. world 
would be 21,000 miles and would require 88 hours flight time, 
at a cost of approximately $700, less than the present round- 
trip rate to Europe. 


TRANSPORT AIRCRAFT PARTS 


Special arrangements to assist airlines and war industries 
in keeping their transport aircraft in the air have been an- 
nounced by the Reconstruction Finance Corporation, the agency 
designated by the Surplus Property Board to handle aircraft 
disposal. 

New procedures had been developed in cooperation with 
the Army Air Forces to speed up the procurement of spare 
parts needed to keep transport planes flying during the coming 
months, it was stated. This was expected to be more important 
than ever before in view of the anticipated heavy demands on 


transport.equipment in connection with the movement of mili- 
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tary personnel and supplies to the west coast for the jump-off 
to the Pacific war zone, it was stated. 


EXPANSION OF AIR EXPRESS 


With the inauguration of service to and from New York 
by Pennsylvania-Central Airlines scheduled for July 2, the Rail- 
way Express Agency reports it has received inquiries about 
possible use of air express to transport rush orders or emer- 
gency shipments. The agency believes the addition of cargo. 
flights out of New York will enable more metropolitan business 
firms to use air express than heretofore. 


INTERNATIONAL AIR EXPRESS 


A gain of 35.6 per cent in number of shipments handled by 
international air express in May over the same month last 
year was reported July 2 by the Air Express Division of Rail- 
way Express Agency. A total of 28,373 shipments was handled, 
compared with 20,924 in May, 1944. These shipments do not 
include traffic to and from Canada. 


CHARTER FLIGHT LIMITATION 


The Civil Aeronautics Boards has made the following 
statement: 


In view of the increasingly frequent requests for approval of charter 
flights and the unprecedented demands on the nation’s transportation 
system, the Civil Aeronautics Board seeks to make explicit the policy 
which it will hereafter follow in considering applications for charter 
flights by airlines. The redeployment of military forces coincident 
upon the shift of the entire war effort to the Pacific theater has placed 
the nation’s air carriers under the most extreme pressure. Exceptional 
loads have been experienced in recent weeks on all of the trunk lines 
and large and mounting refusals of priority traffic have created a new 
emergency. In view of these developments, the board will henceforth 
be able to approve charter flights only where there is a specific national 
interest to be served by the charter or where some very extraordinary 
need exists. 


AIR MAIL SERVICE TO EUROPE 

Resumption of air mail service to Belgium, Denmark, 
France, Luxembourg, Netherlands, Norway and Switzerland, 
as of June 22, has been announced by Postmaster General 
Walker. He said that letters would be accepted for dispatch 
by air mail to those countries when prepaid at the rate of 30 
cents a half ounce or fraction thereof; that, “for the present,” 
letters for the Netherlands must not exceed one ounce in 
weight, but that letters for the other countries: named might 
weigh a maximum of two ounces. 

Letters not exceeding two ounces in weight, printed matter 
up to one pound in weight, and illustrated postcards were being 
accepted on and after June 22 for mailing to Yugoslavia, and 
the postage rates were those in effect prior to suspension of 
service to that country, the Postmaster General said. He added 
that printed matter service was restricted to periodicals and 
newspapers mailed directly by a U. S. publisher to a publisher, 
agent or subscriber in Yugoslavia, and that registration, money 
order, air mail and parcel post service were not available at 
this time to that country. 


N. A. A. SECRETARY 


The National Aeronautic Association has announced the 
election of Mrs. James H. Doolittle, wife of Lt. Gen. Doolittle, 
commanding general, Eighth Air Force, as secretary of the asso- 
ciation. Mrs. Doolittle, a member of the board of directors of 
both the Army Air Force Aid Society and the National Associa- 
tion of Air Force Women, will serve for the 1945 term, as suc- 
cessor to Richard C. Palmer, chairman of the Aircraft War Pro- 
duction Council, and now vice-president in charge of N. A. A.’s 
air defense division. 


ARMY PETROLEUM SHIPMENTS 

“Between D-Day and V-E Day the Transportation Corps 
imported and delivered 1,645,145,840 gallons of POL (Petrol, 
Oil, Lubricants), an average of approximately 5,000,000 gallons 
a day, to depots and air bases on the continent of Europe,” says 
the War Department. 

“In 1941, this would have been enough gasoline to operate 
every motorized vehicle in the world from New York City to 
Chicago, Illinois. 

“One of the world’s most famous supply lines, the ‘Red 
Ball Express Highway,’ earned world-wide recognition when it 
was hauling gasoline to the Third Army’s tanks during their 
dash across France. 

“After arriving on the continent the POL moved forward 
through three main pipelines running from Cherbourg to Mainz, 
Antwerp to Wesel and Marseilles to Mannheim. When the POL 
arrived at the pipeheads, through the 3,600-mile intricate sys- 
tem, it was loaded into tank cars and jerricans and moved for- 
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ward by train to railheads at Nurnburg, Hannover and Munich, 
from which point it was taken to depots by motor transport. 

“All the pipeline used by the American army in this theater 
was constructed by the Military Pipelines Service of the En- 
gineers.” 


PETROLEUM TRANSPORTATION 


Shortage of petroleum supplies in producing areas of the 
midwest and southwest on which the east coast was largely 
dependent was reflected in tank car movements to the Atlantic 
seaboard in the week ended June 23, said the Petroleum Ad- 
ministration for War. Data on the movements follow: 


The movements averaged 395,785 barrels a day, lowest since Febru- 
ary, 1942, and 30,008 barrels a day below the previous week’s average. 
A large part of the supply that was available in the Gulf Coast area was 
shipped in tankers temporarily released from military to civilian service. 

The ‘‘Big Inch’’ (24-inch) pipeline delivered an average of 312,230 
barrels of crude oil daily to the New York-Philadelphia terminals dur- 
ing the week ended June 23, as compared with 321,996 barrels daily 
the previous week. 

The ‘Little Big Inch” (20-inch) pipeline delivered an average of 
187,527 barrels of petroleum products daily to the New York area during 
the week ended June 23, as compared with 189,240 barrels daily the 
previous week, 


. 


Metzman on Post-War Railroading 


“The railroads will come out of this war with facilities that 
show wear and tear, but they will also come out in improved 
financial condition and with a resolute determination to give 
the nation new and higher standards of service,” President G. 
Metzman, New York Central System, told the Pittsburgh Cham- 
ber of Commerce June 28. 

Whereas in 1939 the railroads were carrying about 62 per 
cent of the total freight ton-miles handled by all carriers, Mr. 
Metzman said, in 1943 and 1944 their proportion was about 72 
per cent. 

The speaker looked forward to the re-establishment and 
extension of high-speed merchandise freight service after the 
war, and ‘‘to the time when the de luxe streamliner will be the 
general standard in railroad passenger transportation.” 


Optimism about the railroad future, he said, rested on the 
assumption that conditions of competition among the several 


forms of transportation would be reasonably equal. Contin- 
uing, he said: 
Railroads own, maintain and pay taxes on their fixed ‘ways’— 


tracks, terminals and all that goes with them. ‘The railroads’ com- 
petitors, highway, water and air, on the other hand, do not own the 
great highways, waterways and airports without which they could not 
operate. Nor do they maintain these fixed ways or pay taxes on them 

Fixed properties comprise three-fourths of the investment in Amer- 
ican railroads. Of a total investment of about $25,400,000,000, only one- 
fourth, $6,600,000,000, is invested in equipment. . . . To own and main- 
tain this roadway costs an average of $1,325,000,000 each year. In 1940, 
30 per cent of the gross revenues of the railroads was used to pay 
this roadway expense. 








Revenue Freight Loading 


Loading of revenue freight the week ended June 23 totaled 
876,442 cars, according to the Association of American Rail- 
roads. This was 3,768 cars, or four-tenths of one per cent, 
above the preceding week; 3,869 cars, or four-tenths of one per 
cent, below the corresponding week of 1944, and 115,512 cars, 
or 15.2 per cent, above the corresponding week of 1943 when 
coal loading totaled only 68,554 cars as against 171,612 cars in 
the week ended June 23 this year. 





TRAFFIC WORLD 


As of Dec. 31, 1944, the taxpayers of the country had invested in 
civil airports the sum of $1,027,000,000. This compares with private 
capital invested in the domestic airlines, as of June 30, 1944, of $129,36),- 
000. Taxpayers had also spent $1,122,000,000 on navigation improvements 
in the Mississippi River System, up to June 30, 1943. Common and 
contract carriers on that river system alone, including the Federal 
Barge Lines, had invested only $54,000,000 in equipment, . . Other 
billions are invested in highway improvements, all over the country, 


The solution of the problem, said Mr. Metzman, was “‘to 
charge commercial operators who use publicly-owned highway, 
waterway and air facilities taxes and tolls enough to make the 
facilities self-supporting. If this were done, future extensions 
and improvements to our system of publicly-owned transport 
‘ways’ can be made on a sound, self-liquidating basis—not on 
the basis of political favors to attract votes.” 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 12,594 
freight cars, and a daily average shortage of 6,664 freight cars, 
for the week ended June 23, according to the car service divi- 
sion of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 5,035; auto 
box, 48; flat, 470; ‘gondola, 1,582; hopper, 461; and miscella- 
neous, 4,998. 

The shortage was made up as follows: Plain box, 5,878; 


auto box, 191; flat, 167; gondola, 168; hopper, 132; and mis- 
cellaneous, 128. 


TAXES AND TRANSPORTATION 


The federal taxes on amounts paid for transportation of 
property yielded $20,885,437.72 in revenue in May as against 
$20,653,772.77 in May last year, according to the monthly state- 
ment on revenue collections issued by the Bureau of Internal 
Revenue. 

The tax on amounts paid for transportation of persons 
yielded $20,332,860.72 in revenue in May as against $15,684,- 
353.92 in May last year. 

Other revenue collections from taxes affecting transporta- 
tion included $1,585,845.25 for transportation of oil by pipeline 
as against $1,576,888.24 in May last year; $42,631,374.03 in 
gasoline taxes as against $26,787,672.28 in May last year; $59,- 
261.28 for use of motor vehicles as against $53,394.98 in May 
last year, and $30,081,962.33 in carrier employment taxes as 
against $38,059,739.97 in May last year. 


GRAIN TRANSPORTATION 


The nation’s railroads carried’ 16.7 per cent more wheat 
and other grain and grain products in the week ending June 16 
than in the corresponding week of 1944, the Office of Defense 
Transportation has announced. It said: 


The number of carloads of grain shipped in the week ending June 
16 was 52,900 as compared with 45,329 for the same week in 1944. 
This was the thirteenth consecutive week in which 1945 grain loadings 
were higher than those of 1944. Total grain loadings for the United 
States for the first 24 weeks of 1945 were 1,124,217 as compared with 
1,097,470 for the first 24 weeks of 1944. 

In the western districts grain loadings for the week ending June 16 
were 36,788 cars, or an increase of 7,237 cars, or 24.5 per cent,- over 
the corresponding week of 1944. 


MOTOR CARRIER STATISTICS 


The Commission has issued statement No. 4511, statistics 
of Class I motor carriers of property and of passengers for the 
year ended December 31, 1943, prepared by its Bureau of Trans- 
port Economics and Statistics. Copies of the 89-page compila- 
tion may be had for 60 cents from the Superintendent of Docu- 
ments, Washington 25, D. C. 





Revenue Freight Car Loading—Week Ended Saturday, June 23 


Grain and Live 
grain-prod. stock Coal 
{ 1945 56,873 13,522 171,612 
IN ree eee { 1944 53,333 14,570 174,206 
1943 55,610 11,521 68,554 
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Forest Mdse. 
Coke Products Ore L. C. L. Miscellaneous Total 
13,282 45,124 74,621 106,880 394,528 876,442 
15,036 47,636 82,088 103,811 389,631 880,311 
10,952 44,858 81,101 98,374 389,960 760,930 
13,100 45,370 74,845 106,417 392,344 872,674 
3.0 3 
117 5.3 9.1 A 
21.3 6 8.6 i2 15.2 
8.0 
363,230 1,035,386 1,004,648 2,625,846 9,736,453 20,368,204 
374,588 1,094,156 1,027,257 2,598,753 9,384,328 20,387,991 
360,889 1,035,223 964,778 2,375,259 9,253,550 19,479,295 
1.0 ” es 
3.1 5.4 2:2 Be 
6 01 4.1 10.5 5.2 46 


June 30, 





But I 


Editor 1 
In 3 
“A Salt 
would |] 
with thi 
titles, a 
sentatir 
justice. 
We 
Bs: “iL. 
request 
tion de 
canvas: 
£4 
that co 
tion lir 
ally ca 
me, is 
tor.” 
It 
import 
positio 
lifted. 
their t 


B 


Apx 


Editor 
I 
the ef 
traffic 
indust 
be int 
New 
I 
creasi 
of di 
ping 
curre 
fee a 
felt i 
our t 
for tl 
ings. 
speal 
tive 
trust 
trary 
the |: 
work 
him 
the | 
with 
that 
spiri 
but 1 
is a 
knov 


prin 
boar 
ager 
com 
and 
pres 
are 
the 


not 
and 





June 30, 1945 


But Not Solicitors 


Editor the Traffic World: 

In your issue of June 16, your leading editorial is entitled, 

“A Salute to the Solicitor.” I have read this carefully and 
would like to say that I have many, many friends connected 
with the railroads, who represent them to the public in various 
titles, and it has always seemed to me that calling these repre- 
sentatives “solicitors” is a misnomer and does not do them 
justice. 
Webster’s Collegiate Dictionary defines the word ‘solicit’ 
as: ‘1. to entreat; importune; now, often, to approach with a 
request or plea, as in selling, begging, etc.”” The same publica- 
tion defines a solicitor as: “one who entreats; an attorney; a 
canvasser, especially for charity funds.” 

I do not recall seeing the name “solicitor” on any cards 
that come to my office from the representatives of transporta- 
tion lines. If they are not officials or executives, they are usu- 
ally called freight or traffic representatives, which, it seems to 
me, is much nearer a statement of fact than the term “solici- 
tor.” 

It is my viewpoint that these gentlemen occupy a very 
important place in the railroad sales organization, and their 
position will become more important as war restrictions are 
lifted. During the war they have almost universally devoted 
their time to service and have done some very excellent work. 

W. H. Pease, General Traffic Manager, 
Bridgeport Brass Company. 
Bridgeport, Conn., June 22, 1945. 


Appreciation for the Traffic Man 


Editor the Traffic World: 

I have noted with interest and have been impressed by 
the efforts of the Traffic World to improve the standing of the 
traffic man in industry to obtain recognition of his efforts by 
industry. In line with this, I thought that your readers would 
be interested in the efforts directed towards those ends by the 
New Haven. Traffic Club. 

In addition to this objective, we had the added one of in- 
crease in membership. The point was made in our first board 
of directors meeting, early in the year, that many of the ship- 
ping clerks and assistant traffic managers felt that, under 
current conditions, they could not afford the annual membership 
fee and the monthly dinner meeting expense. Accordingly, we 
felt it desirable to attempt a program of having industries in 
our tributary area include in their budgets, or otherwise assume 
for their traffic men, the expense of the dues and monthly meet- 
ings. This type of dinner meeting at 6:30 p..m., followed by a 
speaker and open forum discussion, has proved the most attrac- 
tive to our membership. 


To reach our objective, we felt that we should not merely 
trust to the executives being kindhearted, but that, on the con- 
trary, we would have to present a program which would benefit 
the traffic man through increasing his knowledge about his 
work and affiliated traffic subjects and would, accordingly help 
him to do a better job for his industry and justify it in assuming 
the expense of membership and attendance. This fitted well 
with the idea we have always had and tried to practice, namely: 
that traffic clubs are not only meeting places where kindred 
spirits in traffic and associated fields may meet their friends, 
but that an essential and more important phase of their activity 
is a discussion program which tends to increase their traffic 
knowledge. 

With these things in mind, we organized our program, and 
printed it in a pamphlet for wide distribution. Our officers and 
board of directors, under J. P. Williams, assistant traffic man- 
ager, National Folding Box Company, chairman of our program 
committee, cooperated in suggesting subjects for the meetings 
and in presenting our ideas to Edward McEwan, executive vice- 
president, New Haven Chamber of Commerce, with which we 
are affiliated. The form of the pamphlet was largely due to 
the efforts and cooperation of Mr. McEwan. 

We have found that our program and the pamphlet have 
not only made a very good impression with our own members 
and with other traffic clubs but they have, also, resulted in our 


industrial executive accepting our program and agreeing to 
assume the expense of the annual dues and that for the monthly 
meetings. As a direct result of this, our membership committee, 
under the chairmanship of Albert Levine, Malkan Motors, has 
obtained about twenty new members. This does not include 
those joining under the regular membership arrangements. 

While we realize distinctly that traffic is much too broad a 
field to be covered adequately in a one-year program such as 
ours, we feel that we have made a start in the right direction 
and that we may follow this trend to advantage in future years 
through exploring similar subjects and refinements of those we 
are presenting this year. We are not, however, resting on our 
oars, but are amplifying our efforts and expect to inaugurate 
a double-barrelled educational program, separate and distinct 
from our monthly meetings. If successful in our efforts, this 
will be conducted under the auspices of the Connecticut State 
Board of Education, and the New Haven Chamber of Com- 
merce, and will include two traffic courses: 

1. Basic—For those who are just entering traffic work and 
those who may wish a refresher course. 

2. Advanced—For those in traffic for a longer period, who 
wish the freer and more advanced instruction and discussion 
than membership in a mixed group with those primarily in- 
terested in an elementary course would permit. 

It is anticipated that women will join these courses, par- 
ticularly the basic course. 


We are looking forward toward development of future pro- 
grams and added interest therein. We hope that other traffic 
clubs may be able to derive some benefit from our efforts to 
increase our attendance and to improve our knowledge of the 
many responsibilities and duties of the men in traffic, by what- 
ever title they may be known. 


Newton Morton, President, 


New Haven Traffic Club. 
New Haven, Conn., June 21, 1945. 


Cooperation with Traffic Bureaus 

Editor the Traffic World: 

; Mr. Barnes of Modesto, California, in his letter resulting 
in your editorial “A Salute to the Solicitor,” published in the 
Traffic World, June 16, made a suggestion which to my mind 
is sound except for one thing, i.e., cooperation. 

There are a great many industrial traffic managers through- 
out the United States who are not tied up to any particular 
concern, but rather act for several small manufacturing indus- 
trial plants. These should not be confused with the steadily 
employed, salaried industrial traffic managers. Among the 
former are a great number busily engaged in an endeavor to 
find some method whereby they can, by complaint or otherwise 
to the I.C.C., obtain reparation on past shipments and in many 
instances the split of this reparation is the sole compensation 
from the shipper for their efforts in his behalf. As long as this 
is so, I don’t think you will find very much cooperation between 
the rail traffic officials and this class of reparation hounds. 

Can anyone picture a traffic official of any railroad going 
out of his way to boost the stock of such a concern? I confess 
I am not that optimistic. On the other hand, there are traffic 
bureaus who make a practice of cooperating with rail officials 
and who do not depend on reparations for a livelihood but stick 
to an ethical practice. I believe these latter are known by 
railroad officials and are treated in the same manner, or on 
the same plane, as the salaried traffic manager and do thereby 
obtain results without recourse to complaint for everything 
they apply on behalf of their clients. 

I further contend that when traffic bureaus will remodel 
their operations and cooperate with the railroad officials they 
will find the latter quite willing to work with them and will 
not hestitate to recommend this class of industiral traffic man 
to people who are in need of their services. I do not believe 
that reparation is justified, except in cases of extremely high 
and unreasonable rates or rank discrimination. 

R. O. Burnett, President, 


Traffic Service Corporation. 
~ Seattle, Wash., June 21, 1945. 
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“Imperfect” Shipping of Eggs 


Railroads have already paid more than $650,000 in claims 
for shell eggs damaged in transit in 1944, according to reports 
received by the War Food Administration. Claims actually filed 
and paid are only a fraction of the damages sustained, says the 
W. F. A., adding: 


The heavy egg losses were largely preventable and could be traced 
to improper selection of shipping containers, poor car loading, and 
eareless handling in loading and unloading operations. No estimates 
as to the exact percentages of this waste which is easily preventable 
have been made, but experts in egg work are agreed that losses have 
been far higher than necessary. 

With eggs in greater consumer demand than at any previous period, 
every case of eggs which can be saved through more careful handling 
is important. A case of eggs contains 30 dozen—enough for a lot of 
breakfasts for a hungry war worker. 

To assist in the problem of reducing damage to eggs and egg 
cases the War Food Administration has just published an illustrated 
leaflet entitled ‘‘Reducing Damage to Eggs and Egg Cases’’ which 
may be obtained free upon request to Washington headquarters of 


W. F. A. or regional offices in New York, Atlanta, Dallas, Chicago 
or San Francisco. 


400 Cars of Eggs Lost? 


The House appropriations committee’s subcommittee on 
Department of Agriculture appropriations, in a report on an 
investigation of activities of the War Food Administration, 
made public June 27, discussed what it described as “the lost 
400 cars of eggs.” 

“It is of interest to the committee,” it said, “that the 
status’ of approximately 400 cars of eggs which are reflected 
on the records of the W. F. A. to have been purchased and 
consigned to certain warehouses has not been definitely ascer- 
tained and that W. F. A. apparently has no records reflecting 
a receipt of these eggs in warehouses. Up to a month ago they 
were still carried on the records as ‘in transit.’ Whether this 
represents a real loss or only inaccuracy in the maintenance 
of proper records is, of course, debatable. In either event the 
situation is one which does not indicate efficient administrative 
procedure and the need for further investigation and correction 
is evident.” 

Subcommittee’s Hearing Record 


The subcommittee made available printed hearings on its 
investigation, including testimony by Colonel Ralph Olmstead, 
a former War Food Administration official, to the effect that, 
because of difficulties involved in transportation of crated eggs 
and because of shortages of refrigerator cars, the railroads, 
“with the backing of the Office of Defense Transportation,” had 
been “very reluctant” to accept shipments of eggs from the 
W. F. A. 

W. F. A., O. D. T. and Sugar Losses 


The printed testimony also included a statement, submitted 
by War Food Administrator Marvin Jones and prepared by the 
Office of Supply of the Commodity Credit Corporation, in which 
reference was made to activities of the Office of Defense Trans- 
portation in connection with efforts of the W. F. A. to transport 
sugar from New Orleans warehouses by rail to north Atlantic 
ports, for export to Russia. 

According to this statement, about 50,000,000 pounds of 
sugar was stored by the W. F. A. at New Orleans early in 1943, 
of which all but about 1,300,000 pounds, brought in by a French 
vessel, came from the New Orleans vicinity. In 1943, the C. C. C. 
continued, about 25,000,000 pounds was moved to northeastern 
points and exported through the ports of Baltimore and New 
York, but such shipments were stopped by the O. D. T. when 
it discovered these movements. The C. C. C. said, in its state- 
ment, that the Russians were asked to place two ships at New 
Orleans to load the sugar and save rail transportation, but that 
promises that the ships would be sent did not materialize. It 
added that the O. D. T., early in 1944, agreed to allow the ship- 
ments to be made to north Atlantic ports, but that, when the 
shipments arrived, some of the sugar was hard and contam- 
inated, and shipments thereafter were confined to sugar in good 
condition. It was then found, according to the statement, that 
about 20,000,000 pounds of sugar stored in a New Orleans ware- 
house had become unfit for human consumption, and this sugar 


was sold to refiners at a loss of $315,000 to the War Food 
Administration. 


N. Y¥. COMMERCE AND INDUSTRY ASSOCIATION 

A resolution reaffirming the position of the Commerce and 
Industry Association of New York in opposition to the St. 
Lawrence Waterways project was adopted unanimously at the 
monthly board meeting of the association June 11. The asso- 
ciated said it reviewed its 20-page statement on the project 
issued April 11, in the light of criticisms leveled against the 
statement by Senator Aiken of Vermont and by Julius H. 
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Barnes, shipbuilder of Duluth, Minn., but “found nothing within 
the criticisms to justify any change in its position.” 

The association at the same meeting approved three meas- 
ures now before Congress, and disapproved two. Those ap. 
proved were S. 21, permitting railroads to retain funds for 
post-war maintenance without being subject to income tax; 
S. 864, providing for uniform redress of shippers for damages 
by all forms of transportation; and H. R. 2536, protecting rail- 
roads against anti-trust suits if the Interstate Commerce Com- 
mission had approved their actions. 

Bills opposed are S. 336, concerning the pooling of in- 
creased revenues of railroads when the Commission grants in- 
creased rates on the plea of revenue needs; and H. R. 1362. 
insofar as it could be interpreted as directly affecting the buy- 
ers of transportation. This bill places certain industrial em- 
ployes under the Railroad Retirement Act instead of Social 
Security. 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 


W. Larnce Alley, Kansas City, Kan.; James H. Beatty, Kansas 
City, Kan.; John W. Boehl, Kansas City, Mo.; Lloyd N. Bright, Kansas 
City, Mo.; E. G. Donald Cole, New York, N. Y.; Jessie A. DeVoretz, 
Greenwich, Conn.; M. G. Fuhr, Kansas City, Mo.; Frederick J. Greenall, 
Boston, Mass.; V. L. Hankins, Kansas City, Mo.; Francis M. Holloway, 
Kansas City, Mo.; M. P. Holt, Cheyenne, Wyo.; Frank L. Kania, 
Chicago, Ill.; Frank J. Keating, Kansas City, Mo.; Edward M. Keefe, 
Bridgeport, Conn.; James P. Kenny, New Orleans, La.; Louis J. 
Kroutil, New York, N. Y.; Edward A. Manhardt, Rutherford, N. J.; 
Lee Kohler Mathews, Burlington, Ia.; Joseph Ralph Naddeo, Plainfield, 
N. J.; A. W. Norcop, El Paso, Tex.; Samuel Portnoy, New York, N. Y.; 
Vera Santoro, New York, N. Y.; Arnold W. Schroeder, Kansas City, 
Mo.; Helen G. Sill, Waupaca, Wis.; Roy Dee Simkins, Kansas City, 
Mo.; Richard Lee Stufflebam, Kansas City, Mo.; John Denley Taylor, 
Memphis, Tenn.; Conrad G. Thompson, New York, N. Y.; Ted §S. 
Tower, Richmond, Va.; Joseph Francis Walsh, St. Louis, Mo.; Bryon 
P. Weiler, Dallas, Tex., and Paul J. Wellnitz, Philadelphia, Pa. 

Carl H. R. Ahlin, New York, N. Y.; Hendrik Johannes Ammeraal, 
Jr., New York, N. Y.; John Harold Becker, Detroit, Mich.; Julian Y. 
Bedox, Richmond, Va.; Wilbur M. Boring, Kansas City, Mo.; Roy H. 
Burgess, Jr., Chicago, Ill.; Robert Collyer Chamberlain, Somerville, 
N. J.; Joseph Sterling Chartrand, Jr., Kansas City, Mo.; Harold I. 
Chayes, Chicago, Ill.; Peter Patrick Fallon, New York, N. Y.; Ralph 
Kepler Fillingame, Wilmington, Del.; Edward J. Finnegan, New York, 
N. Y.; Leslie Fox, Newark, N. J.; Lee Edward Galaspie, Richmond, 
Va.; Walter N. Gallagher, Philadelphia, Pa.; Willis L. Glaze, Columbia, 
S. C.; Ellis William Goode, New York, N. Y.; Henry Greenwald, 
Wilkes-Barre, Pa.; James Guarino, New York, N. Y.; Fred C. Her- 
mann, New Brunswick, N. J.; William Jacobs, New York, N. Y.; 
Paul M. Krom, New York, N. Y.; William A. Landau, Des Moines, 
Iowa; Francis Treanor Leddy, New York, N. Y.; Martin J. Lisi, New 
York, N. Y. 

John J. W. Lover, New York, N. Y.; Floyd D. Martin, New York, 
N. Y.; Frank Peter Martino, Newark, N. J.; Dorothy E. Miller, New 
York, N. Y.; William L. Mobley, Springfield, Mass.; Stanley Alfred 
Morrell, New York, N. Y.; Roy H. Newton, Indianapolis, Ind.; Henry 
R. Reihing, New York, N. Y.; Ray A. Rodin, Sioux City, Ia.; Thomas 
F. Rooney, Jr., New York, N. Y.; Syles Verne, New York, N. Y.; 
Donald M. Waesche, Teaneck, N. J.; Arnold Michael Webering, Kansas 
City, Mo.; Richard William West, New York, N. Y.; Charles Joseph 
Willimann, Philadelphia, Pa., and John Calvin Wisener, Jr., Johns- 
town, Pa. 


MICHIGAN PRACTITIONERS’ CHAPTER 


The Michigan chapter of the Association of Interstate Com- 
merce Practitioners, at a recent meeting in Detroit, adopted 
a resolution declaring in favor of the preservation of the “in- 
dependence of the Interstate Commerce Commission” and op- 
posing unalterably, ‘any step which would place the Commission 
under a member of the cabinet or otherwise affiliate it with any 
of the executive departments or in any manner destroy or im- 
pair its complete independence.” : 

The newly organized chapter has 65 members from Michi- 
gan and Toledo, O. It has elected Edmund M. Brady, chair- 
man; K. A. Moore, vice-chairman; C. L. Athanson, secretary 
and treasurer, and Allen Dean, K. F. Stone, James McEvoy, Jr., 
and Charles Elerick members of its executive committee. 


VETERANS IN MOTOR TRANSPORT 


Vice-president Roy Fruehauf, Fruehauf Trailer Co., expects 
a large number of returning veterans to go into motor trans- 
port. “This is a natural field for veterans,” said Mr. Fruehauf, 
“because so much of their efforts during the war have been 
concerned with the movement of men and materials. The valu- 
able experience that many of these men have gained in motor 
transport on war jobs will stand them in good stead when it 
comes to getting back to earning a living in civilian life. We 
need the veterans’ enthusiasm and experience and have much 
to offer as a challenge to their initiative and ambition.” 
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FIRST SALUTE . 


To Our 4th of July 


RED, WHITE and BLUE flag 
A rippled in the brisk breeze that 

swept across Quiberon Bay, 
France. ... That flag was the Stars & 
Stripes, flown by the frigate Ranger, 
Captain Paul Jones commanding. A 
ship of the Navy of the United States 
of America, then the newest nation in 
the world .. . and just about the most 
friendless. ‘The Date was February 14, 
1778. There was no end of excitement 
and comment among the French. 


A brisk command echoed from the 
decks of the Ranger and the harbor 
rolled to the thunder of thirteen guns, 
saluting the Bourbon flag flown by a 
- ship under the command of the French 
Admiral, La Motte Picquet .. . one 
gun for each of the thirteen states. The 
men aboard the Ranger waited breath- 
lessly. Soon the guns of the French 


a~—~ ap —~~ 
af fel 


POPE 2 TALBOT. 


ship belched forth white smoke, and 
nine guns roared in response to the 
American salute. Thus was history 
made... for the first time, the flag of 
the United States had received a salute 
from a foreign power. 


Since those early days, this Nation has 
attained the stature of a world power. 
Our markets, located all over the world, 
are inhabited by two billion people. 
The betterment of national living and 
prosperity depends on this nation’s 
maintaining an adequate fleet of fast 
modern ships to transport the com- 
modities of trade. The American Mer- 
chant Marine, of which this company 
is a vital part, has the mightiest fleet 
afloat. Our war-time operations have 
given us additional experience and ef- 
ficiency that will be of great benefit to 
your company with the coming of final 
military Victory. 


—— 
of 


INC. 
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I. S. (Scotty) McConnell, traffic man- 
ager, Armour & Co., Fort Worth, was 
elected president of the Traffic Club of 
Fort Worth June 4. Other officers 
elected are: First vice-president, W. P. 
Hudgins, Lone Star Package Car Co.; 
second vice-president, Edward Carson, 
Cotton Belt Route; secretary-treasurer, 
T. L. Berry, Maxwell Steel Co.; directors, 
W. J. Snell, Well Machinery & Supply 
Co.; J. L. Bigler, National Carloading 
Corporation; G. A. Henson, Louisiana & 
Arkansas Railway; and W. E. McCoy, 
Ozark Motor Lines. An _ installation 
luncheon was held June 25 in the Black- 
stone Hotel. 


E. G. Cook, general agent, Southern 
Pacific Lines, Cleveland, O., was elected 
president of the 
Traffic Club of 
Cleveland at the 
annual meeting 
of that club at the 
Lakewood Coun- 
try Club June 21. 
| He has held many 
- positions in trans- 
' portation organ- 
izations, includ- 
ing the presi- 
dency of the 
Cleveland Pas- 
senger Club and 
the secretaryship 
of the Cleveland 
Rail Traffic As- 
sociation. He is a 
member of the 
lake front devel- 
opment committee and the highway com- 
mittee of the Cleveland Chamber of Com- 
merce and is a sustaining member and 
otherwise active in the Associated Traffic 
Clubs of America. The following were 
elected to serve with him as officers of 
the Traffic Club of Cleveland, which 
now numbers 700 members: First vice- 
president, H. E. Boyer, traffic manager, 
White Motor Company; second vice- 
president, J. Marsh, general agent, Frisco 
Lines; treasurer, F. J. Knecktl, traffic 
service agent, Illinois Central System; 
secretary, W. J. Brennan, general agent, 
Reading Company; members of the 
board of governors, J. W. James, traffic 
manager, Allied Oil Co.; J. B. Vargo, 
traffic manager, E. F. Houserman Co.; 
A. E. Whiteside, traffic manager, Har- 
shaw Chemical Co.; G. J. Bauer, general 
coal agent, Akron, Canton and Youngs- 
town Railway; E. E. Mountcastle, freight 
representative, Baltimore and Ohio Rail- 
road; W. J. Paulus, manager, Huber 
Motor Transportation Co.; J. J. Drap, 
president, Cleveland-Pittsburgh Freight 
Lines, Inc. 


E. G. Cook 





The Traffic Club of Norristown, Pa., 
was Officially organized June 13 at a 
meeting at Bungalow Inn. Temporary 
officers elected to serve until the first 
regular club meeting next September 
are: President, Lewis T. Cuthbert. traf- 
fic manager, American-Franklin-Olean 
Tile Co., Lansdale; vice-president, Har- 
lan P. Ross, president, Upper Merion & 


Plymouth Railroad Co., Conshohocken: 
secretary, Paul H. Troutman, assistant 
traffic manager, John Wood Mfg. Co., 
Conshohocken; treasurer, W. F. Diehl, 
manager, Republic Carloading & Dis- 
tributing Co., Philadelphia. Club head- 
quarters will be in Norristown. A con- 
stitution and by-laws formulated by the 
steering committee were accepted. 





The annual outing of the Tri-city 
Traffic Club will be held July 19 at the 
Spring Brook Country near DeWitt, 
Iowa. Herbert L. Hill, traffic manager, 
Moline Traffic Bureau, Moline, IIl., is 
secretary of the club. 





F. A. Doebber, president, Associated 
Traffic Clubs of America, spoke on “The 
Associated Traffic Club’s Plan to Ele- 
vate Traffic Management,” at a luncheon 
June 25 in the Biltmore Hotel, Los An- 
geles. The luncheon was_ sponsored 
jointly by the Los Angeles Transporta- 
tion Club, Women’s Traffic Club of Los 
Angeles, Rail and Water Club of Los 
Angeles, California State Council of the 
American Institute of Traffic Manage- 
ment, Los Angeles Traffic Managers’ 
Conference, Sigma Beta Chi, Railroad 
General Agents’ Association of Los An- 
geles, Women’s Traffic Club of Long 
Beach-Los Angeles Harbor, and the Har- 
bor Transportation Club of Long Beach. 
T. F. McCue, director, Associated Traf- 
fic Clubs of America, was chairman of 
the committee on arrangements. 





The Traffic Club of Kansas City and 
the vocational educational department 
of the Kansas City Board of Education 
conducted a class in interstate commerce 
law and procedure last winter, which 
was taught by J. H. Tedrow, transpor- 
tation commissioner, Chamber of Com- 
merce, Kansas City. Of the seventeen 
persons completing the course, all took 
the examination early in April for ad- 
mission to practice before the Commis- 
sion, and all passed the examination. 





James Brown, first vice-president, Jun- 
ior Traffic Club of Kansas City, has 
joined the armed forces. Warren Tur- 
ner Pacific Intermountain Express, a 
director of the club, will fill the un- 
expired term as first vice-president. 
Charles Graff, Burlington Transporta- 
tion, has been elected as director to fill 
Mr. Turner’s place. 





F. A. Doebber, president, Associated 
Traffic Clubs of America, will address 
a joint meeting of the Seattle Transpor- 
tation Club, Seattle Industrial Traffic 
Managers’ Association, and Junior Traf- 
fic Club, July 2. 





Wayne A. Johnston, president, Illinois 
Central System, spoke at the June 26 
meeting of the Birmingham, Ala., Traf- 
fic and Transportation Club, in the 
Thomas Jefferson Hotel. The club will 
hold its annual picnic at the Roebuck 
Country Club July 14. Picnic chairman 
is Bill Thornton. 
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Mathew W. Grove, traveling passen- 
ger agent, Baltimore & Ohio Railroad, 
spoke at the dinner meeting of the Tri- 
State Traffic Club, Cumberland, Md., 
held June 14 at Ali Ghan Shrine Coun- 
try Club. Leo H. Ley, traffic manager, 
Kelly-Springfield Tire Co., spoke on the 
class rate decision by the Commission. 
Martin L. Johnson, club president, named 
various standing committees. 





Edward Pfeiffer, president of the new- 
ly organized Transportation Club of Ra- 

cine, Wis., re- 
, ceived his educa- 
tion at a number 
| of places, includ- 
— ing Bristol, Conn., 
' Fargo, N. D., and 
| Schofield, Brokaw 
' and Racine, Wis. 
| His first traffic 
experience was 
_ with the Blandin 
Phonograph Co., 
Racine, where he 
worked from 1920 
to 1927. Subse- 
quently he 
worked for the 
Ehlert Cabinet 
Co., Waukesha, 
Wis., and in Feb- 
ruary, 1929, 
joined the traffic 
department of the Belle City Malleable 
Iron Company, Racine, where he is still 
employed. He has been an active mem- 
ber of the Racine Traffic Club for many 
years and was prominent in the organ- 
ization of the transportation Club of Ra- 
cine, the principal object of which is edu- 
cational work among traffic men. He 
predicts the new club will number 300 
members by the end of this year. His 
other activities include the organization 
and management of Credit Unions (work- 
ingmen’s banks) throughout Wisconsin, 
and work as executive secretary of his 
church and school. 


E. Pfeiffer 





The Junior Traffic Club of Metropol- 
itan St. Louis, Mo., will hold its annual 
picnic at the Wabash Country Club, 
Ferguson, Mo., Aug. 18. No regular 
club meetings will be held in July and 
August. The club’s annual moonlight 
boat excursion is a war casualty. Club 
members who participated in a radio 
quiz over Station KMOX July 1 in- 
cluded Matt Klein, Al Schueler, Frances 
Bloss and William Beam. 





The Waukegan North Chicago Traffic 
Club held its annual golf outing June 14 
at the Glen Flora Country Club. 





F. A. Doebber, president of the Associ- 
ated Traffic Clubs of America, was guest 
speaker at the June 26 meeting of the 
Oakland, Calif., Traffic Club, at the 
Athens Athletic Club. The club pre- 
sented diplomas to fourteen students 
graduated from the second-year traffic 
class, one of the classes conducted 
jointly by the club and the Oakland 
public school system. 





Members of the board of directors of 
the Associated Traffic Clubs of America 
are voting by mail on an application for 
membership in the association filed by 
the Women’s Traffic Club of Cincinnati, 
O. Miss F. Virginia Johnson, Clopay 
‘Corporation, is president of the club. 
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Brigadier General Carl R. Gray, Jr., 
St. Paul, Minn., director general of the 
Military Railway Service, has been made 
an honorary commander, Order of the 
British Empire, Military Division, for 
his work in organizing and repairing the 
railroads in Italy. Lieut. Col. Jesse M. 
McLellan, Summerville, S. C., has been 
awarded a membership in the Order of 
the British Empire, Military Division, 
for his work while handling rail move- 
ments in Italy. In civilian life Mr. Gray 
was executive vice-president, Chicago, 
St. Paul, Minneapolis & Omaha Rail- 
road. Mr. McLellan worked for the At- 
— Coast Line Railroad in civilian 
ife. 

* * * 


Lewis E. Pierson, following his selec- 
tion by the executive committee, Mis- 
souri-Kansas-Texas Railroad Co., to suc- 
ceed the late Mathew S. Sloan, was 
elected chairman of the board by com- 
pany directors at a meeting in New 
York June 26. Mr. Pierson has served 
as a director and member of the execu- 
tive committee since 1936. Born in New 
Jersey, Mr. Pierson is a former presi- 
dent of the United States Chamber of 
Commerce, the Commercial & Industrial 
Association of New York, the American 
Bankers’ Association, and the New York 
State Bankers’ Association. He is a di- 
rector of Shell Union Oil Co., American 
Smelting & Refining Co., Merchants Re- 
frigerating Co., and Cruickshank Co. 


* * * 


B. L. Bugg, president of the Atlanta, 
Birmingham & Coast Railroad Co. since 
1927, retired July 1. C. McD. Davis, 
vice-president and director of the com- 
pany, has been elected to succeed Mr. 
Bugg. Mr. Davis will continue to serve 
as president of Atlantic Coast Line Rail- 
road Co., which owns all of the common 
stock of the former company. Mr. Bugg 
had been in transportation service for 
the past 57 years of which 33 years had 
been with the company and its predeces- 
sors. 

* *” * 


Richard V. Pitt, formerly assistant 
director of the Commission’s Bureau of 
Traffic, died June 24 in a Washington 
hospital after several months’ illness. 
He had retired from Commission service 
May 31 after 37 years. For almost 30 
years Mr. Pitt was chairman of the 
Commission’s Fourth Section Board. He 
held degrees in law and medicine. 





A. L. Doggett has been appointed 
freight traffic manager, Baltimore & 
Ohio Chicago Terminal Railroad Co., 
with headquarters in the Grand Central 
Station, Chicago. . 

M. E. Harlan, assistant general pas- 
senger agent, Northern Pacific Railway, 
St. Paul, has been appointed assistant di- 
rector—passenger traffic, railroad trans- 
port department, Office of Defense 
Transportation. He will be lent to O. D. 
T. for an indefinite period. 


Walter M. Bowling has been appointed 
to the newly created position of general 
agent, coal traffic department, Illinois 
Central System. J. R. Kunkle, district 
service agent, Paducah, Ky., will suc- 
ceed Mr. Bowling as chief clerk, traffic 
department. 

* * * 

W. L. Alley has been promoted from 
traffic manager, Nutrena Mills, Inc., 
Kansas City, to general traffic manager. 
O. K. Smith has been promoted from 
assistant traffic manager to traffic man- 
ager, Kansas City. 

* * * 

Benjamin U. Burns, commercial agent 
in the sales and service offices of the 
traffic department, Erie Railroad Co., 
Chicago, completed a half-century with 
the company June 30 and received a 
gold pass from President Robert E. 
Woodruff. 

* * * 

E. E. Kaser has been appointed freight 
claim agent, Wheeling & Lake Erie Rail- 
way Co. and the Lorain & West Virginia 
Railway Co., to succeed Howard Kaser 
who, at his own request, is retiring after 
forty-three years of service with the 
company. E. P. Lavelle has been ap- 
pointed auditor of revenue, with office 
in Cleveland. 

* * * 

J. B. Hunter has been appointed gen- 
eral agent, Denver & Rio Grande West- 
ern Railroad Co., with headquarters at 


Reno. 
kK * * 


C. A. Thorpe, formerly general agent 
at Toledo for Acme Fast Freight, Inc., 
has been promoted to general agent, 
Pittsburgh, succeeding E. M. Britt, pro- 
moted to general freight agent, San 
Francisco. 

* * * 

Joseph I. Carney has been elected 

president of Eastern Traffic Bureau, Inc., 
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which represents a number of candy 
manufacturers in the New York area, 
Gerard J. Donovan has been appointed 
associate traffic ,manager. 


John P. Loughnane has been appointed 
editor of the Trafficmen’s Association 
News, published monthlv by the Trafiic- 
men’s Association of America, Chicago, 


More than fifty friends of Capt. Wil- 
liam P. Whalen, recently hospitalized at 
Battle Creek, Mich., from Germany, 
where he had served in the transporta- 
tion corps, gathered to do him honor at 
a luncheon at Harding’s Restaurant, Chi- 
cago, June 26. George Rodocker, past 
president, Junior Traffic Club of Chi- 
cago, presided. Joseph R. Lyons, pres- 
ident of the club, a number of other 
past presidents, and other notables at- 
tended. Capt. Whalen related some of 
his experiences, including the event in 
which he lost his left hand and for which 
he was awarded the Purple Heart deco- 
ration. He also sang some songs he 
learned on his sojourn in Ireland. 


The Oakland Foreign Trade and Har- 
bor Club will hear a description of the 
Pacific Overseas Air Technical Service 
Command, at the July 5 meeting, after 
which members will inspect operations 
at the Oakland municipal airport and at 
the Alameda air depot. Members of the 
aviation and world trade committees of 
the Oakland Chamber of Commerce and 
the Foreign Trade Association of San 
Francisco have been invited to partici- 
pate in the program. 

ok * * 

Max M. Gilman, former president of 
the Packard Motor Car Co., has joined 
the General Tire & Rubber Co., where 
he will study the post-war market po- 
tential with a view of adding allied 
products to the company’s merchandise 
line after the war. 

* * * 

L. H. McCormick, assistant general 
passenger agent, Rock Island Lines, was 
honored at a testimonial dinner June 25 
at the Knickerbocker Hotel, by the Pas- 
senger Fraternity of Chicago. Mr. Mc- 
Cormick retired June 30 after 42 years’ 
active service. O. P. Bartlett, passenger 
traffic manager, Southern Pacific Lines, 
was toastmaster, and C. H. Hoolan, 
Nickel Plate- Road, headed the arrange- 
ments committee. 

* * * 

Isaac W. Roberts was elected director 
of the Pennsylvania Railroad Co., at a 
meeting of its board of directors June 
27 in Philadelphia. Mr. Roberts will 
succeed Thomas Newhall who has re- 
signed from the board after serving as 
director since 1938. Mr. Roberts a na- 
tive of Philadelphia, is a director of a 
number of insurance companies. 


ee 


GASOLINE RATIONING 
In view of increased demands of the navy for fuel oil and 
continued heavy demands of the Army Air Forces for aviation 
gasoline, there is no prospect in the near future for increasing 
civilian gasoline supplies beyond the 50 per cent increase now 
effective with respect to “A”-card holders, according to Deputy 
Administrator Davies, of the Petroleum Administration for War. 


D. P. C. MOTOR COMMITMENTS 


John W. Snyder, Federal Loan Administrator, has an- 
nounced that Defense Plant Corporation, R. F. 
at the request of the Office of Defense Transportation, has 
authorized execution of contracts with the Dana Trucking Co., 
Inc., Lawrence, Mass., to provide truck transportation equip- 
ment at a cost of approximately $20,000, and with the Chicago- 


Kansas City Freight Lines, Kansas City, Mo., to provide truck- 


C. subsidiary, 


ing equipment at a cost of approximately $45,000. The equip- 
ment in both instances will be operated by the lines but title 
will remain in D. P. C. 

Mr. Snyder also announced that the Defense Plant Corpo- 
ration, subsidiary of the Reconstruction Finance Corporation, 
has made commitments, at the request of the Office of Defense 
Transportation, “in connection with the war effort,” to provide 
truck transportation equipment for truck lines (title to the 
equipment remaining in the D. P. C.), as follows: 

Haeckl’s Express, Inc., of Hamilton, O., equipment costing 
approximately $100,000, for operation by that carrier in Ohio 
and adjoining states. 

Northern Transportation Co., Los Angeles, Calif., equip- 
ment costing approximately $60,000, for operation by that car- 
rier in California, Utah and Nevada. 
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A. T. A. Group Meetings 


The executive committee of the American Trucking Asso- 
ciations, Inc., at a meeting in Washington, authorized the pub- 
lication of a booklet to acquaint veterans with opportunities in 
the trucking industry. The committee went on record as favor- 
ing a nation-wide campaign with the same objectives, namely, 
to foster an understanding among returning veterans of the job 
and investment possibilities in the motor transport field. 

The committee recommended close liaison between veter- 
ans and affiliated A. T. A. state associations, and urged organ- 
ization of the industry to provide personal interviews between 
veterans and motor carriers, American Legion, Veterans’ Ad- 
ministration, Veterans of Foreign Wars, and other groups that 
will work with returned veterans. 

The synthetic rubber industry should be continued and 
fostered, the committee said, with government support if nec- 
essary, as part of the national defense program and as a meas- 
ure of protection of the country’s future economic position. 

It also approved A. T. A. collaboration with the National 
Highway Users’ Conference in connection with plans for an 
engineering survey on vehicle sizes and weights, with the object 
of arriving at comprehensive information concerning optimum 
size and weight standards. 


Cargo Insurance 


The committee voiced opposition to what were described 
as contemplated and actual changes pending among certain 
companies underwriting cargo insurance. The Committee said 
such changes might adversely affect the industry’s ability to 
meet legal obligations requiring fair cost insurance, under 
equitable conditions in an open competitive market. It also 
asked that a magazine in the insurance field remove by publi- 
cation an alleged “implied stigma” in an article recently pub- 
lished by that magazine, and instructed its insurance commit- 
tee to advise any authorized group of underwriters that A. T. A. 
was available at all times to discuss problems affecting motor 
carrier insurance. 

The A. T. A. executive committee adopted an amendment 
to the association by-laws to provide for certification to A. T. A. 
of vice-presidents, elected by state associations, who would 
assume their duties at the annual meeting of A. T. A. board 
of directors not later than December 1 each year. 

It renewed its existing resolution postponing A. T. A. con- 
ventions until the ban on travel is lifted, and adopted a motion 
expressing regret over the resignation of T. N. Moyers, of 
Wheeling, W. Va., as regional vice-president. Kenneth Stetler, 
of Huntington, W. Va., was named to complete Mr. Moyers’ 
unexpired term. 

T. V. Maher, director general, Australian War Supplies 
Procurement, presented A. T. A. with a silver-mounted chair- 
man’s gavel in appreciation of the assistance extended by the 
trucking industry to L. A. Schumer, president, Australian Road 
Transport Federation, in the course of his survey in 1944 of 
American motor transport methods. In a letter to Ted V. Rod- 
gers, A. T. A. president, Mr. Schumer said that ‘we both have 
sacrificed much in recent days to preserve our way of life, and, 
in the effort to resist aggression, the people of Australia have 
been heartened and strengthened by much moral and material 
aid from your great country.” 

In addition to Mr. Rodgers, John V. Lawrence, managing 
director, R. G. Atherton, general manager, and Walter W. Bel- 
son, public relations director, A. T. A., the following executive 
committee members in attendance were: Henry E. English, 
Cc. J. Williams, Charles P. Clark, M. B. Emerson, Harry L. 
Spring, E. J. Buhner, Evans Nash, Fisher G. Dorsey, D. L. 
Sutherland, John W. Blood, Earl N. Cannon, George Eastes, 
Don Smith, Stanley L. Wasie, Arthur G. McKeever, B. D. 
Davidson, W. W. Akers, Jr., Jake B. Cole, C. B. Fischbach, 
Ernest S. Wheaton, and C. F. Weilbacher. 


A. T. A. Common Carrier Conference 


The governors of the Regular Common Carrier Conference 
of the American Trucking Associations, Inc., reached a decision 
in a meeting at Washington to support Dabney T. Waring, 
general manager, Middle Atlantic Motor Carriers Conference, 
for an additional term as a member of the national motor 
freight classification personnel committee for the eastern dis- 
trict. 

They also asked the classification sub-committee of the 
A. T. A. national traffic committee to sit with the board in dis- 
cussing the decision of the Commission in the classification 
investigation, and with the sub-committee reviewed the decision, 
and discussed the decision of the United States Supreme Court 
in No. 507, Interstate Commerce Commission, The Willett Co. 
of Indiana, Inc., and The Pennsylvania Railroad Co. Appellants, 
vs. Harry A. Parker (see elsewhere). 

The governors urged that all common carriers support the 
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A. T. A. freight claim section, and declared effective a weighing 
and inspection bureau program recently inaugurated by the 
Motor Freight Carriers Central Freight Association of Detroit, 

They received a report from Willis Behoteguy, civilian 
requirements assistant to the special director of the rubber 
bureau of the War Production Board, on tire allocations, and 
heard a discussion of the “in lieu” of policy of the War Labor 
Board as applied to the trucking industry, by Earl N. Cannon, 
a member of the board. 

Those present were: B. D. Davidson, Baltimore, chairman; 
Earl N. Cannon, Madison; Morgan J. Parlin, Louisville; Henry 
M. Sell, Chicago; Charles H. Vincent, St. Louis; Owen Orr and 
Carroll J. Roush, Akron; J. H. Adkins, Sr., Indianapolis; John 
A. Daly, Amsterdam; A. J. Novick, Winchester; Leo Murphy, 
La Crosse; W. P. Wiese, Detroit; R. L. Kellogg, Cleveland; 
George V. Eastes, Seattle; L. A. Raulerson, Jacksonville; C. F. 
Hanna, Dallas; George Tiernan, Milwaukee, and D. J. Suther- 
land, New Britain, Conn. 


Contract Carrier Conference 


The executive committee of the Contract Carrier Confer- 
ence, A. T. A., went on record as in favor of actively support- 
ing any A. T. A. effort to bring about repeal of the 3 per cent 
federal tax on transportation charges. 

It heard a report on the quality of S-6 synthetic rubber 
tires as compared with previous synthetic tires, made by 
Charles P. Clark, of St. Louis, a member of the for-hire con- 
sultant committee of the Office of Defense Transportation. 
General agreement was expressed that S-6 tires were not as 
good as previous synthetics, although several carriers said their 
experience had been good and that tire failure probably could 
not be attributed to qualities of the tires as such. 

Cases before the Commission involving contract carriers 
were discussed. 

Committee members attending were: C. B. Fischbach, 
chairman; Mr. Clark; J. Albert Kramer, Philadelphia; Charles 
T. Livezey, Columbus; Joseph L. Pomprowitz, Green Bay, Wis.; 
D. H. Rater, Maywood, Ill.; and C. J. Williams, Milwaukee. 
Dale Dillon, acting general counsel, and Mrs. Vee H. Kennedy, 
executive secretary, also attended. 


TRUCK LOADINGS 


Two hundred and seventy-three motor carriers of property, 
from 42 states, have sent reports to the American Trucking 
Associations, Inc., showing that their loadings in May were 1.9 
per cent higher than their April loadings, but 0.2 per cent less 
than their loadings for May, 1944. 

The tonnage hauled by these carriers in May totaled 2,- 
262,066 tons, as against 2,218,828 tons in April and 2,265,460 
tons in May last year, the A. T. A. said. It added that the index 
figure with respect to the tonnage hauled in May was 188.09, 
based on the monthly average for the years 1938, 1939 and 1940. 


ARMY TRUCKS FOR FARMERS 


To meet an “urgent agricultural need for trucks,” the War 
Department has released for sale approximately 10,000 light 
and 20,000 medium trucks for agricultural use. The sale of the 
trucks will be handled by the Department of Commerce which, 
under the procedure set up, may be directed by the Surplus 
Property Board to sell the trucks to dealers who serve the 
needy areas and who agree to sell only to persons holding certi- 
ficates from county AAA committees, according to the govern- 
ment announcement. Secretary of War Stimson said a survey 
was being made to determine how many trucks could be re- 
leased in addition to the 30,000 trucks which it was said would 
be released by August 1. The trucks have been declared excess 
to present army requirements. 


BUS TRAFFIC ASSOCIATION ELECTS 


Eighteen new members of the board of directors of the 
National Bus Traffic Association, Inc., were elected at a special 
meeting of the board held in Chicago, P. F. Campbell, associa- 
tion secretary, has announced. 


__ Following is a list of the board of directors (those marked 
with an asterisk will take office on July 1): 


New England: R. F. Thompson, vice-president, traffic, Vermont 
Transit Co., Inc., Burlington, Vt. 

Northeastern: L. R. Higgs, general traffic manager, Central Grey- 
hound Lines, Cleveland; F. D. Spofford, assistant to president, Blue 
Ridge Lines, Hagerstown, Md.; *E. A. Keenan, traffic manager, Cin- 
cinnati & Lake Erie Transportation Co., Dayton, O.; *John Giovanini, 
Jr., manager, Swallow Coach Lines, Inc., Danville, Ill.; *J. C. Van 
Son, president, Grand Island Transit Corporation, Buffalo, N. Y. 

South central: W. S. Craig, vice-president, traffic, Tri-State Transit 
Co. of La., Inc., Shreveport; A. F. Baldus, vice-president and general 
traffic manager, Southwestern Greyhound Lines, Inc., Fort Worth; R. 
F. Shaffer, passenger traffic manager, Santa Fe Trail Transportation 
Co., Wichita; *A. D. Adams, general traffic manager; Southwestern 
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Now, you may naturally ask, “Won’t it 
be a little easier to get accommodations?” 
... “Won't it be a little more comfort- 
able to travel ?” 


We of the Santa Fe would like to hold 
out some hope to our friends who have 
good reasons for taking a trip, but who 
find it difficult to do so. 

We would like to give those who do 
travel all the little niceties of service that 
are part of the Santa Fe tradition. 


Bigger Traffic Loads 
The stubborn facts are that the traffic to 
our Pacific ports of war is stepping up 
instead of letting down! 
This means, in the war days to come, 
there will be more passenger and freight 


SANTA FE SYSTEM LINES 


ALONG THE ROUTE TO TOKYO 





i Zaaers 


Now that the War in Europe is over 


traffic—new loads and greater loads and 
less space for civilian travelers than ever 
on Santa Fe rails. 


In The Meantime 


Santa Fe facilities have been enormously 
increased — bigger yards; more freight 
Diesels; centralized traffic control at key 
points; and improved shoptools and prac- 
tices which keep our locomotives rolling. 


In peacetime these increased facilities 
will enable us to provide better service 
than ever. But in the meantime, the stuff 
needed to lick Japan is top priority. 


So—again we ask, “Unless your trip is 
essential, can’t you put it off until we have 
a little better opportunity to serve you in 
the traditional Santa Fe manner?” 
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Stages, Inc., Oklahoma City; *Frank McCutchen, general manager, 
Inter City Transit Lines, Albuquerque. 

North central: R. J. O’Connor, general traffic manager, Overland 
Greyhound Lines, Omaha; *H. E. Streck, Missouri Pacific Transporta- 
tion Co., St. Louis; *H. F. Krueger, general traffic manager, Northland 
Greyhound Lines, Minneapolis; *N. E. Simmons, general passenger 
agent, Black Hawk Motor Transit Co., Peoria, Ill.; *W. L. Jaax, man- 
ager, Southwestern Stages, Mankato, Minn. 

Southeastern: H. P. Brawner, vice-president, traffic, Atlantic Grey- 
hound Corporation, Charleston, W. Va.; E. J. Bomer, general traffic 
manager, Dixie Greyhound Lines, Inc., Memphis; T. W. DeZonia, vice- 
president, traffic, Southeastern Greyhound Lines, Lexington, Ky.; *W. 
G. Humphrey, traffic manager, Carolina Coach Co., Raleigh, N. C.; 
*J. A. Booker, president, Atlantic Stages, Savannah; *Hamish Turner, 
general manager, Carolina Scenic Coach Lines, Spartanburg, S. C.; 
*Carl Weaver, president, Glades Motor Lines, Fort Myers, Fla. 

Western: J. H. Rosenberg, traffic manager, Washington Motor 
Coach Co., Seattle; *M. C. Frailey, general traffic manager, Pacific Grey- 
hound Lines, San Francisco; *Simpson Parkinson, traffic manager, All 
American Bus Lines, Inc., Chicago; *C. R. Deisher, assistant passenger 
traffic manager, Rio Grande Motor Way, Inc., Denver; *Lee Speirs, 
owner, Las Vegas-Needles-Phoenix Stage Lines, Las Vegas, Nev. 

Eastern Canadian: R. G. Perry, passenger traffic manager, Pro- 
vincial Transport Co., Montreal. 

Western Canadian: R. L. Borden, traffic manager, Western Canadian 
Greyhound Lines, Ltd., Calgary. 

Directors at large representing all members: R. S. Caird, passenger 
traffic manager, Burlington Transportation Co., Chicago; J. L. Wil- 
liams, general traffic manager, Greyhound Corporation, Chicago; *B. D. 
Kramer, president, Empire Trails, Inc., Chicago. 


L. H. Ristow, Chicago, is chairman of the National Bus 
Traffic Association, Inc. 





MC F-2874, John Manlowe—Investigation of Control—Interstate Freight 
Lines, Inc., and Pihl Transfer & Storage Co. 

An investigation instituted by the Commission, division 4, on 
its own motion, for the purpose of inquiring into the possible 
violation of section 5(4) of the interstate commerce act in connec- 
tion with the control or management of Interstate Freight Lines, 
Inc., and Pihl Transfer & Storage Co. in a common interest with 
one or more motor carriers controlled by John Manlowe. Hearing 
assigned before Examiner James L. Smith, July 5, at the Olympic 
Hotel, Seattle, Wash. 

MC C-490, Public Utilities Commission of Idaho vs. Garrett Freight 
Lines, Inc. 

Alleges that intentional omission of a known producing point 
from a tariff naming commodity rates on apples from points in 
contiguous territory, compelling the assessment of a class rate 
charge higher than the commodity rate, is in violation of sections 
216(b) and 216(d). (J. L. Fox, Public Utilities Commission of 
Idaho, Boise, Ida.) 

No. 29334, Sub. 7—Municipal Electric Light and Power Commission 
of Hutchinson, Minn., vs. Santa Fe et al. 

Alleges raies on petroleum products, including crude oil, distil- 
late fuel oil, and gas oil, in carload lots, from stations in Oklahoma 
and Texas to stations in Iowa, Minnesota, and South Dakota, in 
violation of sections 1 and 3. Asks reparation of $4,000, with 
interest. (D. I. Sheppard, President, Municipal Electric Light and 
Power Commission, Hutchinson, Minn.) 

MC C-491, Rhea Manufacturing Co., Milwaukee, Wis., vs. Acme Fast 
Freight, Inc., et al. 

Alleges rate charged on five l.c.l. shipments of cotton piece goods, 
from Danville, Va., to Milwaukee, Wis., June 27, June 28, June 22, 
and July 5, 1944, in violation of section 216(d). Asks reparation 
of $17.04, cease and desist order, and rates. At the time the 
Commission made public the complaint it also issued an order, 
dismissing that portion of the complaint relating to reparation, on 
the ground that it did not state reasonable grounds for investigation 
and action with reference to rates alleged to have been charged 
in the past. (L. V. Brandt, 1811 S. Prairie Ave., Chicago 16, IIl.) 

MC C-492, Elton Everett, dba Everett Brothers Transfer Co., Tallulah, 
La., revocation of certificate. 

Investigation instituted by division 5 of the Commission, and 
respondent required to show cause why an order should not be 
issued requiring him, within a reasonable time, to resume opera- 
tions and, in default thereof, why the certificate in MC 67082 
should not be revoked. The order said it appeared the respondent 
had discontinued operations, had failed to comply with section 217 
and the rules and regulations of the Commission thereunder govern- 
ing the filing with the Commission of rates and charges. 

MC C-493, Roy E. Wilson, dba North Little Rock Transfer Co., North 
Little Rock, Ark., revocation of certificate. . 

Investigation instituted by division 5 of the Commission, and 
respondent required to show cause why an order should not be 
issued requiring him, within a reasonable time, to resume opera- 
tions and, in default thereof, why the certificate in MC 49664 
should not be revoked. The order said it appeared the respondent 
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had discontinued operations and had failed to comply with section 
215 and the rules and regulations of the Commission thereunder 
governing the filing and approval of evidence of security for the 
protection of the public. 

MC C-494, R. L. Williams, dba R. L. Williams Tank Line, Enid, Okla, 
Revocation of certificate. 

Investigation instituted by division 5 of the Commission, and 
respondent required to show cause why an order should not be 
issued requiring him, within a reasonable time, to resume opera- 
tions and, in default thereof, why the certificate in MC 2076 
should not be revoked. The order said it appeared the respondent 
had discontinued operations and had failed to comply with section 
215 and the rules and regulations of the Commission thereunder 
governing the filing and approval of evidence of security for the 
protection of the public. 

No, 29336, U. S. Commercial Co., Washington, D. C., vs. Alton Railroad 
Co. et al. 

Alleges rates on nitrate of soda, shipped from Oakland and San 
Pedro, Calif., from July 11 through August 14, 1942, inclusive, to 
destinations in southern, southwestern and central territories, in 
violation of sections 1 and 3, at least to the extent they exceeded 
rates made effective by the carriers August 3 to southwestern 
and central territory, and effective August 15 to southern territory. 
Asks reparation. (Francis M. Shea, Assistant Attorney General, 
Washington, D. C.) 

No. 29334, Sub. 8, Village of Lakefield, Minn., vs. Santa Fe et al. 

Alleges rates charged on petroleum products, including crude oil, 
distillate fuel oil, and gas oil, in carloads, from stations in Okla- 
homa and Texas to stations in Iowa, Minnesota, and South Dakota, 
in violation of sections 1 and 2. Asks reparation of $2,500. (C. H. 
Wendt, Mayor, Lakefield, Minn.) 

No. 29337, Peoples Drug Stores, Inc., Washington, D. C., vs. Seaboard 
Airline Railway Co. et al. 

Rates on hard candy, applied to import shipments originating in 
Cuba and transported through ports of Miami and Tampa, Fla., 
to Washington, D. C., in violation of section 1. Ask cease and 
desist order, rates, and reparation of $233.74 with interest. (James 
Henry Willock, General Commerce Counsel, Florida Freight Traf- 
fic Bureau, 811-812 Olympia Bldg., Miami, Fla.) 

No. 29338, Continental Grain Co., St. Louis, Mo., vs. C. R. & P. et al. 

Charges on bulk kaffir, shipped from Tyrone, Okla., to Peoria, 
Ill., with inspection at Hutchinson, Kan., diversion to Kansas City, 
Mo., reconsignment to St. Louis, and inspection and reconsignment 
from St. Louis, Mo., to Peoria, Ill., in violations of sections 1 
and 4, as charging a greater amount for transportation for less 
service, and as being greater for the shorter distance than for 
the longer distance, because, it is alleged, under the tariff item 
charge would have been less had complainant, instead of recon- 
signing car direct from inspection track, required defendants to 
switch to an industry or elevator and, after unloading the car, 
require defendants to place an empty car at the industry or elevator. 

MC C-495, Armour & Co., dba New York Butchers’ Dressed Meat Co., 
Chicago, Ill., vs. United Transportation Co. of Rhode Nsland. 

Alleges rates on green hides, skins and pelts, and other products 
of slaughtered animals, shipped- from New York, N. Y., to points 
in Massachusetts, between January 3, 1943, and February 15, 1945, 
in violation of section 216. Asks rates, and says suit will be filed 
in the federal court for the district of Rhode Island asking whatever 
amount it may be entitled to by reason of findings of fact by the 
Commission. Alleges injury in the sum of $1,000. (Paul E. Blan- 
chard, 4301 S. Racine Ave., Chicago 9, IIl.) 


MATERIALS HANDLING INSTITUTE 


A three-months training course for new field men, held in 
the Clark Material Handling Institute, Battle Creek, Mich., was 
climaxed last month by a sales conference attended by all 
Tructractor representatives. The institute offered shop courses 
covering the manufacture and field service of Clark fork trucks 
and industrial tractors, and classes in materials handling cover- 
ing many industries. 


LYON VAN MERGER 

The Lyon Van & Storage Co. of California announces it 
has completed its merger plans and will now operate the Lyon 
Van & Storage companies in Washington and Oregon, and the 
firm of McLean The Mover, Inc., Tacoma, as wholly owned sub- 
sidiaries of the California parent company. According to Frank 
Payne, president of the California firm, “Nine large warehouses 
are effected by this recent change. Four of these are in Seattle, 
three in Portland, and two in Tacoma. This new set-up com- 
pletes a chain of unified operation, stretching 1500 miles along 
the Pacific Coast from the Mexican to the Canadian borders.” 


CHANGES IN DOCKET 


Hearing in MC-F-2770, assigned for June 30, at Elmira, N. Y., was 
cancelled. 


Hearing in MC 105690, assigned for June 30, at Portland, Me., was 
cancelled. 


Army Furloughs Railroad Men 
The Traffic World Washington Bureau 


The War Department announced June 29 that 4,000 Army 


men would be furloughed for a 30-day period to work on the 
railroads. 
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To the Twin Diesel Locomotives, just placed in Through Freight 
Service on the Minneapolis-Peoria main line of the M. & St. L., is soon 
to be added a third. Now on order, it will consist like the others of 
three units developing 4,050 horsepower, weighing 690,000 pounds 
and geared to sustained speed of 65 miles an hour. 

Today, this Modern Power on a Modern Railway is helping 
more and more in moving War Freight to hasten America’s Victory 
over Japan. Tomorrow, it will be powering Fast Peacetime Trans- 
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Damages—Basis for Arriving at Differ- 


ence Between Origin and Destination 
Net Weights 


Tennessee.—Question: We are very 
much interested in your answer on page 
1128 of the October 28, 1944, issue of the 
Traffic World, with respect to the basis 
for arriving at the difference between 
origin and destination net weights. We 
do not agree with you and feel that your 
opinion conflicts with previous opinions 
by you. 


We have a very similar situation ex- 
isting at the present time. We purchased 
soybean meal delivered at destination. 
The freight was prepaid. The cars were 
weighed at origin on railroad scales, 
although the shipper advised us that the 
tare weight used was actual including 
the weight of the grain doors. 


For example: (using the same figures 
that Illinois used) 


Orie Gro@e. i... acc css. ssc... 248800 
Actual tare including grain 
RR A ere ere 46,105 100,595 
Destination Gross ............ 146,000 
Actual tare including grain 
EE re ae, 


We agree with Illinois that only one 
tare weight could be correct. We have 
no knowledge of the scales at origin. 
We do, however, have full knowledge of 
the destination scales. They were in- 
stalled at a cost of several thousand dol- 
lars. They are regularly inspected by 
the Southern Railway and at frequent 
intervals by the Interstate Commerce 
Commission. Every report we have had 
on these scales show them to be accu- 
rate. The widest variation reported was 
20 pounds and this was only on ex- 
tremely heavy loads. 


The railroad at origin signed for 100,- 
695 pounds of soybean meal. The ship- 
ments moved under order bill of' lading. 
The destination railroad charged us 
freight on 100,695 pounds of soybean 
meal. We received only 99,440 pounds 
and our loss could not be anything but 
1255 pounds. 


In your answer to California, on page 
1484 of the May 27, 1944, issue of the 
Traffic World you stated: 


By the weight of authority the shipper has 
established a prima facie case when he shows 
that the reported weight of the grain de- 
livered to the consignee was less than that 
delivered and receipted for by the carrier. 
The burden of rebutting this prima facie evi- 
dence of loss rests upon the carrier. 


To show you that it is impossible to 
make settlement on the basis of the dif- 
ference in gross weights we indicate an- 
other example below: 


| ee ee 135,920 
Origin tare including grain 
SES Se re ae 48,900 87,020 
Destination Gross «2... .6...0.0% 136,200 
Destination tare including grain 
NINE 5.6 5h oc ash aceisaaarnts.coa 49,330 86,870 


Now, it is quite evident that we are 
short 150 pounds; but, based on the 
theory for which the railroad argues, 
the car is over 280 pounds. The seals 
are intact and it was, of course, impos- 
sible for any more soybean meal to get 
into the car; but that is exactly what 
would have to happen for them to sus- 
tain their position. 


We are sure that if you study this 
carefully you will find that your opin- 
ion is wrong. We would be glad to hear 
from you further. 


Answer: There seems to be a conflict 
between the problem outlined in the an- 
swer to Illinois on page 1128 of the 
October 28, 1944, issue of the Traffic 
World and that outlined by you as an 
example, in that the factors used differ. 

In the previously published answer 
there is a difference in the origin and 
destination tare weight in that at origin 
the figure of 46,105 pounds represents 
the marked tare weight, whereas at des- 
tination the figure of 46,560 pounds rep- 
resents the actual tare weight. In other 
words, the difference in the tare weight 
of 455 pounds at destination must repre- 
sent dunnage for the grain doors used. 
To establish the proper tare weight at 
origin take the difference between the 
tare weight which is 455 pounds, and 
deduct this figure from the net at origin 
of 100,695 pounds, so as to make the full 
actual tare exist at origin as well as at 
destination. This gives you a total of 
100,240 pounds net at origin instead of 
100,695. Now that the two nets are 
equal in that the full tare has been de- 
ducted, compare the, i. e., destination 
net of 99,440 from origin net of 100,240. 
The difference being 800 pounds is the 
amount, in our opinion, for which the 
carrier is liable. 


Liability for Mixing Commodities 

Wisconsin.—Question: In connection 
with our brewing business we operate, 
at an entirely different location, a malt- 
ing plant at which we receive barley for 
producing our malt. Although these two 
plants are approximately one mile apart 
both are located on the same railroad. 

A short time ago one car of barley 
and one car of finished malt arrived 
here on Sunday. Notice of the arrival 
of these two cars was given us on the 
following Monday morning. On Sunday 
night, through an error of the switching 
crew, the barley car was spotted at our 
brew house, and the car containing the 
finished malt was spotted at the malting 
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plant, whereas the barley should have 
been placed at the malt plant and the 
malt at the brew house. 

Early Monday morning, before the 
cars were reported, and without check- 
ing the car numbers, our employes at 
the malt plant started to unload the 
malt thinking it was a car of barley. 
These two commodities are very similar 
in appearance. Before the error was 
discovered, approximately 250 bushels 
of malt were unloaded into the barley 
bins thereby being mixed with 150 bush- 
els of barley. Inasmuch as the two com- 
modities were mixed, it was necessary 
for us to dispose of the entire lot with 
very little salvage. 

Because the fact that this loss was 
primarily due to the railroad company’s 
error in reversing these two cars, are we 
not entitled to some settlement from the 
carrier ? 

Answer: Liability, it appears, depends 
upon whether the entire fault lies with 
the carrier or whether there was neg- 
ligence on the part of both parties. If 
the former, the carrier is liable for the 
difference between the market value of 
both commodities and the value of the 
mixture. If the latter, a compromise 
basis appears to be in order. 


Tariff Interpretation — Application of 
‘Rule 55-C of Tariff Circular 20 in 
Connection With Alternative Aggre- 
gate of Intermediate Rule 


Virginia.—Question: On page 1342, of 
the May 19, 1945, issue of the Traffic 
World, under the above caption, in an- 
swer to the question asked by ‘“Tennes- 
see,” you state you had found only one 
case dealing with such an_ instance, 
which was reported in 213 I. C. C. 392. 

Apparently, you have overlooked the 
decision of the entire Commission in 
Docket 24665, 198 I. C. C. 796. This de- 
cision established a precedent which has 
been used by the Commission in many 
subsequent cases involving the same 
principle. 

Answer: We did not overlook the 
case to which you refer, namely, John- 
son-Battle Lumber Co. vs. Seaboard Air 


Line Ry. Co., 198 I. C. C. 796, in which 
the Commission said: 


Under the provisions of rule 55 (c) of the 
Tariff Circular .20 the River Junction com- 
bination of 20.5 cents would have applied in 
the absence of the joint rate of 25 cents with- 
out the necessity of hauling the shipments 
from Tallahassee to River Junction and back. 
The existence of this combination rate raises 
a presumption that the rate charged was un- 
reasonable. 


While the principle that Rule 55(c) 
of Tariff Circular 20 does not apply 
where a joint through rate exists is ap- 
plied in that case, an aggregate of in- 
termediates rule is not involved, as in 
the case cited in our answer. 


However, the Johnson-Battle Lumber 
Co. case has not been cited in that con- 
nection in later cases, nor can we find 
cases, other than the case cited in our 
answer, Traffic Bureau, Lynchburg 
Chamber of Commerce vs. Southern Ry. 
Co., 213 I. C. C. 392, in which this ques- 
tion has been considered. 


Delay in Delivery—Liability for Injury 
Due to Act of God 


Louisiana.—Question: Any informa- 
tion you can give us concerning the fol- 
lowing problem will be greatly appre- 
ciated: 

One of our members shipped a carload 
of nitrate of soda from Baton Rouge, 
Louisiana, to a point on the L. & A. Rail- 
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Besides Automatic Moistening Control, 
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element in the conditioning of all gummed 
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boy material saving features cut tape costs 
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road, Frogmore, Louisiana. When the 
car arrived at destination it seems that 
the delivering carrier did not spot the 
car at the correct place on consignee’s 
switch, thus placing the consignee in the 
position of being unable to unload the 
car upon its arrival. Several days later 
this switch track became under water 
by reason of floods from streams nearby, 
thereby damaging the contents of the 
car to a very considerable extent. In 
fact, the chances are that all of the con- 
tents will be a complete loss, consider- 
ing the nature of the commodity in- 
volved. The question is whether or not 
the shipper or the consignee could file a 
claim against the delivering carrier for 
this loss and damage due to the circum- 
stances already stated. 

Answer: In addition to the duty to 
deliver at the destination specified in 
the contract of shipment and at no other 
place, it is the further duty of the car- 
rier, when the goods have reached their 
proper destination, to deliver them at a 
place safe and reasonable for the con- 
signee to receive them. 

However, if the consignee accepts a 
delivery of the shipment at a place or 
in a manner different from what the 
law would require of the carrier, he 
thereby waives his right to demand de- 
livery at a different place or in a dif- 
ferent manner and cannot hold the car- 
rier liable for losses occurring in the 
course of removal from such place of 
delivery, although they might not have 
occurred had a proper delivery been 
made. 

Where property is destroyed by an 
act of God or other excepted cause, but 
would not have been within the range of 
the destructive force except for the neg- 
ligent delay of the carrier, it is estab- 
lished as the rule accepted and enforced 
in the federal courts that the act of God 
or other cause, not the negligent delay 
of the carrier, is the proximate cause of 
the loss, and that the negligent delay of 
the carrier is too remote as a contribut- 
ing cause to entail liability on him, at 
least unless the carrier has such notice 
of the situation as to cause it to appre- 
hend the danger. In other words, under 
the federal rule, unless the carrier is 
chargeable with some negligence other 
than delay in making the shipment, the 
destruction of the property by an act 
of God, not foreseen in time to guard 
against it, absolves the carrier from 
liability. The federal rule is applied in 
some states in the case of intrastate 
shipments. This doctrine is predicated 
on the view that, if the carrier could 
not reasonably have foreseen or antici- 
pated that the goods would be overtaken 
by such a casualty as a natural and 
probable result of the delay, then the 
negligent delay was not the proximate 
cause of the loss and should be disre- 
garded in determining the liability for 
such loss; and it has been held not to 
apply where the carrier could reason- 
ably have anticipated the loss as the 
probable result of its negligent delay. 

On the other hand, in some state 
courts the principle has been adopted 
that where the carrier has been guilty 
of negligent delay in transporting and 
delivering goods, and thereafter the 
goods are lost or injured by an act of 
God or other excepted cause, and but 
for such delay the goods would not have 
been exposed to the casualty, the car- 
ried will be liable, and this rule has 
been held to apply whether the goods 
are perishable or not. The reason usu- 
ally assigned for this view is that where 
the goods are injured or destroyed by 


an act of God or other excepted cause 
while in the possession of the carrier, 
such default is an active and operative 
cause concurrent with the act of God or 
other excepted cause; and it has further 
been said that the carrier should fore- 
see, as any reasonable person could 
foresee, that negligent delay would ex- 
tend the time during which the goods 
would be liable, in the hands of the car- 
rier, to be overtaken by some such cas- 
ualty and would, therefore, increase the 
peril if the goods should be lost to the 
shipper. 


Applying the principles above stated, 
it has been said that a delay in trans- 
portation will not be considered the 
proximate cause of the loss where the 
loss sustained was as likely to occur 
where the goods would have been if 
seasonably transported as where they 
were awaiting shipment, or where the 
loss was the result of a contingency that 
could not reasonably be anticipated, or 
of an act of God, so-called, relieving de- 
fendant from liability, or where the loss 
occurring in transit was as likely to 
happen at one time as at another, or 
where it cannot be said with certainty 
that the loss would not have occurred 
had the goods reached their destination 
on schedule. 


The above principles in our opinion, 
are applicable in the instant case. 


Reconsignment—Liability of Carrier for 
Failure to Reconsign Where No Tariff 
Provisions Therefor 


District of Columbia.— Question: I 
have read your answer to Texas, under 
the above caption, on page 1265 of the 
May 12 issue of the Traffic World, and 
think that you are wrong. 


The two cases which you cite, namely, 
Kern & Sons vs. Chicago, M. & St. P. 
Ry Co., 40 I. C. C. 552, and Fulton Chest- 
nut vs. C., EB. @&.@. BR. Co., 206 £. C. C. 
456, do not support your view that re- 
consignment may not be made, even on 
basis of full combination rates, without 
a tariff authorizing it. In the first cited 
case, the Commission’s statement about 
the impropriety of affording the recon- 
signment privilege without tariff author- 
ity was directed to the defendant’s evi- 
dence that it had been its practice to 
give this service on basis of the through 
rate from point of origin to final desti- 
nation. The second case is not even re- 
motely pertinent because an entirely 
new bill of lading, intended as a substi- 
tute for the first bill of lading, was 
tendered and executed before the car 
was moved out from the point of origin 
and the question was whether or not 
this was a “reconsignment.” 

In the two cases cited, as well as in 
others, the term “reconsignment” has 
been used to imply the application of 
some special bases of charges, usually 
the use of the through rate from origin 
point of shipment to final destination, 
plus some charge for the “service.” From 
my earliest recollection, transportation 
agencies have been accepting orders 
from the owner of the property (or 
holder of the bill of lading) for refor- 
warding (or reconsignment) of ship- 
ments and have been treating them as 
new transactions subject to tariff rates 
to and from the place of reforwarding 
or reconsignment. It has been my view 
that transportation agencies have had 
no alternative but to accept and execute 
such orders from the owner of the prop- 
erty or holder of the bill of lading. This 
is not reconsignment as that term is 
ordinarily used, especially as it was 
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used by the Commission in the Kern 
case. 


Answer: We do not agree with your 
views as to what was involved in the 
two cases cited in our answer, particu- 
larly your view that the cases involved 
only the matter of reconsignment at 
some special basis of charges. In neither 
case was the matter of whether or not 
a through rate applied, as compared 
with some other basis of charges, at 
issue. 


While it so happened that in Kern & 
Sons vs. Chicago, M. & St. P. Ry. Co., 
40 I. C. C. 552, the application of a 
through rate was involved, we do not 
read the following statement of the 
Commission as applying only to recon- 
signment at the through rate. The Com- 
mission said: 


With respect to its avowed practices as 
disclosed by its answer, defendant’s -attention 
is directed to the requirements of the act to 
regulate commerce, particularly those in sec- 
tion 6 thereof, to rule 10(a) and rule 74 of 
our Tariff Circular 18-A, and to provisions of 
the Elkins act respecting the failure of com- 
mon carriers subject to the act to publish 
their tariffs as therein required. Carriers 
subject to the act may not lawfully extend 
reconsignment without tariff authority. Rule 
74 of Tariff Circular 18-A pertinently states 
that: 

“The privilege is of value to the shipper, 
and in order to avoid discrimination it is 
necessary for carrier that grants such pri- 
vilege to publish in its tariff that fact, to- 
gether with the conditions under which it 
may be used and the charge that will be made 
therefor. Such rules should be stated in terms 
that are not open to misconstruction.’’ 


We see nothing in the case to sup- 
port your statement that “the Commis- 
sion’s statement about the impropriety 
of affording the reconsignment privilege 
without tariff authority was directed to 
the defendant’s evidence that it had been 
its practice to give this service on basis 
of the through rate from point of origin 
to final destination. 


We, also, do not agree with your 
statement that the second case cited is 
not even remotely pertinent. 


The fact that the shipment had not 
left point of origin before there was a 
“reshipment,” as the complainant con- 
tended but as the Commission found a 
“reconsignment,” since the _ carriers’ 
agent was acting for the shipper, is 
merely an incident and does not affect 
the underlying principle of the case, 
which was the reason for our citing it, 
that you cannot have a reshipment if 
the carrier’s agent acts for the shipper. 

Regardless of what charges are paid 
on a reconsigned shipment it is our opin- 
ion that reconsignment cannot be af- 
forded without tariff authority therefor. 
This conclusion seems to be warranted 
by the fact that the rail carriers in Rule 
7 of their reconsigning tariffs publish a 
provision that where a combination of 
locals over the reconsigning point is as- 
sessed, there will be no reconsigning 
charge. 


This provision is in accordance with 
a finding of the Commission, which we 
believe loses sight of the fact that in 
any reconsignment a service over and 
above that covered by the applicable 
charge for the line haul is involved, for 
which service there should be compen- 
sation. 


If there is-no tariff provision for a 
service, there is opportunity for discrim- 
ination, which is the ground for requir- 
ing tariff provisions for all services per- 
formed by carriers. 
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NOTE—Items in the docket marked with an asterisk (*) have been added since the last issue 
of THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later 
than herein shown will not bear asterisks when they do appear. Current cancellations and 
postponements announced too late to show the change in this docket will be noted else- 
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July 2—Binghamton, N. Y.—U. S. Ct.—Exam-; 


iner Harrison: 
MC 39334, Sub. 2—Brookes of Cortland, Cort- 
land, N. Y., certificate to extend opera- 


tions. 
duly.  < “—_ O.—Hotel Cleveland—Jt. 


MC 30311, Sub. 7—Freight, Inc., Akron, O.,. 
certificate to extend operations. 
july Se, N. H.—State Comm.—Jt. Bd. 


MC 66562, Sub. 612—Railway Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 

July 2—Houston, Tex.—Ben Milam Hotel— 
Examiner Pettis: 

MC-F 2855—Southern Pacific Co., control; 
Southern Pacific Transport Co., lease and 
purchase, J. R. Luker et al. 

MC-F 2867—Southern Pacific Co., control; 
Southern Pacific Transport Co., purchase, 
L. W. Eldridge, Jr. 

July 2—Nashville, Tenn.—Andrew Jackson 
Hotel—Examiner Mayo: 

MC 105685—Riddle Ice & Coal Co., Man- 

chester, Tenn., certificate. 


July 2—Omaha, Neb.—Hotel Fontenelle—Ex- 

aminer Corcoran: 

MC 52383 and MC 84692—Bekins Van & 
Storage Co., common carrier application. 

MC 11945—Bekins Van Lines, Inc., common 
carrier application. 

MC 35979—M. Bekins and P. Bekins, com- 
mon carrier application. 

MC 42227—Bekins Van & Storage, Inc., com- 
mon carrier application. 


| Serving gy Important Gateways 
CHICAGO « COUNCIL 


ciTY « Ml 
— ST. JOSEPH 


. THE CORN BELT ROUTE 
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MC 52793—Bekins Van Lines Co. (successor 
in interest in part to Bekins Van Lines, 
Inc.), common carrier application. 

MC 52793, Sub. 4—Bekins Van Lines Co. 
(successor in interest in part to Bekins 
Van & Storage Co.), common carrier ap- 
plication. 

MC 52793, Sub. 5—Bekins Van Lines Co. 
(successor in interest in part to M. Bekins 
= P. Bekins), common carrier applica- 

MC 52793, Sub. 6—Bekins Van Lines Co. 
(successor in interest in part to R. Q. 
Bekins), common carrier application. 

July 2—St. Louis, Mo.—Mark Twain Hotel— 
Examiner Badian: 
C 10872, Sub. 13—Be-Mac Transport Co., 
Inc., St. Louis, Mo., certificate to extend 


operations. 
July 2—Washington, D. C.—Jt. Bd. 112: 
MC 1508, Sub. 13.— Richmond Greyhound 
Lines, Inc., Richmond, Va., certificate to 
extend operations. 


Sty Se, N. Y.—U. S. Ct.—Jt. Bd. 
MC 96535—H. Wilson, Eldred, N. Y., certi- 
ficate or permit. 


July 3—Binghamton, N. Y.—U. S. Ct.—Exam- 
iner Harrison: 


MC 39411, Sub. 3—G. E. Treyz, Binghamton, 
oe ‘certificate to extend Bane. vey 


July 3—Indianapolis, Ind.—State Co .—Jt. 
‘pa. 21: — ee 


MC 81771, Sub. 1—C. Johnson, Attica, Ind., 
certificate to extend operations. 


Minneapolis 
{St Paul 


oads— 


MONARCH ONE MAN CAR DOOR OPENERS 


HELP ELIMINATE 
! COSTLY ACCIDENTS! 





: One man can open the most binding, balky, 
All United for Victory : | box car door with the Monarch Car Door 
Opener. Get greater safety .. 


ing and unloading sch 
ample supply to fill your needs today! 


MINING SAFETY DEVICE CO. 
Dept. TW, Bowerston, Ohio 
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July 3—Memphis, Tenn.—Peabody Hotel—Jt. 
Bd. 4 and Examiner |r 
MC 84340, Sub. 2—E. B. Lewy, Greenville, 
Miss., certificate to extend operations. 
MC 105831—Bluff City Appliance & Storage 
Co., Inc., Memphis, Tenn., certificate. 


July 3—Memphis, Tenn.—Peabody Hotel—Jt. 
Bd. 218: 


* MC 84340, Sub. 3—E. B. Lewy, Greenville. 
Miss., certificate to extend operations. 
July 3—Portland, Ore.—Multnomah Hotel— 

Examiner Smith: 
MC-F 2849—R. McKee et al., purchase N. 
T. Tower. 


MC-F 2834—Signal Oil and Gas Co. et al., 
control; System Freight, purchase, L. V. 
Smart and C. . Crobett; control and 
purchase, Smart’s Auto Freight Co., Inc. 

July 3—Providence, R. 1.—M. P. O. Bidg.—Jt. 
Bds. 231 and 134: 

MC 66562, Sub. 614—Railway Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 
C 105585—W. E. Pray, Seekonk, Mass., 
certificate. 


ee ae o.—U. S. P. O.—Examiner 
assel: 
MC 105598—Butler Transport Co., Inc., To- 
ledo, O., certificate. 
July 5—Elmira, N. Y¥Y.—U. S. Ct.—Examiner 
Harrison: 
MC 105700—R. J. Haskell, Elmira, N. Y. 


permit. 
July 5—Indianapolis, Ind.—State Comm.—Ex- 
aminer Bennett: 

MC 2975, Sub. 6—Vandergraff Truck Lines, 
—- Ind., certificate to extend oper- 
ations. 

July 5—Portland, Ore.—Multnomah Hotel— 
Jt. Ba. 5: 


MC 59074, Sub. 24—System Freight Service, 
Los Angeles, Calif., certificate to extend 
operations. 


July 5—Portland, Ore.—Multnomah Hotel— 
Examiner Smith: 
* MC-F 2847—R. N. B. Converse, lease, O. J. 
Mitchell. 
July 5—Providence, R. 1.—M. P. O. Bldg.— 
Examiner Hanrahan: 
MC 19251, Sub. 1—Paul Arpin & Son, Provi- 
oe. R. IL. certificate to extend opera- 
ons. 
July 5—Springfield, I1!1._—Hotel Abraham Lin- 
coln—Examiner Badian. 
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JONES STEVEDORING COMPANY 
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311 California Street 


CONTRACTING STEVEDORES 


WESTERN FREIGHT HANDLERS, inc. 
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MC 105599—-Schaefer Transport Service, 
Paris, Ill., certificate. 

MC 102593, Sub. 1—G. W. Sparrow, com- 
mon carrier application formerly MC 79140 

E. Ridings, common carrier application. 


July 5—Toledo, O.—U. S. P. O.—Examiner 
Kassel: 


MC 288, Sub. 3—C. R. Hirt, Fremont, O., 
permit to extend operations. 
C 43038, Sub. 286—Commercial Carriers, 
Inc., Detroit, Mich., certificate to extend 
operations. 


“ ayo Okla.—Mayo Hotel—Examiner 
MC C 439—Corporation Commission, State 


of Oklahoma vs. Best Motor Lines, Dal- 
las, Tex et al. 


I eneee, Wis.—Hotel Wausau—ZJt. 

MC 58079, Sub. 1—J. Omilean, Athens, Wis., 
certificate. 

July _6—Detroit, Mich.—Hotel Fort Shelby— 
Jt. Bd. 9: 


Me. 72300, Sub. 12— American Carloading 
Corp., Detroit, Mich. 





July 6—Elmira, N. Y.—U. S. Ct.—Examiner 
Harrison: 
MC 59245 Sub 2—C. Landon, Elmira, N. 
Bes oF i ee to aoa operations. 
MC » Sub. 17—Pierce Freight Lines, 
Inc., Penn Yann, N. Y., certificate to ex- 
tend operations. 


July 6—Indianapolis, Ind.—State Comm.—Ex- 
aminer Bennett: 
MC 22305—Lett and Co. of Indiana, Inc., 
common carrier application. 


MC 52743, Sub. 2— Miami Transportation 
Co., Inc., of Indiana, (successor in part 
to Lett and Co. of Indiana, Inc.), com- 
mon carrier application. 

July 6—Omaha, Neb. —Hotel Fontenelle—Ex- 
aminer Corcoran 

MC 1 
cate. 


July 6—Providence, R. 1.—Main P. O. Bldg. 
—Examiner Hanrahan 
MC 105593—Davis’ Express, Middletown, R. 
I., certificate. 


July 6—Seattle, Wash.—Olympic Hotel—Com- 
missioner Lee: 


05739—R. Nord, Stanton, Ia., certifi- 
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Snterruptions or the Tlips 


Every time one of America’s Railroads—all united 
for Victory—moves with war cargo, you can be 
assured that these in some way mean more inter- 
ruptions for the Nips. There is still this vicious part 
of the war to be won. The final struggle will be even more in- 
tense than in Europe but.the railroads will continue their end of 
the job until final victory is won. As production on the home front 
soars to greater heights it will be doing so handclasped with 
greater rail transport achievements. 

American railroads today are furnishing the world’s greatest 
transportation service and Americans have always been accus- 
tomed to the best. In the movement of freight—a vital part of 
this transportation picture—the interchange function is playing 


After all, it is mighty important that freight cars be sorted, 
and re-assembled at gateways and sped on to other points of 
destination. That is the important contribution today being made 


Everybody’s Gateway—Always Open 


Peoria and Pekin Union Railway Co. 
E. F. Stock, Traffic Manager — Union Station, Peoria, Ill. 


SWITCHING SERVICE BETWEEN 


Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacifie Ry.; Chicago & North Western 
Ry.; Chieago & Illinois Midland Ry.; Illinois Terminal Railroad Co.; Inland Waterways 
Corp.; Minneapolis & St. Louls R. R.; Alton Railroad; Atchison, Topeka & Santa Fe Ry.; 
linols Central R. R.; Pennsylvania Railroad; Peorla Terminal R. R.; Chicago, Burlington 
& Quincey Railroad; New York, Chicago & St. Louis Railroad; Cleveland, Cincinnati, 

Chicago & St. Louls Ry. (Peorla & Eastern); Toledo, Peoria & Western R. R. 


"One of America's Railroads — All United for Victory" 
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MC Be. nn — I, Stewart, Renton, Wash., 
ce 
July ees, 3 WW -—Hotel Abraham Lin- 
coln—J 
MC 66562, Sub. 630—-Rallwa vey Express Agen- 
cy, Inc., New York, +, certificate to 
extend operations. 
July 6—Tampa, Fla.—Floridian Hotel—Exam- 
iner Pettis: 
MC-F 2794—D. E. Hunt, purchase, Estes 
Investments, Inc. 
MC-F 2795—S. Allen, control; Central Truck 


Lines, Inc.,; lease and purchase, Estes In- 
vestments, Inc. 
MC-F 2796—H. Fogarty et al., control; Fo- 


garty Bros. Transfer, Inc., ‘purchase, Es- 
tes Investments, Inc. 

MC-F 2797—G. F. and F. H. Tresher, con- 
trol; St. Johns River Line Co., purchase, 
Estes Investments, Inc. 

MC-F 2798—L. A. Raulerson, control; Great 
Southern Trucking Co., lease and pur- 
chase, Estes Investments, Inc. 

MC-F 2838 — Watkins Motor Lines, Inc., 
lease and purchase, Estes Investments, 


Inc 
July ¢—Washington, D. C.—Argument: 
28716—Morton Salt Co. vs. ton et al. 
MC-C 302—Morton Salt Co. vs. Adams Trans- 
fer & Storage Co. et al. 
MC-C 302, Sub. 1—Morton Salt Co. vs. W. 
C. Barrett Feed & Poultry Co. et al. 
MC-C278—Salt, Kan. to Colo. and Wyo. 


points. 

MC-C 322—Salt, Hutchinson, Kan., to points 
a Kan. and Mo. 
- & S. M- 1568—Eges, salt, Kan. points to 
"Kan. and Mo. ge 

1. & S. M-1702—Salt rates and rules, Kan. 
to Ia. points. 
- & S. M- 1835—Salt, Kan. to Kansas City, 


* Mo. 
1. & S. M-2008—Salt, Lyons, Kan., to Minn., 
Mo., N. D. and S. D. 
- & Ss. M-2044—Hutchinson Cider and Vine- 
gar Works, salt, Kan. to Colo. 
oes St, -Buchanan, Inc. vs. B. R. I. 
et 
July 7—Detroit, Mich.—Hotel Fort Shelby— 
Examiner Kassel: 
MC 5883, Sub. 10—Trucking, Inc., Detroit, 
Mich., certificate to extend operations. 


July 7—Grand Island, Neb.—U. S. Ct.—Jt. Bd. 


93: 

MC 1988, Sub. 2—P. C. T. Stages, Grand Is- 
a "Neb., certificate to extend opera- 
t 


July, 7—Indianapolis, Ind.—State Comm—Jt. 


MC 20716, Sub. 1—D. Woodward, Cambridge 
City, Ind., certificate to extend operations. 
July 7—Indianapolis, Ind.—State Comm.—Ex- 


aminer Bennett: 

MC 105854—Chas. Hutson, Bedford, Ind., 
July 7—Kansas City, Mo.—Hotel Pickwick— 
Jt. Bd. 36: 


certificate. 
MC 105687—C. O. Crabtree, Independence, 
Mo., certificate. 
July 7—Madison, Wis.—State Comm.—Jt. Bd. 


~ * a uinatinale Kubly, Monroe, Wis., per- 


duty 7 Tlie N. J.—State Comm.—Exam- 
iner Hanrahan: 

MC 66618, Sub. 2—Millerton Trucking Co., 
Inc., Yonkers, N. Y., certificate to ex- 
tend operations. 

July 7—Seattle, Wash.—Olympic Hotel—Ex- 
aminer Smith: 

MC-F 2699—J. Manlowe, control, Interstate 
a eae Lines, Inc. 

F-2874—J. Manlowe, investigation of 
ponte 9 Interstate Freight Lines, Inc., 
and Pihl Transfer & 1 Co. 

July 7—Williamsport, Pa.—U. S. Ct.—Jt. Bd. 
42 and Examiner Fang 

MC 15775, Sub. 18—A. M. Frantz, Muncy, 

Pa., certificate to extend operations. 

oy, 9—Artesia, N. M.—Fed. Bldg.—Jt. Bd. 


3: 
* MC 76564, Sub. 17—Hill Lines, Inc., 
rillo,, Tex. 
July 9—Binghamton, N. Y¥.—U. S. Ct.—Exam- 
iner Albus: 
Finance 13957—D. L. & W., abandonment. 
July A as ili.—Sherman Hotel—Jt. Bd. 


Ama- 


MC 12307—American Tour & Travel Ltd., 
Chicago, Ill., license. 


July 9—Harrisburg, Pa.—State Comm.—ZJt. 
Bd. 74: 


Mc 105704—Lincoln Bus Lines, 
Pa., certificate. 

July 9—Huntington, W. Va.—U. S. Ct.—Ex- 
aminer Higgins: 

MC-F 2789—A. G. Dillner et al, 
W. J. Dillner Transfer Co., 
Curtis Transfer & Storage Co. 

uty, , oh eee City, Mo.—Hotel Pickwick— 


MC 104857—Lennie Newman’s Truck Serv- 
ice, Pittsfield, Ill. 
July 9—Madison, Wis.—State Comm.—Jt. Bd. 


Hanover, 


control; 
purchase, 


| 


ag iw \ 
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MC 32592, Sub. 3—E. G. Schwandt, Marke- 
san, Wis., permit. 

MC 57641, Sub. 4—Cardinal Lines, Inc., 
Janesville, Wis., certificate to extend op- 
erations. 

July 9—Newark, N. J.—State Comm.—Exam- 
iner Hanrahan: 

MC 88352, Sub. 9—Dunn’s Motor Express, 
Forest Hills, L. I., N. Y., certificate to 
extend operations. 

July 9—Newark, N. J.—U. S. Ct.—Examiner 
Bernhard: 
Finance 11681—N. Y. S. & W., reorganiza- 


tion. 
July 9—North Platte, Neb.—Fed. Blidg.—Jt. 
Bd. 56: , 


MC 105715—L. Moore, St. Francis, Kan., 
certificate. 

July 9—Spokane, Wash.—Davenport Hotel— 
Jt. Bd. 83: 


MC 105757—Clark Fork Stages, Clark Fork, 
Ida., certificate. 
July 9—Washington, D. C.—Examiner Joy- 


ner: 

MC 7799, Sub. 7—Richard F. Kline, Freder- 

ick, Ma., certificate to extend operations. 
July 9—Williamsport, Pa.—U. S. Ct.—Exam- 
iner Harrison: 

MC 96098, Sub. 8—H. H. Folmer Contract 
hauling, Milton, Pa., permit to extend 
operations. 

July 10—Birmingham, Ala.—Thomas Jeffer- 
son Hotel—Jt. Bds. 100 and 14: 

MC 59754, Sub. 8—Fayetteville Transfer Co., 
Fayetteville, Tenn., certificate to extend 
operations. 

MC 101156, Sub. 13—Far-Go Truck Lines, 
Memphis, Tenn., certificate to extend op- 
erations. 

a Som Ida.—State Comm.—Jt. Bd. 


MC 30251, Sub. 8—G. Ray, Twin Falls, Ida., 
permit to extend operations. 
— hicago, I!1.—Hotel Sherman—Jt. Bd. 


MC 12308—Grove Storage Co., Inc., Chicago, 
Tll., license. 

MC 30600, Sub. 50—Santa Fe Trail Trans- 
portation Co., Wichita, Kan., certificate 
to extend operations. 

July 10—Cleveland, O.—Hotel Cleveland—Ex- 
aminer Higgins: 

MC-F-2658—E. C. Bruer, control; Elmer C. 
Breuer, Inc., of Michigan, purchase, Wil- 
son Motor Lines, Inc. 
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includes consideration 
of a new plant site, 
check with ‘‘North 
Western’s’’ General Industrial Agent, C. E. Case, 
400 W. Madison Street, Chicago. He will tell 
you of the exceptional post-war opportunities 
that exist in the rich territory served by the 


July 10—Harrisburg, Pa.—State Comm.—Ex- 
aminer Harrison: 

MC 39243 Sub 67—Miller’s Motor Freight 
Service, York, Pa., certificate to extend 
operations. 

July 10—Kansas City, Mo.—Hotel Pickwick— 
Jt. Bd. 52: 


MC 12306—Lester L. Tollie, Motor Freight 
Broker, Kansas City, Kan., license. 
ate “anmenenes Tenn.—U. S. Ct.—Jt. Bd. 


MC 88814, Sub. 2—Tennessee Scenic Coach 
Lines, Morristown, Tenn., certificate. 
ome, - Mich.—Olds Hotel—Jt. Bd. 


MC 663, Sub. i—Sparrow Truck Line, Bliss- 
— Mich., certificate to extend opera- 
ons. 
MC 104834, Sub. 4—B. F. Richardson, Jack- 
son, Mich. 
July 10—Madison, Wis.—State Comm.—Jt. 
Bd. 13: 


MC 105848—A. Severson, Albion, Wis., cer- 
tificate. 
MC 105862—Coplien Trucking Co., Monroe, 
Wis., certificate. 
sy, = N. J.—State Comm.—ZIt. 


MC 30532, Sub. 10—New. York & New Bruns- 
wick Auto Express Co., Inc., Highland 
a N. J., certificate to extend opera- 

ons. 
July 10—North Platte, Neb.—Fed. Bldg.—Ex- 
aminer Corcoran: 

MC 105778—R. J. Howell, St. Francis, Kan., 
certificate. 

sae, Sica Ss. D.—State Comm.—ZJt. Bd. 


MC 105819—Blue Line Transfer, Pierre, S. 
D., certificate. 
July 10—Pittsburgh, Pa.—Roosevelt Hotel— 
Examiner Griffin: 
29293—-Callanan Road Improvement Co. et 
al. vs. B. & O. et al. 
29293, Sub. 1—Eastern Rock Products, Inc., 
et al. vs. B. & O. et al. 
July 10—Pittsburgh, Pa.—Roosevelt Hotel— 
Examiner Booth: 
* MC-C 482—Performance of motor common 
carrier service by Riss & Co., Inc. 
* MC-C-484—Riss & Co., Inc., revocation of 
certificate. 
July 10—San Francisco, Calif.—P. O. Bldg.— 
Jt. Bd. %: 
MC 78786, Sub. 154—Pacific Motor Trucking 


Rock 
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Co., San Francisco, Calif., certificate to 
extend operations. 

July 11—Birmingham, Ala.—Thomas Jefferson 
Hotel—Examiner Yardley: 

MC 73464, Sub. 22—Jack Cole Co., Inc., 
Birmingham, Ala., certificate to extend 
operations. 

ae il.—Sherman Hotel—Jt. 
. 149: 
A 17897, Sub. 1—V. Visceglia, Chicago, 
July 11—Chicago, IIl.—Hotel Sherman—Exam- 
iner Bennett: 

MC 30837, Sub. 20—Kenosha Auto Trans- 
port Corp., Kenosha, Wis., certificate to 
extend operations. 

sete, iat ~~ amen ill.—Sherman Hotel—ZJt. 


MC 101353, Sub. 4—Senate Cartage Co., Inc., 
Chicago, Ill., certificate to extend oper- 
ations. 

July 11—Denver, Colo.—Cosmopolitan Hotel— 
Jt. Bd. 126 and Examiner Corcoran: 

MC 60012, Sub. 17—Rio Grande Motor Way, 
Inec., Denver, Colo., certificate to extend 
operations. 

MC 71462, Sub. 10—Sorenson Truck Service, 
Longmont, Colo., certificate to extend op- 
erations. 

MC 105777—Deertrail Truck Line, Deertrail, 
Colo., certificate. 

July 11—Des Moines, la.—Hotel Kirkwood— 
Examiner Badian: 

MC 105041, Sub. 2—N. Couchman, Seymour, 

Ta., certificate to extend operations. 


July 11—Detroit, Mich.—Hotel Fort Shelby— 

Examiner Higgins: 
MC-F 2741—T. M. Rinehart and Synthetic 
Products, Inc., control; Complete Auto 
a. Inc., lease, Georgia Driveaway 

o., Inc. 
MC-F 2742—T. M. Rinehart and Synthetic 
eae Inc., control, Contract Cartage 
Oo. 


July 11—Harrisburg, Pa.—State Comm.—Jt. 
Bd. 65: 


MC 54922 Sub 3—Hartman’s Lebanon Trans- 
portation Co., Steelton, Pa., certificate to 
extend operations. 

on™ wana N. J.—State Comm.—Jt. 

MC 64929, Sub. 2—V. A. Robbins, Mount 
= N. J., certificate to extend opera- 
ons. 






















TRUCKS 


Internationals are rugged trucks 
—powered by the famous Red 
Diamond and Blue Diamond 
engines. They are busy on Amer- 
ica’s highways carrying a good 
share of the essential stuff of 
victory, just as they are doing 
important work on the fighting 
fronts. Their stamina and de- 
pendability explain why—in the 
ten years before the war—more 
heavy duty International Trucks 
were sold than any other make, 


INTERNATIONAL HARVESTER COMPANY = 
180 N, Michigan Avenue, Chicago 1, II!, 


INTERNATIONAL Yaucks 
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TRAFFIC WORLD 


Educational Courses 


1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 


Wanted 


WANTED—Forwarder rights between Chicago, New York and 
Philadelphia, on the one hand, and San Francisco and Seattle, on the 
other. Authority limited to export and import would be considered. 
Box 374, Chicago office Traffic World. 


Traffic Services 


THE INDUSTRIAL TRAFFIC ASSOCIATION, P. O. Box 1344, New 
Orleans 10, La., Earl Roy, Manager, desires a few more clients any- 
where in the United States and Canada. Please write for details. 


Situations Wanted 


TRAFFIC MANAGER, 28, graduate accredited course traffic manage- 
ment, 8 years’ industrial experience WTL and TL territories, thorough 
knowledge grain and grain products milling in transit, good rate experi- 
ence. Box 375, Chicago office Traffic World. 

INDUSTRIAL TRAFFIC MANAGER, age 34, college graduate with 
12 years’ practical experience, presently employed by national concern 
with traffic headquarters in East, desires position carrying greater 


responsibilities, preferably in Middle West. Box 376, Chicago office 
Traffic World. 


TRAFFIC AND MATERIAL EXPEDITING MANAGER. Age 37, 
19 years’ varied transportation experience. Aggressive ability. Desires 
permanent post-war position. Available July 15. Box 378, Chicago 
office Traffic World. 


TRAFFIC LAW STUDENT desires position as assistant to traffic 
manager or executive. Thorough knowledge rates and tariffs, rail and 
motor, some knowledge claims. 8 years’ experience industrial traffic. 
Cleveland, Ohio area. Phone CE-7353. 


Help Wanted 


WANTED: An ambitious young man with sound rate and transit 
experience in grain and milling products. Position offers good oppor- 
tunity for advancement and responsibility in the post-war period. This 
is work with one of the large national milling concerns. Box 379, 
Chicago office Traffic World. 


For.Sale 


FOR SALE—Two Underwood Billing Machines, reconditioned, at 
$100 each. Address Box 380, Chicago office Traffic World. 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
as low as $500! 


Which of these cars could you use? 


5—Hopper, Twin 50-Ton 

50—Hopper, Side-Discharge, 50-Ton 

10—Refrigerator, 40-Ft., 40-Ton 

10—Box, 40-Ft., 40-Ton 

7—Box, Automobile, Steel, 50-Ft., 50-Ton 

2—Dump, Western, 20-Yd., 40-Ton; steel floors 
2—Dump, Western, Automatic, 30-Yd., 50-Ton; lift doors 
2—Dump, Clark Automatic, 30-Yd., 50-Ton.; drop doors 
4—Dump, K & J Automatic Lift-Door, 37-Yd., 50-Ton 
12—Dump, K & J Automatic Lift-Door, 20-Yd., 50-Ton 
2—Tank, 8000-Gallon, 40-Ton Trucks 

5—Tank 10,000-Gallon, 50-Ton Trucks 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced fo sell 
IRON & STEEL PRODUCTS, INC. 
40 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
**ANYTHING containing IRON or STEEL"’ 
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AVORITE of thousands of truck 
operators, the U.S. Royal 
Fleetway is adapted to all types 
of heavy duty service on the 
highway. Extra strength, extra- 
gauge rayon cords beneath the 
tread, firmly bonded together, 
give you a tire body that can 
take plenty of punishment, yet 
can be recapped time and again. 
With tread specially compounded 
for long miles of economical, de- 
pendable service under heavy 
loads, the U.S. Royal Fleetway 
is built to deliver the goods. 

To get the most miles from your 
tires — regardless of make — ask 
your U.S. Truck Tire Dealer about 
U.S. Transportation Maintenance. 


Listen to “Science Looks Forward’’—new series 
of talks by the great scientists of America— 
on the Philharmonic-Symphony program. CBS Net- 
work, Sunday afternoon 3:00 to 4:30, E.W.T. 





FOR THE HIGHWAY- 


(IS THE FLEETWAY 


RUBBER COMPANY 


1230 SIXTH AVENUE - ROCKEFELLER CENTER - NEW YORK 20, N. Y. 




























Acids, alkalis and salts 
Automobiles and trucks 
Bauxite 

Canned goods 

Caustic soda 

Cement 
Chemicals—packaged or bulk 
Coal and Coke 

Concrete blocks am 
Contractors equipment 
Cotton 

Farm and road equipment 
Fertilizer 

Fluorspar 

Flue dust 

Grain 

Lumber 

Matches 

Machinery 

Nitrate of soda 


Ore = When you discover that your product lends its<!f to 


% river transportation—things happen. Protits jumov- 
- markets multiply—customer service becomes easy. 
_ ~~ Let us prove this. Let us explain how modern tow- 

=Z boats and barges, deeper river channels and precision 
gf traffic control have extended inland waterway facilities 


to include a wider range of products and tonnages. 


Petroleum products 
Rubber 
Scale 


Scrap 


‘ Write for the Union Barge Booklet and 
& a ® eae ask for rates. Learn why we say, ‘‘No 
Si | AT 4 \j iy ; () iv BAR G |: other form of shipping can offer you such 
positive and important savings.”’ Bring 
yourself up-to-date on a transportation 


system that offers you a definite market- 
Steel products ing advantage. It’s a matter of dollars and sense. 


Sulphur 

Sugar 

Salt 

Sulphate of Ammonia 
Tar 


and countless other commodities 


Union Barge Line Corporation 
DRAVO BUILDING »* PITTSBURGH 22, PA. 


J-8896 














If to 
nv- 

~AaSy. 
tow- 
ision 
lities 


ages. 


and 
“sé No 


such 


ring 
tion 
‘ket- 


PNSE. 





